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be unjust to the memory of the dead and false to my own sense
of manhood, :

My first acquaintance with the late Senator occurred in the
summer of 1871. He was then a young man 32 years of age,
full of vigor and acuteness, affer service as page and Postmaster
of the Senate, and with keen knowledge of public affairs, ac-
quired in the office of collector of internal revenue in the fifth
district of Maryland. I was a candidate for the office of gov-
ernor of Maryland, and promptly discovered in him an astute
political leader, and our friendly relations began at that period.

e came to the house of delegates for the session of 1872,
while I was governor, and was made its speaker. The duties of
that position he discharged with signal ability, and what be had
learned in the Senate, in the official position he held between 1862
and 1869, rendered him able to discharge the functions of the
speakership without embarrassment.

After the session of the legislature he was made president of
the Chesapeake and Ohio Canal Company, in which the State
had large interests, and for which position I rendered him all
the aid in my power.

About the year 1879, owing purely to political differences, the
association in party affairs which had previously existed be-
tween us was severed, and our paths in party conferences there-
after ran in different directions; but I can with satisfaction say
at this day that our personal relations were not suspended up
to the hour of his decease. On the contrary, whenever we met
it was in the social and cordial way of former days. His pri-
vate life was most exemplary, and his devotion to his home and
his family won the admiration of his thousands of friends in his
native State.

May he rest in peace!

And now, Mr. President, as a further mark of respect, I ask
that the resolution I send to the desk be adopted by the Senate.

The VICE-PRESIDENT. The resolution submitted by the
Junior Senator from Maryland will be read.

The Secretary read the resolution, as follows:

Resolved, That as a further mark of respect to the memory of the de-
ceased, the Senate do now adjourn.

The resolution was unanimously agreed to; and (at 5 o'clock
and 7 minutes p. m.) the Senate adjourned until tomorrow, Sat-
urday, February 2, 1907, at 12 o'clock meridian.

HOUSE OF REPRESENTATIVES.
Frivay, February 1, 1907.

The House met at 12 o’clock noon. ;

The Chaplain, Rev. HENry N. CoUbpEN, offered the following
prayer:

We lift up our hearts unto Thee, O God and Heavenly
Father, in behalf of the Member whose companion has been
taken from him in death, and unto whom and his motherless
children our hearts go out in tender and loving sympathy. Let
Thine everlasting arms be about him to comfort and support
him and speak to him.

O Thou grace divine, enecircling all,
A soundless, shoreless sea

Wherein at last our souls shall fall,
Oh, love of God most free.

Speak to him, we beseech Thee, Thou who art the resurrec-
tion and the life, of that eternal home where families shall be
reunited, and where sorrows and partings shall never come.
And Thine ghall be the praise, through Jesus Christ. Amen.

The Journal of the proceedings of yesterday was read and ap-
proved.

ORDER OF BUSINESS,

Mr. MAHON. Mr. Speaker, under the rules this day belongs
to the Committee on War Claims. The committee does not wish
to interfere with the river and harbor bill, and I ask unanimous
consent that the day following the passage of that bill be given
to the Committee on War Claims.

The SPEAKER. The gentleman from Pennsylvania asks
unanimous consent that the day following the passage of the
river and harbor bill may stand in lien of to-day for business
from the Committee on War Claims.

Mr. PAYNE. Mr. Speaker, reserving the right to object, I
am unwilling to consent to that arrangement now. There are
several other appropriation bills pending, and I think an ar-
rangement may be made later by which we can set apart a day
and observe a similar rule to that we had the other day in re-
gard to claims, allowing the unobjectionable claims to be taken
up. If this order requested by the gentleman from Pennsyl-
vania is made now it will result in nothing but the waste of a
day on the omnibus bill

Mr, MAHON. I want to say to the gentleman that I have
said to the gentleman from Illinois [Mr. Foss], chairman of
the naval committee, that if he was ready with the naval bill
after the passage of the river and harbor bill we would get out
of his way. There will be no difficulty about that.

Mr. PAYNE. I think I shall have to object, Mr. Speaker, to
this request now, but I think that an arrangement can be made
later by which the gentleman will be enabled to get unobjection-
able bills from the Committee on War Claims taken up.

The SPEAKER. Objection is made,

COMMTUTATION OF HOMESTEAD ENTRIES FOR TOWX-SITE PURPOSES

IN OKLAHOMA.

Mr. STEPHENS of Texas. Mr. Speaker, I ask unanimous
consent for the present consideration of the bill (H. R, 24089)
to provide for the commutation for town-site purposes of home-
stead entries in certain portions of Oklahoma,

The Clerk read the bill, as follows:

Be it enacted, etc., That when any citizen or number of citizens (not
exceeding four) who have purchased homesteads In Oklahoma Terri-
tory under act of June 5, 1906, entitled “An act to open for setile-
ment 505,000 acres of land in the Kiowa, Comanche, and Apache Indian
reservations, in Oklahoma Territory,” desire to found a (:ltP‘ or town
upon their sald lands, it shall be lawful for them, at their option, to pay
to the receiver of the land office of the district where their land Is
situated the full amount of the money remaining unpaid on their
bid for their sald land; and the J}emon or persons so paying said money
to commute their said homesteads shall at the same time file with the
recorder of the county in which such cit{ or town is situnted a plat
therecof for not exceeding 640 acres of land, deseribing its exterior
boundaries accordlnF to the lines of the publlic surveys and of their
homesteads ; also giving the name of such city or town and a plat
and deseription exhibiting the streets, squares, blocks, lots, and alleys,
the size of the same, with measurements and area of each municipal
subdivision, if any; the alleys, streets, public parks, and squares shall
be designated, and the uses for which they are dedicated shall be
given. Such map and statement shall be verified under oath by the

arty for and in behalf of the person or persons prnposing to estab-
Pish such eity or town; and within one month after such filing there
shall be transmitted to the General Land Office a verified transcr!Pt
of such map and statement, accompanied by the testimony of two wit-
nesses that such city or town has been established in good faith;
a similar map and statement shall be filed with the register and re-
ceiver, and at any time after the fillng of such map and statement in
the General Land Office, together with the receipt of the receiver show-
ing the aforesaid full payment of the bid made for such land, it shall
be the duty of the Secretary of the Interior to at once issue a patent
to the sald land so pald for to the purchaser thereof.

The SPEAKER. Is there objection?

Mr. PAYNE. Reserving the right to object, I would like to
hear an explanation. .

Mr. STHPHENS of Texas. The object of the bill is this:
Congress passed a bill on the 5th of June last opening for set-
tlement 505,000 acres of land in Oklahoma. That land was to
be sold to the highest bidder. It was sold recently and it
brought $12 an acre on an average, some aboye and some below.
1t could not be sold for less than $5 an acre. It was sold under
sealed bids. Since that time the railroad has been extended
from my district in Texas in the direction of Lawson, one
branch going 80 miles across this land to a town called Freder-
ick. They find that there is no law permitting them to have
towns along this route, or depots, or anything of that sort, and
it is absolutely necessary that they should be permitted to pay
the entire amount due on the land at one time so that a patent
can issue. They bought the land on five years' time, paying
one-fifth down and four other payments. They want the right
to pay the other four payments and get the patents. Also they
are required to live on it fourteen months under the homestead
law before they can commute. This permits them to commute
at once on the payment of the amount due.

Mr. PAYNE. As I understand the gentleman, all this bill
does is to permit the people to pay the whole consideration at
once instead of five annual payments?

Mr. STEPHENS of Texas. Yes.

Mr. LACEY. I would also state that these bids have not vet
been filed and allotments made, but will be reported to the
Secretary of the Interior in a few days. It only gives the
option wherever they desire to lay out a town site by filing a
plat and paying the full price of the bids.

Mr. PAYNE. I would like to ask the gentleman if this has
been reported from the Committee on Public Lands?

Mr. LACEY. It has.

Mr. PAYNE. I am glad to notice that the land sold for a
good deal more under sealed bids than $5 an acre.

Mr. LACEY. We don't know how much it has brought, but
unquestionably it has brought more than it would if there had
been a public auction and a combination of bidders.

Mr. PAYNE. I want to commend to the House the idea here-
after of selling land under the same rules and restrictions. I
have no objection.

The SPEAKER. The question is on the engrossment and
third reading of the bill,
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The bill was ordered to be engrossed and read a third time,
wias read the third time, and passed.

FIXIXG BOUNDARIES OF LANDS ADJOINING COEUR D'ALENE INDIAN
RESERVATION,

Mr. FRENCH. DMr. Speaker, 1 ask unanimous consent for
the present consideration of the bill H. R. 24374, together
with amendments, to fix the boundaries of the lands of certain
landowners adjoining the Coeur d’Alene Indian Reservation,
which I send to the desk and ask to have read.

The Clerk read as follows:

Be it cnacted, cte., That following the boundary of the Coeur d'Alene
Indian Reservation, in the Btate of Idaho, wherever the surveys of
sald reservation, as finally apt?ro\'cd, make it appear to the Commis-
sfoner of the General Land Oftice that adjoining owners of land would
be deprived of a portion of their land as said land agncars deseribed
under patent, such an amount of adjoining land shall be granted from
* the reservation to owners of such adjoining land as will complete their
respective tracts as defined by patent or entry.

With the following amendments:

In line 7, after the words * owners of land,” insert the words * or
entrymen.'
In line 8, after the word

- Pntent," insert the words *
In line 9, after the word *

and,” insert the following:

= 'rpon payment therefor at their a‘?pmlsed value, as provided in the
act of June 21, 1006 (24 Stat. L., p. 335).”

Add the following proviso to ihe end of the bill:

“Provided, That the provisions of this act shall not extend to
lands which are embraced in allotments made under the provisions of
the act of June 21, 1006 (34 Btat. L., p. 335&. or to lands in the use
or ocenpation of any Indian baving tribal rights on the Coeur d’Alene

Beservation.”
Is there objection?

or entry."”

The SPEAKER.

Mr. PAYNE. Mr. Speaker, reserving the right to object, I
would ask what is sought to be accomplished by this?

Mr. FRENCIH. Mr. Speaker, the bill is simply a measure to
correct the boundary lines between the prospective settlers that
will be upon this reservation and the settlers who now own
their land or have entered upon their land surrounding it
It has the unanimous support of the committee and of the De-
partment, and it merely fixes a definite boundary line which
will prevent future litigation over the exact boundary line be-
tween the two sets of owners.

Mr. STEVENS of Minnesota. This has the unanimous sup-
port of the committee?

Mr. FRENCH. Yes.

Mr. PAYNE. I have no objection.

The SPEAKER. The question is on agreeing to the amend-
ments. -

The question was taken; and the amendments were agreed to.

The SPHAKER. The question now is on the engrossment
and third reading of the bill as amended.

The bill was ordered to be engrossed and read a third time,
read the third time, and passed.

The SPEAKER. Without objection, the title will be amended
by inserting, after the word “ landowners,” the words * and en-
trymen.”

There was no objection, and it was so ordered.

ADDITIONAL LAXD DISTRICTS IN ALASKA,

Ar. LACEY. Mr. Speaker, I ask unanimous consent for the
present consideration of the bill (H. R. 25041) to provide for
the creation of additional land districts in the distriet of
Alaska, which I send to the desk and ask to have read.

The Clerk read as follows:

Be {t enacted, ete., That there are hereby created two additional land
distriets, the boundaries of which shall be designated by the President,
in the district of Alaska, to be known as the Nome land distriet and the
Fairbanks Jand district, with the land offices located, respectively, at
Nome, Alaska, and Fairbanks, Alaska.

8EC. 2. That the clerks of the distriet eourts at Nome and Falrbanks
shall respectively be ex-officio rn_:%llstcrs of the land offices at Nome and
Fairbanks and the marshals of the said courts at Nome and Fairbanks
shall be ex-officio receivers of public moneys for the Nome and Falr-
banks land distriets. Said officers shall perform the several duiles of
register of the land office and receiver of public moneys for the land
districts with all the powers incident to such offices to the same extent«

“as now performed by the register of the land office and-the receiver
of public moneys at Juneau, Alaska.

EC. 3. That the sald officers shall, in addition to their present com-
pensation as clerk or marshal as provided by law, receive all the fees
and emoluments allowed by law for their services as registers of land
offices and receivers of public moneys for land districts under the land
laws : Provided, That any fees or emoluments in excess of $1.500 per
annum received by either such officlals shall be paid into the Treasury
of the United States.

#gc. 4. That the surveyor-general of the district of Alaska, under the
direction of the Secretary of the Interfor, shall furnish the receivers of
said land offices a sufficient quantity of numbers to be used in the dif-
ferent classes of official surveys that may be made in said Nome and
Falrbanks land districts to meet the requirements thereof, and upon ap-
plication by any person desiring to have an official survey made the re-
ceivers shall furnish a number or numbers for such survey or surveys,
together with an order directing a qualified deputy surveyor to make the
same, and such application, order, and the fee required to be paid to the
surveyor-general in the district of Alaska shall be transmitted to the
gurveyor-general : Provided, That all surveys thus made shall be ap-

proved by the surveyor-general as at present.

Sec. 5. That this act shall take effect and be in foree from and afler
July 1, 1907.

With the following amendments :

Btrike out the word * emoluments,” in line 9, page 2, and insert
“ commissions ;"' and in line 12, page 2, strike out the word * emolu-
ments” and insert * commissions;' and at end of line 14, page 2
insert the following: “Provided, That no other salary than nPun.-snlri
ghall be paid to suéh registers and receivers.”

The SPEAKER. Is there objection?

Mr. UNDERWOOD. Mr. Speaker, reserving the right to ob-
ject, T would like to ask the gentleman from Iowa a question
about the bill. Does this propose to give two offices to these
men—that is, to allow them to hold the office of marshal and
%lgio i_lilduct them into the office of receiver of the I'ublic Land

ce?

Mr. LACEY. Mr. Speaker, I will explain to the gentleman
and to the House the sitnation. YWhen Alaska first began to be
settled and we organized a government there, there was not
business encugh to justify the establishment of a land office
in the usnal way ; the expense was too great. So Congress made
the secretary of the Territory and the clerk of the court register
and receiver ex officlo, and allowed them to perform what few
duties there were there. But at present they have a land office
for the entire district at Juneau. The distance is very great,
2,500 miles from Juneau to Nome, and a good deal of the year
it is practically impassable. It makes a great deal of 'delay in
obtaining patents. A few years ago we established some land
oflices in northern Alaska, and it was found that there was not
demand enough to justify keeping them open, and the expense
of the offices was considerable. The fees were very few. Those
offices were discontinued by act of Congress. They desire up
there that they should have an opportunity to apply for their
mineral patents in some more convenient way than going to
Juneaun. The surveyor-general lives at Junean. By making
land offices at these two places and establishing them somewhat
on the same plan that the original office used to be at Sitka, it
will enable these people in the future cases that come up to ob-
tain relief without the Government going to the expense of es-
tablishing separate land offices there, and therefore the bill
makes the clerk simply do the duties of the reglster in addi-
tion -to his present duties, and the marshal do the duties of
receiver in addition to his present duties, and gives them the
fees and commissions for the work, provided that they should
not each exceed $1,500. They would probably amount to two
or three hundred dollars a year.

Mr. UNDERWOOD. Let me ask the gentleman this: -Has
not the office of receiver been abolished?

Mr. LACEY. It has not. :

Mr. UNDERWOOD. Ias it not been consolidated, the two
offices, in the United States? ;

Mr. LACEY. It has not, though it ought to be. I introduced
a bill asking that that be done, but, unfortunately, I have not
been able to secure a favorable report from the committee. My
own judgment is that we ought to have the work of register and
receiver performed by a single person, but this bill does not
change that law. It simply makes provision for cases wwhere
if anyone wants a mineral patent he can apply and save the
transfer of his papers back and forth 2,500 miles to Juneau,
making a 5,000-mile trip by dog sled in the winter and by water
in the summer time. 2

Mr. UNDERWOOD. I have no objection to that part of the
bill. The question with me was whether this was a bill to in-
crease the emoluments of some official.

Mr. LACEY. It would increase them slightly, At Nome
there are forty cases pending, and this bill provides that those
shall be continued until finally settled at Juneau; but I sup-
pose there will be fifty or a hundred ecases from each of these
points in the course of the next year or two. There are a num-
Lber of miners who have low-grade claims that will have fo be
worked by dredging and by more expensive methods than the
mere rocker-and-flume system. In order to do this they will
have to go to the expense of buying dredges and putting in heavy
machinery, and they require patents in order to do that. They
will not do that on titles which are or may be controverted, and
it will settle costly conflicts as to titles. ]

Mr. UNDERWOOD. I have no objection to that part of the
bill, but I want to ask the gentleman this question: I have abso-
lute confidence in the judgment and statement of the gentleman
from Iowa, but I want to know whether he has investizated the .
question and whether he is willing to state to the Ilouse that
vou could nof create the office of register and receiver sepa-
rately from that of marshal?

Mr. LACEY. The marshal already handles funds there. He
is a bonded officer and handles very considerable funds, and he
is on the spot. There are a clerk and marshal located at each
of the cities of Nome and Fairbanks. There is none at Valdez,
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and it might be well to give some rellef at Valdez if we ever
have a court and court headquarters there, At present there
are only deputies at Valdez. These officers can perform the
additional dutles, and would gladly do so, of course, for the com-
pensation attached to them, and even the additional allowance,
if it ran to the maximum, would not make a very large salary
for Alaska.

Mr. UNDERWOOD. The objectionable feature to the bill, it
seems to me, is the consolidation of offices ; of allowing one man
to hold more than one office. As a matter of fact I doubt
whether it is within the terms of the Constitution as a con-
stitutional question, whether you have the right to confer two
Federal offices on one man at the same time.

Mr. LACEY. I think you can make a man perform additional

duties or authorize him to do so. At any rate, we did it in |

Alaska. We made the secretary of Alaska the register, and
made the clerk of the United States court of Alaska a receiver,
when the conditions at Sitka were very similar to what they are
now at Nome or at Fairbanks, and it worked very well. There
was no question raised about if, and I do not think any could be.

Mr. UNDERWOOD. The gentleman reecalls very well this
House went into the question very fully in the case of General
Wheeler, when the question was raised as to whether he could
hold the office- of major-general in the Army and a Member of
Congress, and the Judiciary Committee of the House held that
they were two separate and incompatible offices and could not be
beld by the same man at the same time.

Mr. LACEY. One of them was a constitutional office; that of
a Member of Congress.

Mr. UNDERWOOD. I do not think the Constitution says
anything about a constitutional office, but merely provides no
man shall hold two offices. Now, it seems to me that the office
of United States marshal and the office of register or receiver
are two distinet and separate offices, as recognized by the
statutes of the United States, and it seems to me that the gen-
tleman in his bill has encroached on that constitutional pro-
vision, and I wanted to know whether the gentleman had
looked into the guestion from that standpoint.

‘Mr. LACEY. I have; and the secretary of the Territory was
* directed ex officio as such to perform also these other duties.
So in the present case the elerk of the court, ex officio, will -per-
form the duties of register.

The SPEAKER. Is there objection?
Chair hears none.

The amendments were agreed to.

The bill as amended was ordered to be engrossed and read the
third time, was read the third time, and passed.

MESSAGE FROM THE BENATE.

A message from the Senate, by Mr. Parxixsox, its reading
clerk, announced that the Senate had passed without muend-
ment bills of the follpwing titles:

H. R. 4299. An act for the relief of John Stinson;

H. R.4300. An act for the relief of A. J. Stinson;

H. R. 16386. An act to fix the time of holding the cireunit and
district courts for the northern district of West Virginia;

H. R. 15594. An act for the relief of John B. Brown;

H. R.14634. An act for the relief of George H. Chase;

H. R.13895. An act to correct the naval record of Michael
Sheehan ;

H. R. 13031. An act granting an inerease of pension to Thomas
H. Leslie;

H. R. 12690. An act to define the term of * registered nurse”
and to provide for the registration of nurses in the District of
Columbia ;

H. R. 9778, An act for the relief of Philip Loney ;

H. R. 6430. An act authorizing the Secretary of the Treasury
1o pay to German M. Rouse informer's fees for certain opium
seizures ;

H. R. 5651. An act for the relief of William I1. Beall;

H. R. 5223. An act to reimburse Quong Hong Yick for one case
of opinm erroneonsly condemned and sold by the United States;
H. R. 1142, An act for the relief of Ephraim Greenawalt:

H. R. 24932, An act for the extension of School street NW.;

. R. 23383, An act to amend an act entitled “An act to au-
thorize the city of 8t. Lonis, a corporation organized under the
laws of the State of Missouri, to construct a bridge across the
Mississippi River,” approved June 25, 1906 ;

1. RR. 22362. An act for the relief of Esther Rousseaun;

H. R.19749. An act to prescribe the duties of deputy col-
lectors of customs ;

1. R. 18380, An act to complete the naval record of Charles
W. Held;

H. R. 17624, An act to amend an act entitled “An act to amend
section 4405 of the Revised Statutes of the United States,” ap-
proved March 3, 1905; and .

[After a pause.] The

M. J. Res. 195. Joint resolution authorizing the Secretary of
War to furnish two condemned cannon to the mayor of the town
of Preston, Iowa.

The message also announced that the Senate had passed with
amendment bill of the following title:

H. R. 24109. An act to authorize the Norfolk and Western
Railway Company to construct sundry bridges across the Tug
Fork of the Big Sandy River.

The message algo announced that the Senate had passed bills
of the following titles; in which the concurrence of the Ilouse
of Representatives was requested ;

S.7515. An act to authorize the Missouri River Improvement
Company, a Montana corporation, to construct a dam or dams
across the Missouri River ;

8. 7495. An act to define the status of certain patents and
pending entries, selections, and filings on lands formerly within
the Fort Berthold Indian Reservation in North Dakota;

8. 7271. An act for the relief of Rathbun, Beachy & Co.;

8. 6725. An act to grant medals to survivors and heirs of vol-
unteers of the Port Hudson forlorn-hope storming party ; and

8. 3668, An act to authorize the Washington, Spa Spring and
Gretta Railroad Company, of Prince George County, to extend
its street railway into the Distriet of Columbia.

The message also announced that the Senate had passed the
following resolution : -

Resolved by the Senate (the House of Representatives concurring),

That the FPresident be requested to return the bill (8. 1879) entitled
“An act granting an increase of pension to Lorenzo F. Harrison.

The message also announced that the Senate had agreed to
the amendments of the House to the bill (8. 7760) to authorize
the Albany Railroad Bridge Company or the Chicago and North-
western Railway Company to reconstruet a bridge across the
Mississippi River.

The message also announced that the Senate had insisted
upon its amendment to the bill (H. R. 21579) granting an in-
crease of pension to Sarah R. Harrington, disagreed to by the
House of Representatives, had agreed to the conference asked
by the House on the disagreeing votes of the two Ilouses
thereon, and had appeinted Mr. McCumBgr, Mr. Scort, and Mr.
TALIAFERRO as the conferees on the part of the Senate.

The message also announced that the Senate had insisted
upon its amendments to the bill (H. R. 24538) making appro-
priations for the diplomatic and consular service for the fiscal
year ending June 30, 1908, disagreed to by the ITouse of Rep-
resentatives, had agreed to the conference on the disagreeing
votes of the two Houses thereon, and had appointed Mr. HALE,
Mr. Curroar, and Mr, TELLER as the conferees on the part of the
Senate.

SENATE BILLS REFERRED,

Under clause 2 of Rule XXIV, Senafe bills of the following
titles were taken from the Speaker’s table and referred to their
appropriate committees, as indicated below :

8, 3608. An act to authorize the Washington, Spa Spring and
Gretta Railroad Company, of Prince George County, to extend
its street railway into the Disfrict of Columbia—fo the Com-
mittee on the District of Colnmbia;

8.0725. An act to grant medals to survivors and heirs of
volunteers of the Port Hudson forlorn-hope storming party—
to the Committee on Military Affairs;

8. 7271. An act for the relief of Rathbun, Beachy & Co.—to
the Committee on Claims;

8. 7495. An act to define the status of certain patents and
pending entries, selections, and filings on lands formerly within
the Fort Berthold Indian Reservation in North Dakota—to the
Committee on the Public Lands;

8. T515. An aect to authorize the Missouri River Improvement
Company, a Montana corporation, fo construct a dam or dams
across the Missouri River—to the Commitiee on Interstate and
Foreign Commerce ; and

8. 7776. An act to provide for protecting the interests of the
United States on the lower Colorado River, for the establish-
ment of the Imperial Valley and the Ceolorado River irrigation
projects, and for other purposes—to the Committee on the Publie
Lands.

RIVER ANXD HARBOR APPROPRIATION BILL.

Mr. BURTON of Ohio. Mr. Speaker, I move that the House
resolve itself into the Committee of the Whole House on the state
of the Union for the further consideration of the bill H. R.
24991, the river and harbor appropriation bill.

The motion was agreed to.

Accordingly the House resolved itself into the Committee of
the Whole House on the state of the Union for the considera-
tion of the bill I1. R. 24991, the river and harbor appropriation
bill, Mr. Currier in the ehair.

Mr. CLARK of Missouri rose,
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The CHHATRMAN.
Missouri desire?

AMr. CLARK of Missouri. Thirty minutes.

The CHAIRMAN. The gentleman from Missouri is recog-
nized for thirty minutes.

AMr., CLARK of Missouri. Mr. Chairman, the chances are
that anything said on the river and harbor bill after the learned
speeches we listened to yesterday is a mere waste of breath, or
to use a more elegant expression, a work of supererogation. St.
P’aul, the greatest philosopher that ever lived, in his first epistle
to Timothy, says: )

But If any provide not for his own, and specially for those of his
own house, he hath denled the faith, and is worse than an infidel.

From the context it is clear that in that utterance the great
apostle to the Gentiles was speaking of things spiritual, but it
applies to things temporal as well.

The duties of Representatives here divide themselves about as
follows: First, to the country at large; second, to the par-
ticular sections from whieh they hail ; third, to the interests of
their own distriets ; fourth, to look after the individual wants of
their constituents. This last has been termed, flippantly, * doing
errands in the Departments.” Certain msthetical doctrinaires,
seated in comfortable libraries, who assume to run the affairs of
this Government and of this world, condemn men in Congress
who do anything else except expending their energies on the
larger duties to the country. They would make solar-walk
statesmen of us all—merely that and nothing more. Observa-
tion and experience teach me, however, that the men here who
attend to the duties of the country at large and to their own
particular sections and their own distriets and their own con-
stituents with courage, capacity, and fidelity are the men who
at last climb to high places in this House. The humblest man
or woman in any distriet has the right to eall upon his or her
Representative for any proper service; and the Representative
who is derelict in any of these duties falls short of doing what
lie is elected to do.

The most painful feature of this debate, so far as it has
gone, is the fact that the distinguished chairman of this com-
mittee, the gentleman from Ohio [Mr. Burron], and my em-
inent colleague from St. Louis, Doctor BArTHOLDT, appear to
have come to the parting of.the ways. On the question of peace
they have fought in pairs. Applicable to them on that subject
is the old couplet:

Two souls with but a single thought,
Two hearts that beat as one.

The difference between them on that question is that the
gentleman from Ohio [Mr, Burtox] speaks in favor of peace
and votes against the implements of war, while the gentleman
from Missouri, Doctor BarrHOLDT, Speaks in favor of peace and
votes for the implements of war. [Applause.]

Mr. BARTHOLDT rose.

The CHAIRMAN. Does the gentleman from Missouri [Mr.
CraArk] yield to his colleague?

Mr. CLARK of Missouri. With pleasure.

Mr. BARTHOLDT. The desire of my colleague from Mis-
gourl to conviet me of inconsistency is surpassed only by his un-
willingness to understand my position.

AMr. CLARK of Missouri. I have not time to debate that ques-
tion with the gentleman now. I have only thirty minutes. I
am, however, willing to go into that some other time. The gen-
tleman from Missouri [Mr. BarrHOLDT] on the question of peace
seems to be in the same frame of mind as the Irishman who said
he was in favor of a certain law, but against its enforcement.
[Laughter.] I regard those two gentlemen as the advocates of
peace par excellence, although those in possession of the funds
have awarded the palm to the President of the United States.
I congratulate him and the country on the fact that he has
seen cause to dispose of the Nobel peace prize in a noble way.
[Applause.]

The building or construction of great internal improvements is
one of the grandest purposes to which any statesman can turn
his attention. The kingdom of Alexander the Great has per-
ished, the dynasties which his generals founded have gone the
way of all flesh, but the public works which he established,
especially the great city named for him, constitute his permanent
monuments,. The Roman Empire is broken into an hundred
fragments; the Ceaesars are dust; but the roads which the
Roman legions built and over which they marched are still
traveled by the children of men. The advocates of good roads
in this country, of whom I am one, would do well to take lessons
out of the book of the ancient Romans. My judgment is that if

How much time does the gentleman from

Napoleon had been let alone by England after the peace of
Amiens, before he was dominated by the lust for universal con-
quest, he would have dedicated his mighty genius and prodigious
energles to the establishment of such magnificent public works

as would have ranked with the Code itself as his clearest titles
to imperishable renown.

The truth is he snatched every moment he could from war
to devote to the development of the resources of France. It
was his design to build that canal connecting the Mediterranean
with the Atlantic, which the French are agitating now. Ferdi-
nand de Lesseps in the latter years of his life was imprisoned,
as was the great Genoese navigator, but so long as ships go
through the Suez Canal men will remember and bless his name.
The crimson glory of Pultowa is dimmed by time, but so long
as the proud city on the banks of the Neva lifts to heaven her
spires the name of Peter the Great, who created her, will be
familiar to the ears of men. No doubt Kaiser Wilhelm would
count among the smallest of his achievements the canals he
has dug and the ecanals in contemplation, but the chances are
that when he is forgotten as a war lord these things will rank
him among the greatest rulers of his time and associate his
name indissolubly with those of his glorious ancestors, the Great
Elector and Frederick the Great, the well beloved of the German
people.

Out in the Mississippi Valley we Eave the most marvelous
system of natural waterways that God, in Iis infinite wisdom
and goodness, ever vouchsafed to any of His children. With
signal stupidity we have neglected to improve them, and the
Congress of the United States has acted toward them in a man-
ner that is a shame to the Republic. The gentleman from Ohio
[Mr. Burtox] is said to dominate the Committee on Rivers and
Harbors. I do not know anything about that, Ie may, and he
may not. The members of that committee are among the ablest
and most prominent in this body. However these things may
be, I have a firmly grounded suspicion that on this occasion, on
this bill, he and his committee dominate a majority of this
House, If he is avaricious of fame—and his name has been
sometimes used in connection with the Presidency of the United
States—he has it in his own hands to build himself an imperish-
able monument by giving us deep water from the Falls of St
Anthony to the Gulf, thereby fixing his name onto that great en-
terprise. 1t might possibly be that, in our intense desire to ac-
complish that, we might be willing to change the name of the
Father of Waters to the river Burton, as it was originally
called the river Colbert by the early French discoverers, in -~
honor of the great French minister. 'That is his one chance to
achieve a reputation that will never fade away.

Mr. MAHON. May I ask the gentleman a question?

Mr. CLARK of Missouri. If it is pertinent, yes,

Mr. MAHON. I want to ask the gentleman from Missouri
if the present chairman of the River and Harbor Committee is
not the most intelligent and best chairman that they ever had.

Mr. CLARK of Missouri., I am not saying anything to eriti-
cise the chairman of that committee. I am giving him a press-
ing invitation to lay bold on earthly immortality. [Laughter
and applause.] I esteem him as highly as any man in this
House does. I admire his capacity and I believe in his integ-
rity, but he is “sot in his ways,” like the rest of us. I do not
agree with his theories as to western rivers. I have a right to
advocate my own,

Mr. MAHON. He is a bachelor. [Laughter.]

Mr. CLARK of Missouri. I am trying to convert him, and
if he would establish that great work, when he had finished it
he could repeat the proud boast of Horace:

Exegi monumentum mra perennius.

I have reared for myself a monument loftier than the Egyptian
Pyramids and more lasting than bronze.

Charles Stewart Parnell once said:

Opportunity Is a horse, bridled and saddled, which stops at every
man's threshold once in a lifetime. Be ready, mount, and he carries
you on to success and honor. Pause but a moment—he is gone, and
the clatter of his iron hoofs echoing down the corridors of time will
forever remind you of what you have lost. ;

1 commend these glowing words to the chairman of the Com-
mittee on Rivers and Harbors [Mr. Burrtox]. This is his
golden opportunity.

First and last, Mr. Chairman, in the public prints there have
been divers suggestions as to the post-Presidential career of the
present occupant of the White House. Some have suggested that
he go to the United States Senate. If New York intends to
continue in the unfortunate habit of electing Republicans to
the United States Senate, then my voice is for Roosevelt for
that position. The subsequent proceedings would make what
Horace Greeley would have denominated “ mighty interesting
reading.” Only two ex-Presidents have returned to Congress.

John Quincy Adams served in this House seventeen and a
fraction years, died with the harness on his back, as no doubt
he would have desired to die had he been consulted as to his
exit from this world; and it is the truth of history that more of
his fame rests on the seventeen years of his service in this ITouse
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than upon all of his long official eareer from the time when, at
the age of 14, he became secretary of legation to the time when
he quit the White House in high dudgeon, refusing to accompany
his victorious rival, General Jackson, to the Capitol for inaugura-
tion. 'The people of Tennessee, after a prolonged and most dra-
matiec contest, elected Andrew Johmson for a full Senatorial
term after he was President. He only lived a few months. I
wish he could have lived the full six years, o as to even up the
score with his multitudinous enemies who undertook to impeach
and convict him when he had committed no crime whatever.
He was guilty of bad manners and lame grammar—worse.

Another suggestion as to the President’s post-Presidential
career is that he shall be president of Harvard College. A noble
.ambition, surely. I would rather be president of the University
of Missouri than to enjoy the high honor of being a member of
the' House or Senate. or governor of that imperial Common-
wealth. I regretfully realize that that desire of my heart can
never be gratified because of the numerous and bitter political
contests in which I have borne a part, and, I hope, o man's part.
I look back upon the years I spent as a teacher with unalloyed
pleasure. 1 was nbsolutely certain of doing good then. As a
lawyer and a Representative I have done the best I could, ae-
cording to my lights; but a lawyer is not always sure he has
rendered society a benefit by acquitting his client, and a Ilepre-
sentative in Congress, however honest and patriotic, may do his
country a grievous injury by voting wrong on some great ques-
tion for lack of correct information. :

Another suggestion is that President Roosevelt shall devote
his life to literature. ITe would have an immense audience to
begin with and it would make him a fortune.

Another is that he shall be perpetnal president [laughter] of
The Hague Peace and Arbitration Tribunal. [Applause.] It is
safe to say that he would discharge the functions of that exalted
station with the energy and capacity with which he does every-
thing to which he turns his hand; and what he would do to the
other peacemakers who had plans of peace different from his
own would be a plenty. [Laughter.]

Still another suggestion is that he be made general manager
of the Panama Canal. Of all these propositions that would be
to me the most tempting. To build an isthmian eanal has been
the dream of men since Balboa first looked down in amazement
and delight upon the peaceful ocean, and if that stupendous work
is a success, the man who accomplishes it will write his name
upon thé scanty list of the immortals. YWhy Shonts or Wallace
or any other man that had a chance to associate his name with
it should relinquish that opportunity for any financial induce-
ment whatever is one of those things which, like the peace of
God, passeth all understanding. [Laughter.]

My situation about this river and harbor bill is peculiar. I
represent the great Mesopotamian distriet of the western world,
wedged in between the Mississippi and the Missouri, skirting the
Mississippi for 140 miles, skirting the Missouri for 150 miles,
straddling the Missouri, and having in it six other rivers navi-
gable by act of Congress. [Laughter.] There were seven, but I
had one of them declared by act of Congress to be unnavigable
for the purpose of building a railroad bridge across it. It was
the first time I ever knew the railroads and the farmers to want
the same thing at the same time, and I was so tickled by their
wonderful unanimity that I pressed the bill throvgh.

There is only one other man in this House whose district
touches both the Missouri and the Mississippi, and that is my
distingunished and well-beloved friend from 8t. Louis, Doctor
BarrHOLDT. We Missourli Representatives have all done ounr
best about improving the Mississippi and the Missouri—every
one of ns—Brother Lroyp, Brother Smackrerorp, and Brother
Rucker, and Brother FrLgersox, and Brother Errrs, and the
rest of those whose districts are on either of the great rivers,
and the Missourians whose districts are not on the river, sym-
pathizing with us, have helped us all they could, which is
greatly to their honor.

We have 16,900 miles of navigable waters in the Mississippi
Valley. If they belonged to Holland, there would be a granite
dike on both sides of the Missouri River from Alton to Fort
Benton. We might learn something from that thrifty and in-
dustrious people. With rare courage they rescued their country
from the sea. Right now they are engaged in draining the
Zuyder Zee at a cost of $99,000,000. Year by year land enough
to make a State as big as Massachusetts is swallowed up by the
Missouri and the Mississippi, and it is the richest land under
the shining sun. -

We annexed the Sandwich Islands on the excuse that we
wanted homes for our children. We annexed the Philippines
for the same reason. Why, Mr. Chairman, our children can
not live in the Sandwich Islands or the Philippines. God
Almighty knew as much as the jingoes when he was creating

this world. [Laughter.] White men can do many things better
than anybody else, but they can not work outdoors in the
Tropics and thrive. We are tempting fate to try to do so. But
here, year after year, millions of acres of land—in the last
ten years enough to make a State the size of Missouri north
of the Missouri River, that would easily support a population
of 10,000,000 souls, right in the heart of the continent where
white people were intended to live, amid churches and schools
and all the facilities for civilization—fall into the Mississippi
En(}rthe Missouri rivers, and roll down those great rivers to the
ulf.

James Parton, in his life of Andrew Jackson, one of the best
biographies ever written by an American, makes the remark-
able declaration that down below New Orleans you can still
see the world forming, and it is forming out of the rich soil
that sweeps down from Iowa, Missourl, Arkansas, and the
other States in the heart of the great valley. We have spent
first and last, and will spend, millions of dollars in irrigating
the dry lands of the West. Why net make some provision for
saving the fertile lands in the Mississippi Valley?

Senator Isham G. Harris, a great man, was for a long time
opposed to river improvement, but at last he gave in his adhe-
sion to it on the theory that navigable streams belong to the
United States Government, and it was the duty of Congress to
keep the property of the United States from destroying the
property of other people; just as Judge Culberson, another great
man, used to defend the 20 cents mileage on the ground that al-
though it did not cost that to come and go, the risks of travel
were worth it. [Laughter.] There is a provision in this bill
tnat I want to call your attention to—that none of these appro-
priations shall be used for the work of revetting the banks un-
less in aid of navigation. That being the case, if a man of
common sgense is permitted to construe it, every dollar of this
appropriation might be used in ‘revetment work, because there
is no better way to aid navigation than by keeping this surplus
silt from getting into the beds of the river. But the engineers
do not so construe it. I will never forget that the engineers
fought Capt. James B. Eads, the greatest engineer that ever
lived, and his jetty system to the end.

I used to hear my father say that if all the scientists that
ever lived were gathered together in convention, Sir Isaac New-
ton would be chairman of it by unanimous consent. I say that
if all the engineers who have lived in all the flood of time were
gathered together, James B. Eads, the great Missourian, by his
service to mankind would deserve the chairmanship of that
great conclave.

This bill provides more for the upper Mississippi than here-
tofore; it provides a little for the Missouri; it provides less
than heretofore for the Mississippi from St. Louis to Cairo.
One of two things ought to be done. There is no sense in any
other position, I think, without ecriticising anybody at all.
Either it ought to be definitely decided that these rivers are
utterly unworthy of spending money on at all, or there ought to
be a systematic and comprehensive programme entered upon so
that each part shall be improved in harmony with the other
parts and with the entire project.

The trouble about this river and harbor business is that they
start in and appropriate money for a thing and quit it.before
it is completed. An improvement of a river that iz needed is
not a division of pork; it is a wise apprepriation. A publie
building that is needed is not a matter of charity or of pork:
it is a thing that ought to be constructed. A great many of us
believe—and there is undoubtedly a great awakening on this
subject all over the country—in the first place, that there ought
to be a 14-foot channel from St. Louis to the Gulf—not to give
people jobs, not to help a particular distriet, not to serve any par-
ticular interest, but to save money to every farmer and every
merchant and every citizen who Is in any way connected with the
prosperity and business of the Mississippi Valley. That can be
done er it can not be done, one or the other. If it can not be
done, we cught not to spend any more money on it. If it can be
done, there ought to be enough money spent, and it ought to
begin at once, to accomplish that great work. That having
been done, then the upper Mississippi ought to be improved to
the Falls of St. Anthony. ]

The Missouri ought to be improved from its mouth to Fort
Benton, and then if we want any more river and harbor work

“the Chiecago drainage canal ought to be built; but my judzment

is that there is no sort of sense in digging a channel to put
the water into when you have a channel already nearly dug in
the first instance. That ought to come after these others. It
is objected that there is no freight that amounts to anything
between St. Louis and Cairo. There was not any freight over
what is now the line of the Pennsylvania Railroad until they
built the rallroad so freight could go over it. I say there is an
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awakening on the subject of river and harbor improvements
the world around. There is that French canal of which I spoke
a while ago. There is a canal talked about across the Isthmnus
of Florida. There is a canal talked about in Maryland. That
great man, President Diaz, is projecting canals in Mexico.

In Germany they are fixing to connect the rivers by canals,
and the people are awakening to the fact that while the success
of the railroads obscured for a while the fact that water trans-
portation is five or six times as cheap as railroad transportation,
water transportation is freight-rate regulation. The experi-
ence of the last year proves beyond all cavil that our railroads
can not carry our freight. We must have more railroads or
we must improve our rivers, and it is cheaper to improve the
rivers than to build more railroads. Everybody knows that.
We will agitate, we will agitate, we will agitate until we get
needed and adequate river improvement. I am not threatening
anybody. I wish to stir up the pure minds of Members and of
the people of the country, by way of remembrance, to the im-
portant fact that the day is coming—it is almost here—when
the “Mississippi Valley will have a clear working majority of
the Members of this ITouse, and then we will be able to do as
we please. [Applause.] Treat us well now and we will treat
yvou well then. If we would stand together we could control
affairs in the House now. In any event, it will not be more than
fourteen years until we can control them easily.

There is one other feature of this matter that ought to be
mentioned. I understand the case to be—and if I am wrong
about it my friend from Alabama, Colonel BANKHEAD, or my
friend from Mississippi [Mr. HumpHREYS] can correct me—
that down on the lower stretch of the Mississippi, below Cairo,
the people by taxation or gift or in some other way have con-
iributed about as much to the building of these levees as the
United States Government has—about two to one, the gentle-
man from Mississippi [Mr. Humpugeys] informs me. Another
sign of the times which indicates that people want water trans-
portation is the fact that two or three years ago the people of
New York, by an overwhelming majority, indorsed a proposition
to expend $101,000,000 to deepen and widen the Erie Canal,
which is the great monument to De Witt Clinton. New York
sits by the eastern sea at the receipt of customs. She is the
great toll gatherer in the United States. We people out in
the Mississippi Valley know that the natural way for our com-
merce to seek the markets of the world is down the river to
the Gulf and out to sea.

Hauling stuff from the Mississippi Valley to New York and
the Atlantic ports is an unuatural and expensive performance
and ean not be long maintained. One other straw which shows
how the wind blows is the fact that at the last session Con-
gress granted a charter for the Lake Erie and Ohio River
Canal. Water transportation is coming sure as we live, and
coming with a rush.

As my time is about up, I want to say this: My friend M.
Lroyp, on the upper Mississippi, has done all that he could
for the appropriations there. The rest of us on the Missouri
have done our best, including him, too, as a helper, fo get all
that we could for that. We will try to amend this bill when
it comes to the reading by sections, under the five-minute rule,
to suit our demands more thoroughly than it does at present;
but we want it distinctly understood that if we do not get
what we want in this bill, this agitation will be renewed as
soon as this bill is passed and continued until we do get what we
want in the way of river and harbor improvements out of the
Congress of the United States. [Applause.]

Mr. RODENBERG rose,

The CHAIRMAN. How much time does the gentleman from
11linois require?

Mr. RODENBERG. About thirty minutes.

Mr. RODENBERG. Mr. Chairman, I would consider myself
as wanting in loyalty and devotion to the material interests of
the constituency which I have the honor to represent in this
Chamber if I did not raise my voice in criticism of several fea-
tures of this bill, and in giving expression to my opposition I
know that I am voicing the sentiments of all the people of the
Mississippi Valley and especially of the State of Illinois.

1 desire, in the first place, to protest against the action of the
committee in failing to inelude in this bill an appropriation of
$3,000,000 to begin the construction of a navigable waterway
14 feet in depth from Lockport, I1L, by way of the Des Plaines,
Illinois, and Mississippi rivers, to St. Louis, Mo. This proposed
waterway, which is of such transcendent importance to the
future development and disposition of the commerce of the
Mississippi Valley, has received the unqualified indorsement of
the great commercial, manufacturing, and agricultural interests
of my State, and has been pronounced as entirely practicable by
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a board of competent engineers, who estimate its total cost at
approximately $31,000,000,

Mr. Chairman, the Mississippi River and its tributarfes drain
the most fertile and produetive section of the United States.
In that basin are located twenty-two States of the Union, com-
prising two-fifths of the total area of the country and producing
fully 75 per cent of all our merchandise exports. The great
bulk of our agricultural wealth originates in these States, which
contain two-thirds of all the manufacturing industries of the
nation, the value of whose finished products reach the enor-
mous total of $10,000,000,000 annually. When these facts are
considered and when it is remembered that the Mississippl Val-
ley is to-day the great central artery of our national activities,
pulsating with industrial and commercial life, throbbing with
the unmeasured wealth of the products of farm, mine, and fac-
tory, then indeed is it impossible to overestimate the value to
the whole nation of this projected deep waterway which is
destined ultimately to connect the Great Lakes with the Gulf of
Mexico. 1t is, of course, an admitted fact that transportation
by water is the cheapest transportation in the world. 1t is esti-
mated that, on an average, the cost of transportation by water
is less than one-third of the cost of transportation by rail. The
market value of any article is based upon the cost of production
added to the cost of transportation. It therefore follows that
if there is a material reduction in the cost of transporting an
article it will necessarily result in a material reduction in the
market value of the article itself, and whenever you reduce the
price of an article you benefit not only the consumer, but the
producer as well, for you inecrease the demand for his product.
To bring about these benefits it is incumbent upon Congress to
enact legislation which will result in the improvement of our
waterways, the great natural highways of commerce, and to
make them available for the purposes for which they are plainly
intended. 'The most serious handicap to-day on the productive
capacity of the Middle West, and one which will continue to
grow worse instead of better, is the inadequacy of our trans-
portation facilities. The unprecedented prosperity which we
have enjoyed during the past decade has advanced our produe-
tion far beyond the point where it can be bandled with any de-
gree of expedition by the railways of the country, and as we
continue to increase in population there will be a corresponding
increase in the volume of our traffie, and it will not be long until
there will be an interruption in our prosperity due to the over-
taxing of our channels of commerce and the physical inability
to transport our products to the markets.

James J. Hill, who is without doubt our country’s greatest
authority on the question of transportation, in a remarkable
speech before the Merchants’ Club of Chicago last November,
used these words:

To-day the entire country Is suffering for want of transportation
facilities to move its business without unreasonable delay. The pre-
vailing ldea with the public is that the railways are short of cars,
while the actual facts are that the shortage is In tracks and terminals
to provide a greater opportunity for the movement of cars,

l-ul'merl])' the new mileage added yearly was about 4 to 5 per cent,
or, with the increased capacity of cars, enough to keep pace with the
growth of the country’s traffic. In recent years the trailic has increased
at a much higher rave, For instance, between Chicago and New York
it has doubled in about eight years, while the facilities for handling it
have not increased more than 12 or 15 per cent.

The country has to face a condition to-day which only time, patience,
and the expenditure of enormous sums of money will remedy. To dis-
cuss this condition further would take more time than we can have
to—nl;;:llt. uud‘l will only say that there is no more important work for
the General Government than the early construction of a canal from St.
Louis to New Orleans with a depth of at least 15 feet. There is a
crying need for such a canal now, and, bearing In mind the want of
railway transportation, the sooner the work is commenced the better
for the country.

Mr. Chairman, I have always believed that a continuation of
our national prosperity depends upon a commercial policy that
provides a market for our products. Lying at our very doors
are the states of Central and South America, which present a
most inviting field for our exploitation. It is a rich and fertile
field, possessing unlimited commercial possibilities, and its trade
should belong to us as a matter of natural right on account
of our close proximity and friendly relations. Only recently
our great Secretary of State, Elihu Rootf, completed a tour of
these states, and the beneficial effects of his visit are already
beginning to manifest themselves. IHe has sown the seeds of
amity and good will, which should, under proper cultivation,
ripen into the fruit of commercial supremacy. To insure this,
however, and to make effective the ultimate object of the
distinguished Secretary’s South American policy, we should pro-
vide facilities necessary to transport our products fo the
markets of our southern neighbors. The construction of this
deep waterway or interior harbor, reaching from the Lakes
to the Gulf, will alone supply these facilities and secure for
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the United States the commercial advantage in Central and
South America to which our favorable location fairly entitles
us. | Applause.]

In a speech delivered in the city of Chicago not later than
last Saturday night Theodore I'. Shonts, speaking on this sub-
jeet, said :

The beneficial effects of such a harbor are many and obvions. In
the first place, it would furnish opportunities for the creation of ter-
minal facilities along its entire length. In the second place, it would
build up and develop the entlre Mississippi Valley by giving it the ad-
vantages of terminal ports brought close to its doors. In the third
place, and this has a most direct bearing on our canal proposition, it
would give the people of our great Middle West, with their geograph-
ieal proximity and these sutp-?rior transportation facilities, a distinet
advantage over the rest of the country in commanding the South
American trade.

It will, of course, be argued by the gentleman in charge of
this bill that we should be satisfied for the present with the
appropriation of $190,000 for a deep-water survey from St. Louis
to New Orleans. 1 for one am not satisfied and the people of
the Mississippi Valley are not satisfied. We do not believe in
further procrastination. We are unanimously of the opinion
that the time is at hand when the work of actual construction
of this deep waterway should begin. The imperial city of Chi-
cago has expended $50,000,000 of her own money to consiruct
and maintain a drainage canal which she is ready to donate to
the United States if the Government will guarantee to con-
struct and maintain deep water from the Lakes to the Gulf.
It is a proposition of which we should avail ourselves. Con-
gress should not hesitate to continue the work so magnificently
begun by Chicago. A start should be made, and made without
delay, and in the eternal fitness of things that start should be
made between Chicago and St. Louis, the two most important
cities of the Mississippi Valley. [Applause.] -

I am aware that a certain official body known as the Board
of Engineers for Rivers and Harbors, having its headquarters
in the ecity of Washington, recently veported adversely on this
proposed project on the ground that the probable amount of
commerce that would use this waterway and the resulting bene-
fits to the people from a business standpoint would not warrant
the expenditure by the General Government of $30,000,000.
Mr. Chairman, I have no criticism to make of any member of
the Corps of Engineers who confines his activities to his legiti-
mate sphere of usefulness. I believe that taken as a whole
the engineers of the United States Army possess an exceptionally
high degree of technical and scientific skill, and I know that
the present head of that great department, Gen. A. Mackenzie,
is justly regarded as one of the ablest engineers in this country,
1 have no: doubt but that the members of the Board of Ingi-
neers for Rivers and Harbors, who sit in solemn judgment on
the recommendations of the local engineers, are fully quali-
fied to pass intelligently on any of the physical phases of a
proposition of this character. They no doubt have the technical
kunowledge that would enable them to estimate the cost of con-
struction within a fraction of a dollar. On a question of this
kind, which presupposes a comprehensive knowledge of the
science of engineering, their recommendations are entitled to
great weight by Congress. But when it comes to giving Con-
gress gratuitous advice on a purely commercial or business
proposition, then indeed are we justified in inguiring, * Upon
what meat doth this our Cwmsar feed, that he is grown go
ereat?” This august board is composed of the following
zentlemen : Col. D. W. Lockwood, Lieut. Col. R. L. Iloxie,
Maj. C. McD. Townsend, Maj. BE. Eveleth Winslow, and Capt.
Charles W. Kutz. All of them are graduates of West Point,
and they have continued uninterruptedly in the service of the
Ingineering Corps since graduation, Not one has ever had
any practical business experience of any kind, and I seriously
doubt whether any one of them is able to differentiate between
a railway tariff and a tariff schedule. Is it possible that Colonel
Lockwood, of the Engineering Corps, is better qualified to pass
on the commercial advantages of this deep-waterway project
than James J. Hill? Is Lieutenant-Colonel Hoxie, of the En-
gineering Corps, more experienced in business matters than
Theodore I’. Shonts? Does Major Townsend, of the Engineer-
ing Corps, know mwore about the proper remedy to relieve the
congestion of traflic in the Mississippi Valley than William K.
Kavanaugh, of St. Louis? Has Major Winslow, of the Engineer-
ing Corps, a better conception of the requirements of trade
than David R. Forgan, of Chicago? Does Captain Kutz, of
the Engineering Corps, possess knowledge superior to that of
M. J. Sanders,-of New Orleans, on a question relating to the
improvement of traunsportation facilities? In the language of
the iridescent Ingalls, it is the “ very apex of effrontery, the
climax of audacity,” for these gentlemen of the Engineering
Corps to arrogate to themselves the right to pass judgment on
a matter wholly outside the province of their profession and
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concerning which they know absolutely nothing, either by train-

ing or experience. [Applause.]

But, Mr, Chairman, there is still another phase of this ques-
tion that I wish to discuss briefly. I believe that the construc-
tion of this deep waterway would have a very appreciable
effect on prevailing railway freight rates. It would create a
large number of independent carriers on a common highway
and introduce a most effective competition, which would prove
highly beneficial to the shippers of the Mississippi Valley.
This is the firm belief of the advocates of the deep-waterway
project and, as an evidence of that belief, they have adopted
s their slogan in this campaign of education the motto: * River
regulation is rate regulation.” They believe, and rightly so, that
competition of this kind will exert far greater influence and
prove far more effective in controlling freight rates than any
rate bill that could be passed by Congress. They believe also
that it would stimulate our shipping industry and add materially
to the number of craft upon American waters. There are to-
day in the neighborhood of #,200 American vessels on the Great
Lakes. If we had a channel of sufficient depth from the Lakes
to the Gulf to enable these vessels to pass through, the majority
of them could and would be employed during the time that
navigation was closed in the lake region, in the coastwise
trade, or in the Central and South American trade. The tre-
mendous commercial possibilities involved in this proposed
project and the resulting benefits to the American people arve
beyond the powers of calculation. With the single exception
of the United States, every country of any consequence has long
since adopted a systematic method of developing and improving
its waterways. DPractically every river in Germany and Firance
and England has been deepened, and a network of canals has
been built which connects the majority of them. The people of
the countries of Europe realize that their continued industrial
suecess depends in a large measure upon cheap transportation,
and they are quick to improve the facilities which nature has
placed at their disposal. It is high time that the United States,
the most progressive and enlightened of nations, should wake
from its lethargy and inaugurate a similar policy on a bronder
and a grander scale, for in that policy les the future pros-
perity of the American people. We are spending millions upon
millions upon our Navy and upon the national defense. Fully
40 per cent of our national expenditures zo to the Army and
Navy, in preparation for war and its results, although we claim
to be a nation of peace. Let us call a halt in this ambitious
progriunme and begin the long-delayed work of internal improve-
ments.

Let us do that which will enhance our material welfare and
contribute to the happiness of our homes. I sincerely hope that
the amendment which will be offered by my colleague, Mr.
Grarr, and which provides for an immediate appropriation of
$3,000,000 to begin work on this deep-water channel will receive
the support of a majority of this House.

And now, Mr. Chairman, 1 desire to direct attention to another
feature of this bill which especially affects several of the
counties of the district which 1 represent and which border on
the Mississippi River. 1 refer to the appropriation provided
for that part of the river lying between the mouth of the Ohio
and the mouth of the Missouri. Under the policy of the engi-
neering department, inaugurated in 1881. which had for its
purpose the confinement of the flow of the river to a single
channel having an approximate width of 2,500 feet below St.
Louis, much work in the nature of permanent improvement has
been accomplished. Dikes and hurdles have been constructed,
banks have been revetted, and the channel has been deepened
by the use of dredges. To do this work Congress has, during
the past four years, given us an annual appropriation of
$650,000. In the report of the Chief of Engineers for 1906 it is
specifically recommended that a like appropriation of $G30.000
be made for this year to enable the loeal engineers at St. Louis
to continue the work of dredging and to carry out such tempo-
rary and permanent channel improvements as may be aunthor-
ized by law. The committee, however, which profess such sub-
lime confidence in the judgment of the Corps of Engineers in
other matters, have seen fit to turn a deaf ear to this request.
Instead of giving us the amount which the loeal engineers, who
are familiar with the situation, say is necessary to do this work
properly, the committee have cut down the appropriation from
$650,000 to $250,000, and that, too, in face of the fact that the
bill which they have reported to this House carrvies the largest
appropriation that was ever carried in a river and harbor bill
I maintain that the action of the committee is arbitrary and
unjust and does violence to every consideration of fair dealing.
Instead of decreasing this appropriation, in justice to the great
interests affected, in justice to the farmers living along the
stretch of the river, whose crops have been destroyed and whose
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lands have been washed away by reason of the parsimonious
policy of Congress, which prevents the construction and mainte-
nance of such permanent improvements as will confine the river
to its channel, the appropriation should have been increased to
not less than $1,000,000 annually. The Government exercises
exclusive jurisdiction over all navigable streams, but in the
exercise of that jurisdiction the people have a right to insist
that the Government should perform its plain duty, and that a
sufficient sum of money should be forthcoming from the National
Treasury to render impossible the all too frequent shifting and
changing of the river's chanpel which has so often resulted in
the complete obliteration of vast areas of valuable farm lands,
carrying ruin and desolation in its wake.

I am aware that under the present policy of Congress all
appropriations for the improvement of navigable rivers are
based upon the theory that such appropriations must be wholly
and exclusively in the interest of general commerce and naviga-
tion, and that any protection that may thereby acerue to contigu-
ous lands is merely incidental. While I have always regarded
this policy as cruel and heartless in the extreme, and while I hope
to see it reversed in the not far distant future, yet I am will-
ing to accept it without protest at this time if Congress will
authorize an appropriation sufficient to meet the present mani-
fest exigencies of the commerce and navigation of that part of
the Mississippi River lying between the mouth of the Ohio and
the mouth of the Missouri. I will accept it because I believe
that if sufficient money is placed at the disposal of the local
engineers to enable them to carry out the plan which was begun
in 1881 and which, as I stated before, contemplated the con-
finement of the river to a single chanmnel, it will afford a most
substantial measure of security and protection to the farmers
of the American bottoms. I believe that they are fairly en-
titled to this protection, which, in the very nature of things,
would be only incidental to the present very urgent work re-
quired by the necessities of commerce and navigation. The
beggarly pittance of $250,000 is wholly inadequate for our
purposes, It is scarcely enough to pay the expense of dredg-
ing work. It will leave us practically nothing with which to
maintain even our present limited permanent improvements,
and it will render us utterly powerless to inangurate any new
or temporary work, no matter how serious or threatening the
situation may become.

Mr. GARRETT. Mr. Chairman——

The CHAIRMAN. Does the gentleman from Illineis yield to
the gentleman from Tennessee?

Mr. RODENBERG. I yield.

Mr. GARRETT. I desire to ask the gentleman if you have,
above the mouth of the Ohio River, any local levee boards?

Mr.-RODENBERG. Yes, sir; we have.

AMr. GARRETT. You have local levee boards?

Mr. RODENBERG. Yes, sir; we have levee districts each
of which is controlled by a board of commissioners, consisting
of three members, who are elected to these positions.

Mr. GARRETT. I simply desired to ask that question.

. Mr. RODENBERG. Between 8t. Louis and Cairo the coun-
try has been divided into a large number of levee districts.
The farmers have taxed themselves hundreds of thousands of

dollars to construct substantial levees to protect their lands |-

© against overflows. They have done this cheerfully and with
full reliance in the expressed intention of the Government to
exert every effort in its power to confine the river to a single
channel. The Mississippi River, gentlemen, is an erratic stream.
1t has contracted the pernicious habit of manifesting a wanton
disregard for many of the recognized laws of the science of en-
gineering. New channels are formed in a single night, and
long-established landings are destroyed within a week. Only
last summer the river suddenly changed ifs course, and in an
incredibly short time several thousand acres of magnificent
farm lands were washed away and the river came within 50
feet of the great Harrisonville levee, which was built by the
farmers of Monroe County at an approximate cost of $100,000.
Fortunateir for us, at that time there were funds available for
the work necessary to turn the river back into its original chan-
nel, thus preventing the complete destruction of the Harrison-
ville levee and the loss of many thousands of dollars in crops,
live stock, and farm property. If this meager appropriation
of $250,000 is permitted to stand, we will not be prepared to
meet an emergency of this kind in the future, but we will be
entirely at the merey of the river.

Mr. Chairman, the Committee on Rivers and Harbors have
deemed it right to incorporate a provision in this bill ealling
for an expenditure of $1,210,000 to construct a harbor at Coll
fpring Inlet, New Jersey. I am informed by gentlemen who are
supposed to have khowledge of the facts that not a single ton

of freight has ever been or will ever be shipped from this har-
bor, but that it is to be constructed for the purpose of providing
a safe haven for the private yachts of millionaires who are ex-
pected to build palatial homes on meadow lands that are now
practieally worthless, but which are being developed by a syn-
dicate of practical Pennsylvania politicians incorporated under
the name of the Cape May Realty Company. If this be truo,
and if in the opinion of the committee such unexample:d gen-
erpsity toward a project of pleasure and private profit is justi-
fiable, then, in God's name, why this outrageous discrimination
against the legitimate business interests of the Mississippi River?
According to the commercial statistics compiled by the Chief of
Engineers, the receipts and shipments of freight at St. Louis,
including transfers by ferrieg, in the year 1905 amounted to
7,125,103 tons. The shipments from landings between Cairo
and St. Louis increased from 17,179 tons in 1902 to 69,729 tons
in 1903, or over 300 per cent. It is for this steadily increasing
volume of business that I enter a plea here to-day. On behalf
of the manufacturers, the merchants, and the farmers of the
Twenty-second Congressional district of Illinois I ask that the
proposed appropriation of $250,000 for the improvement of the
Mississippi River from the Ohio to the Missouri be increased to
$1,000,000. I ask this as a matter of right and in a spirit of
absolute justice and common fairness. [Applause.]

Mr. RAINEY. Mr. Chairman, I propose to address my re-
marks to the amendment hereafter to be offered to this bill
which will provide for the commencement of a deep waterway
from the Lakes to the Gulf. I understand that a great many
Members of this body regard the commencement of this water-
way with considerable apprehension, because it means that when
the country starts upon this project it starts upon a project of
large size. In its plunge through the centuries the world has
reached a new era—the water-controlling period of the world—
a time when men quit talking about what can be done with
rivers and canals, and a time when men commence to do some-
thing. :

Twenty-four hundred years ago, in the time of Alexander the
Great, they discussed the project of building a ship eanal across
the isthmus in Greece., Four hundred years later, in the time of
Nero, they commenced to build it, and at intervals from that
time until the present time they worked upon it; but the pres-
ent generation built it. For a thousand years the world talked
about the Suez Canal; but the present generation built it. In
the time of Julius Cwesar they talked about the great Manches-
ter Ship Canal; but the present generation built it. In the time
of the Roman occupation of Gaul they talked about the great
German ship eanal; but the present generation built it. In the
time of the Pharaohs they discussed the subject of controlling
the flow of the river Nile; but the men who built the pyramids
could not and did not undertake that great project, and it
remained for a commercial nation of the present age to
build the greatest dam ever constructed by man, and now the
flow of that ancient river through its fertile valley is absolutely
controlled. For four long busy centuries the world has talked
about the Panama Canal, and now the greatest nation in all the
world proposes to build it. [Applause.] There is no scheme at
the present time in the matter of waterway improvements too
great for this natien to attempt.

Since the era of railroad building commenced in the world
the English-speaking nations of the world have not been alive
to the importance of waterways, and not long ago in a London
periodical Arthur Lee ealled attention to the fact that the rail-
roads of England had acquired nearly one-third of the mileage
of the English canals and had succeeded in crippling the entire
system ; and at the present time a royal commission by author-
ity of Parliament is conducting in England the most careful
river and artificial waterway examination ever inaugurated by
any nation, and the objeet is to determine whether there shall
be a government ownership of all the canals there or a govern-
ment ownership of all the railroads there. Not long ago we
passed through the Congress a bill which has for its object
the regulation of railroad rates, but as the years pass the coun-
try will find out that this attempt will prove to be a failure.
You can not regulate the price of a bushel of wheat by law and
you can not regulate the price of carrying a bushel of wheat a
thousand miles by law, and you never will be able to do it.
The only way to regulate the railroads of this country is to re-
store to these noncompeting railroad systems the competition
they ought to have. You can not do that exeept by improving
our rivers and harbors, except by developing the 16,000 miles
of navigable rivers in the center of this great continent.

As we enter upon the water-controlling period of the world
we enter upon another equally important period. The racial
migrations which began centuries ago when the world was
young have belted the globe, and to-day this counfry has com-




1907. CONGRESSIONAL

RECORD—HOUSE. 2099

pleted the last link of this chain, and we are endeavoring
in the islands of the sea, close to the cradle of the race, to
implant our theories of government—our ideas and our ideals.
In the march around the world racial migrations have moved
always along east and west lines, but when a country is
settled up, when a great section is settled up, the movement
changes and there comes a north and south movement. In
this country the men who live along the fortieth parallel in
the State of New York, and along that same parallel in the
State of Illinois, and along that same parallel in the State of
California are engaged in about the same kind of oeccupations,
producing about the same kind of things. There is no reason
why the products of New York and the products of the same
zone in 1llinois and the products of the same zone in California
should be exchanged. But for a long time in this country, com-
pelled by the east-to-the-west movement of the population. the
movement of commerce has also been along east and west lines,
made necessary by the fact that the raw material of the West
must be exchanged for the manufactured product of the East.

But we have reached the end of that movement now. The
east to the west movement in this country is over, and the north
to the south movement has commenced here and all over the
world. Iven in darkest Africa they still cling fondly to the
“Cairo to the Cape ™ railroad theories of the great Cecil Rhiodes.

In this country we have no more free lands to give away,
and just this side of the Rocky Mountains the racial migration
has been deflected and is pouring now into the wheat fields of
Canada. And the real north and south movement is on. When-
ever a country is settled up the east to west movement of com-
merce ceases and the north and SOIJt].l movement commnences—
and this always has been and always will be the natural move-
ment of commerce—in order that the products of colder climes
may be exchanged for the products of warmer climes. In the
cities of the Pacific coast they are organizing now companies
for the purpose of colonizing far-off sections in South Ameriea.

Simultaneously with the conclusion of the east to the west
movement and the west to the east movement in this country,
the country awakes to the fact that we have expanded within
our natural boundaries until we have touched on either side the
two great oceans of the world—the two great north and south
highways of the world—easily accessible to all that portion of
our population which lives between our mountain ranges and
the seas, and we are awaking to the fact that between our moun-
tain ranges this country has been supplied with the grandest
river system on the globe, reaching every one of the Mississippi
Yalley States, and every one of these rivers flows from the
north to the south. I have displayed upon this easel here in
front of the Speaker's desk a map prepared by the Geo-
logical Survey from data furnished them by me, which
shows the tendency of the north and south movement in this
country. Up here in Canada the Province of Ontario is
building from North Bay to Fort Churchill, North Bay be-
ing the northern terminus of the Grand Trunk Railway, a
railroad, and has entered already upon that project. The
Canadian Northern Railway is building from Winnipeg to
Fort Churchill, upon Hudson Bay, at the present time
another railroad, and they have completed over 200 miles
of it, and to-day, through the great white mantle which
covers the immense domains of Canada in that section, this
road is being built at the rate of 3 or 4 miles a day, piere-
ing the snows of the north on its way up to Fort Churchill.
This road, it is expected, will be finished and in operation when
this year’s wheat crop is ready for the market. The Saskatche-
wan and Hudson Bay Company are building another railroad—
and they have commenced upon that project already—from Ed-
monton north to Fort Churchill. These places on Hudson Bay
are, of course, farther north than represented here on this map.
The Northern Pacific Railway has surveyed a line from Devils
Lake, N. Dak., all the way up to Fort Churchill, and within
the next year, my information is, they will commence the con-
struction of this north to the south railway.

Now, the reason for all this northward movement is this,
that for the last two or three years the Canadian government
has been investigating the possibilities of Hudson Bay, and
they have found that away up there at Fort Churchill, itself
within the wheat country of the north, is one of the greatest
landlocked harbors on the globe. They have found that Hudson
Bay is open from the middle of July to the middle of November of
each year, and can be kept free from ice for a longer period than
that by using ice crushers similar to those now in use on the
St. Lawrence River or on the Great Lakes: and so, piercing the
great wheat country of the north, these railroads are being built.
1Tudson Bay, the third in size and importance of the world's
great inland seas, cleaves the continent of North America
for a thousand miles. These railroads will be quickly built.

There are no engineering difficulties to overcome, no great rivers
to eross, no mountain ranges to pierce. They are being built by
modern methods over a level plain, and we may expect them to
be in operation soon. It is a thousand miles nearer from Win-
nipeg to Liverpool by the Hudson Bay route than by any other
route. Canada, alive to the possibilities of water transportation,
is seeking now the shortest and cheapest road to the sea.

What is to become of this great Iled River wheat country of
ours up there in the Northwest, when by this cheaper method of
transportation the Canadian wheat fields become ifs competi-
tor in the markets of Liverpool. There is no relief for that
great section except to provide for it the same cheap method of
reaching the ocean highways of the world. And you can not
do that except by finding a way out through these lakes, down
through ihe Illinois River and the Mississippi River, down also
from the upper Mississippi River and from the Missouri River
country to the southern Gulf. All the other outlets from the
great interior of this continent to the sea, and there are only two
other outlets, are controlled by the Canadian Government.

The city of Winnipeg is increasing in population at the rate
of 30,000 a year and is building at the rate of $1,000,000 a
month. There were days last year when her receipts of wheat
from this as yet undeveloped wheat section exceeded the com-
bined receipts of Duluth, Minneapolis, and Chicago.

1 expect to insert here some practical suggestions from two
practical business men in my district as to the importance of
sufficient inland waterways. There is presented in these two
letters 1 have here the subject in a more forceful way than I
could ever expect to be able to do. The subjeet is presented
from the standpoint of business men who have had experience
and who know what they are talking about.

The following are the letters referred to:

HAVANA, ILL., Januwary 26, 1907,
ITon. HExXRY T. RAINEY, M. C.
Washington, D. C.

Deanr Sin: Your favor at hand and fully noted.
*® - * * - * -

Up to 1885 there were over 300 canal boats on the Illinois and Michi-
gan Canal engaged In carrying grain, lumber, coal, and other products.

But since that time, owing to the reduced rates on railroads, the hoat
business has been unprofitable, and there remain scarcely twelve boats
on the Illinols River and canal.

The reason for this was that the railroads have kept adding im-
Provoments to thelr systems, go that they e¢an pull with same crew
ourteen times the tonnage they could twenty-two years ago, while the
Illinois and Michigan Canal was built sixty years ago and no Ilmprove-
ments had been added to it, so that larger tonnage could navigate its
waters, The size of the locks are now so that a vessel longer than
90 feet can not l]}ass through them.

The canal will not permit a boat drawing over 4 feet 8 inches of
water to pass through. It takes six to eight days to make a trip
through the canal by the ancient system of lockage. The
must have a good rate to stand the expense of such a trip.

Should the canal be deepened and the locks enlarged so as to admit
of boats anywhere near the increased capacity of the railroad, the
business would go back to the river. The railroads of Illinois now
have not the capacity to carry the commerce of the State, and it is im-
perative that the waterways should be made #o0 that they can be used
profitably by the water craft by deepenlnﬁ them, so that boats of large
tonnage can ply the waters. When this is done every canal and river
puing where there are rallroads will be a receiving and distributive
point.

And the result as to the use of the cars will be that the same car
can be used several times more than at present where freight is trans-
ported in same car hundreds of miles and cars are on the way from
ten days to sixty days and perhaps carry freight only one way.

The present way of handling the freight of the country is like the
unorganized mobh at a fire where each person selzes a bucket and fills it
and runs to the fire to pour it on the tire instead of forming a line and
passing the buckets of water from the pump to the fire. The railroads
of this country are lnlkiuﬁ of the necessity of building 75,000 miles of
railroad to meet the freight requirements of the country at the cost of
billions of dollars. It does seem that the Government ought to Improve
its nafural highways with a few millions, so as to reduce the necessary
great outlay of the railroad systems as much as possible, The people
have to pay for this and they are entltled to the cheapest transporta-
tion that can be given them.

Chairman BUurTOoN certainly does not rise to the seriousness of the
situation if he dbes not include a recommendation for the Illinois and
Mississippi Valley waterway to have an appropriation.

Respectfully, 4
3 C.

JANUARY 30, 1907.

boatman

McFADDEN.

Hon. HExrY T. RAINEY, M. C.
Washington, D. C.

DeEAR Sin: Our junior has written you something about the natural
waterways and the canals, and I would like to add a little to the same,
as I have been in the trade longer here and shipped a great deal of
grain by water from this point. We once, before the close of the war,
made a shipment of 1.hirt¥' canal boats of bulk corn Havana to New
Orleans, the first bulk grain to go to that point. There were then no
facilities there, and the grain was sacked and carted to all manner of
gtorage places about the city and much of it reshipped to New York
City via the Gulf and Atlantic route.

l}n later years we have shipped bulk grain there in large barges dur-
i:i:g ]t‘;l?m months of March and April—as much as 32,000 bushels on a
sing rge.

We loaded two barges, one with this amount and another with 22,000
bushels, in three days, at one time, that went direct to New Orleans,
the St. Louis inspector inspecting it here. It was sald to be destined
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for Habana, Cuba, and broke bulk at New Orleans. Then it was a
custom to ship most of the winter receipts by canal boat, either to Chi-
cago or St. Louis, in the early spring, at rates the railroad could not
touch at that time. Indeed, we have shipped by water at lower rates
to Chicago than we have enjoyed by rail at any period. But the low
water in the summer made transportation in anything like large quan-
tities (full cargoes) impossible, and beats be to go out of commis-
sion, as they could not afford to remain idle so much of the year. The
canal itself” never permitted a full cargo to he taken to Chicago, as
we were limited to 43-foot draft, we think. It has been some years
slnce we have ghip a cargo of grain ourselves, but since the Chi
afo Drainage Canal has turned water in the river there has been n
better depth of water all through the season than known in earlier
years.

There were once large fleets of boats owned by individuals that de-
pended entirely on chartering for loads of lumber in Chicago and stone
at Joliet for down river and grain back to Chicago or 8t. Louis. At
present there is hardly a boat captain that owns his own boat. There
are two firms at P'ékin, I1l, that own a system of barges, and I think
one controls the remnant of the canal fleet that was formerly at
Henry. They do a large business now, up and down the river, carrying
all grain to Pekin, right by the large market at Peoria, which has now
no elevator with a river leg. In low water the boatmen used to have
strenuous times, both above and below us, that the building of the
dams did not cure. With an improved watermﬁ and increased mpacit?'
of cargo for boats, it would again be a profitable or remunerative busi-
ness, It is supposed to pay these Pekin people, becanse they enjoy some
privileges in the way of eastern shipment, taking a so-called ™ river
rate,” this grain being counted as something that the eastern roads
would otherwise never have a chance to carry. In the past it has
been carried on a special *““river rate"” to eastern points. At least we
so understand to be the case. Before the interstate bill was passed,
Havana, Pekin, and Peoria also enjoyed rates of a special nature,
called * river rates,” which were about § cents or i to 8 cents per
100 less than rates named on the lines that carried the grain from
points on their own lines farther east. Natural competition made such
rates. Now, the writer differs from the way legislation is tending,
contending that it s wrong to make a less rate for a long haul than
for a short hanl. Natural comri))itition should cut some figure in such
a rullng. and exceptions should made.

" But this Is getting away from the waterways to the railroads, and
what we want to impress upon you is that the waterway routes have
been a great frelght regulator and made rates cheaper. For Instance,
there was a time when almost all freight east of Pekin, Peoria, and
Havana that went to New England or the Middle States or to the
seaboard ports of New York, Boston, Philadelphia, Baltimore, or Port-
land or interior points in New gland or Middle SBtates was billed
into one of these places, i. e, billed in but allowed to stand track,
and then rebilled to these eastern points as originating from these
three river towns at their special tariff rate. The in-billing rates
were in a general way 5 cents per 100 and collected in cash or en-
tered on the western bill of lading as “ back charges.” Grain thus
ronted paid less freight in and out than if billed direct east from the
initial point of loading. There is no doubt but there would be a largely
increased river traffic with Improved hulls and larger cargoes. FEven
now there is t distress in New Orleans and the Gulf ports caused
by ships waiting for grain ballast, which the existing railroads are
unable to deliver to them, although the cargoes have been purchased
for months, perhaps. Within {wo years a fleet of transfer elevators—
tloating elevators in New Orleans—have been sold. They used to do
a good business transferring from barges to ocean-going vessels. After
the experience with the railroads the past two or three years it
would take a long time to forget the trouble and losses caused by
the “no car’” situation, and waterway Dbusiness would boom. Coal
traffic and road building would get a lift also. All that aeccumulation
from the great cuts near Joliet ought to be utilized on our country
roads., and it is a question of tramsportation. We trust you will re-
main enthusiastic in the cause of a deep waterway and that it will
eventually be an accomplished fact. i

Respectfully, B. H. McFADDEX.

I want to eall attention now to some of the canal work done
in Canada. I have made this statement in other cities, and
some of the great newspapers have taken issne with me,
Already in Canada they have secured their 1i-foot outlet all
the way from Port Arthur, up there on Lake Superior, out
to the sean. 'They have Improved the St. Lawrence River until
it is navigable now for boats drawing 14 feet of water—and a
boat that draws 14 feet of water is an important eraft in the
commerce of the world. Recently a vessel accomplished the
voyage around the north part of North America and discovered
the Northwest Passage. the most difficult voyage, perhaps, ever
undertnken by any vessel—the dream of a hundred years has
been realized—and the vessel which accomplished that great
fent drew less than 14 feet of water.

The entire wheat erop of California is carried in sailing ves-
sels thousands of miles around the continent of South Ameriea
to Liverpool, and the greater part of these vessels draw less
than 14 feet of water. And this cheap method of transporta-
tion makes wheat worth more at the place of production in
California than at any other produeing point in any other
State. Give us this channel and an ocean-going river steam-
boat will soon make itself felt in the commerce of the world.
Breaking bulk at New Orleans, with the modern floating eleva-
tors in use there, is, however, not a particularly expensive
proposition.

Not long ago there was organized in the city of Chicago, soon
after the completion of the enlarged Welland Canal, in 1900, a
company to transport grain from Chicago, without breaking bulk,
to Liverpool; and the vessels belonging to this company made
two or three trips all the way from Chicago, through the Lau-
rentian system of canals, and unloaded their wheat at Liver-
pool. All of them drew, of course, less than 14 feet. Buta hand

of iron reached out and crushed that enterprise. Marine insur-
ance companies put upon it a ruinous rate of insurance. From
another direction there came a stronger source of opposition.
These boats were sold, and this scheme was abandoned, and this
new trade route has never yet become operative, The real rea-
son for abandoning this enterprise remains something of a mys-
tery to this day. I have always had a suspicion that the rail-
roads of the country had something to do with it. 1 addressed
a letter recently to Hon. O. I'. Austin, Chief of the Bureau of
Statisties, asking for information upon this matter. This com-
petent and courteous official is always able to furnish all ob-
tainable information and statistics upon any commercial sub-
jeet. He conducts one of the most important and useful bureans
of the public service. Ilis services are most valuable to the
Members of this House and to the country. 1 received from
him the following reply, which tends to confirm my suspicions.
I expect to devote to this question at =some future time some
further research.
DEPARTMENT OF COMMERCE AND LABOR,
BUREAU OF STATISTICS,
Washington, January 4, 1907,

Drar Sme: I have your letter of the 2d and am pleased to know that
the information supplied yon with reference to the shipment of wheat
from California an frelﬁht rates was satisfactory.

Lteplying to your inquiry regarding the ex?erlment made with ships
cleared at Chicago for Liverpool via the Welland Canal and St. Law-
rence River and canals, I can only say that I wrote the parties in
Chicago who made the experiment and was informed by them that it
was not a success. As I am unable to recall their names, I am not
able to find their letter or even my own letters to them, but my recol-
lection is that they stated that the failure was due, in part at least, to
the very high insurance rates which they were compelled to pay on the
grailn passing through the canals, and that I also received an intima-
tion in some way, whether from them or not I am unable to say, that
these excessive vates required of them may have been made at the
instance of some unknown partics, who preforred that this system
should not be built ug ag a rival to the other carrying systéms. How
much there was in this last suggestion I, of course, do not know. I
think you would be able to learn from some of the Chicago people,
probably the Chicago custom-house officials or some of the grain ex-
porters, the names of the parties who made this experiment and learn
the facts more in detail from them ; but my mul[ect?gn is very distinct
that they reported that the experiment was not a success and that they
had decided to abandon it and put the vessels into serviee, I think, on the
Atlantic coast, and that the high rates of Insurance had at least some-
thing to do with the inabllity of this proposed system to compete with
the systems already in existence. 1 also infer that the size of the ships
which they were able to use for the canal transit was not sufficiently
large to enable them to carry at proportionately low rates along the
Lakes and across the Atlantic.

Regretting my inability to give you more definite information on this
subject. 1 am.

YVery truly, yours, 0. P. AvsTIX,

“Ch icf of Burcai.

Hon. Hexny T. RAINEY,

Houge of Representatives,
Washington, D. C.

Do you gentlemen-know what can be accomplished in 14 feet
of water? The greatest battle ship ever built by man can be
floated in 14 feet of water; and it is only necessary to widen
the Laurentian canals a few feet and the Dreadnonght, properly
lightened of her guns, ean be brought up there to the Lakes.
Through these locks, now 45 feet wide, one-half of all the war
vessels of England can now be floated. If we must deal with
improvements of this kind in the name of war, the time may
soon come to demand this 14-foot channel to the sea, not so much
in the name of commerce as for the future material safety of
this nation.

I have before me the official documents which prove that this
great Canadian waterway exists from the Lakes out to the sea.
Canadian magazines at the present time are boasting of the
fact that they are far in advance of us; that they have accom-
plished their object and have secured a 14-foot channel from
these Lakes to the sea. At present they are arranging fto
deepen these channels so as to create a 20-foot waterway to
the sea. We are at peace, of course, with all the world, but
it has not been very long since—immediately affer the launch-
ing of the Dreadnowght—there was a ripple of unpleasant-
ness, and it was intimated that in some way we had stolen the
plans of the Dreadnought. But England did not object to giv-
ing the plans to Japan, and the evidence of the offensive and
defensive alliance of the two great island nations is now ap-
parent. We know now the Empire of Japan is completing the
construction of its own Dreadnought on the plans of the great
English battle ship.

It has been but a few days since there was another ripple of
unpleasantness—it has not been satisfactorily explained yet—
down here on the island of Jamaica. In time of peace it may
still be well to prepare for war, and you can not do it better—
you can not protect Cleveland, with her million-dollar harbor
and her magnificent public building, any better than by provid-
ing this waterway, which will admit some of our own great
wanr vessels to the Great Lakes.

Immediately after the opening of the last century we entered
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into an agreement with England which prevented us from keep-
ing any war vessels upon the Great Lakes and which operated
in the same way as to England, and both nations have kept
that agreement until this time. But England has perfected an
arrangement by which in thirty days’ time she could put half
her way vestgels upon the Great Lakes, and we look on without
even a murmur of surprise. IHer 14-foot channel exists entirely
within her ewn boundaries, far beyond the reach of our guns.

There is nothing new in this Lakes-to-the-Gulf project. I
understood the chairman of the River and Harbor Committee
to say yesterday that the idea was new and not yet sufficiently
considered. It is not a matter which has Deen only recently
agitated. In 1846 a great river convention met in the ecity of
Memphis, Tenn. Six hundred and fifty delegates attended.
John C. Calhoun presided over the deliberations of that body,
and in 1846 that great convention declared itself to be in favor
of a deep waterway from the Lakes to the Gulf. Since that
time a deep waterway from the Lakes to the Gulf has been
made the subject of at least five detailed reports by the
engineer officers of the Government, and I can easily find every
one of them. When the old Canadian voyageurs thought they
owned the Illinois country and the Mississippi Valley, they
came nearly all the way by water down the Illinois and Mis-
sissippi rivers from the Great Lakes, and they dreamed of a
waterway from the Lakes to the Gulf. But the scheme of a
waterway from the Lakes to the Gulf dates farther back than
any of these things. YWhen the great Builder of worlds was
building this particular world He furnished these Lakes with
an ouflet down through the Illinois and Mississippi rivers to
the southern Gulf:; and Chicago in her great undertaking has
simply restored to the Lakes their ancient outlet; and now the
waters of the greatest inland seas of the world to-day again
mingle with the warmer waters of the Mexican Gulf.

The survey, commenced five years ago by order of Congress,
from Lockport, the southern terminus of the drainage eanal, to
St. Louis has been completed. The engineers found that a 14-
foot channel was feasible as an engineering proposition all the
way down, as far as they were authorized to go, to the city of
St. Lounis. Since that time great conventions have met and have
indorsed this proposition, but some engineer oflicers of this Gov-
ernment in a few words disposed of everything that has been
gaid upon this subjeet. When this matter was submitted to
them by the River and Harbor Committee, they disposed of the
whole subject in the following words:

The saving that would acerue to the country at large by the construc-
tion of a 14-foot waterway is Iargo!l& conjectural. In the opinion of the
board such benefits would not be sufficient to warrant an expenditure by
the General Government of $30,000,000.

The engineers of this Government have never advoeated any
project of real advantage to the nation. They presented an
unbroken front when Eads proposed to build the jetties down
at the mouth of the Mississippi River, and they said it could
not be done, that a lateral canal was the thing to build. Upon
his own responsibility he undertook that great work. He ad-
vised the improvement of the Southwest Pass, but they required
him to improve another pass. That scheme proved successful,
and now vessels drawing 30 feet of water ean sail where ves-
sels drawing 12 feet of water could not sail before. The Govern-
ment is now also improving the Southwest Pass. When it was
proposed to build the Monitor, the engineer officers of this Goy-
ernment opposed it and said it could not be done. They re-
quired a company to be formed. and the company was required
to give a bond that the Monitor would be successful. They
required that {he test be made in actual war under the guns
of the enemy’s vessels, and it was done, and the Monilor saved
the country untold millions of dollars and revolutionized the
art of modern naval war. $

The Canadian government built the first canal around the
Falls of St. Marys River in 1790. In .1839 the State of
Michigan sent engineers, workmen, and contractors up to the
8t. Marys River country to commence the building of the
present great St. Marys River Canal, and the engineer officers
of the Government and the Army officers of the Government met
ihem there in that northern country and said: “ You can not
build this canal. The demands of commerce are not great
enough to require it, and it is not possible as an engineering
feat.,” The development of the great northwest section of our
country wis delayed twenty years on account of the position
taken by American engineers. To-day the engineers ‘con-
nected with the Naval Department present an unbroken front
against submarines, and advocate the building of immense float-
ing steel forts; but over in France they have adopted a differ-
ent scheme, and they have proven that these little submarines,
from unknown depths, unseen and in perfect safety, can launch

terrible engines of war, armor-piercing projectiles, against the
great battle ships we are building. You can not expect any
great things to come from the Army engineers of this country.

1t is a popular superstition that we graduate enginecers up at
West Point. I have looked into the statisties, and I propose
to put my correspondence on this question in the Recorp.
showing that in thirty years we have only graduated 178
engineers from West Point. The War Department itself
regards every one of them as inecompetent and prefers fo
employ- in the great engineering works of this country the
engineers who are graduates of our universities which have
engineering departments., I propose not to read now, but to put
in the Recorp, a letter from General Mackenzie himself which
establishes this fact. The engineers employed on public works
are every day leaving the employment of the Government .to
seek the higher wages and the better salaries paid them by
railroads, and I will put in the RECorp some correspondence on
that subject which establishes that fact. You can not expect
any board of engineers to recommend any scheme that interferes
with the rights of transcontinental railroads in this couniry;
and when this board of engineers filed this opinion against this
project there went up from every transcontinental railroad
president’s office in the United States a growl of joy.

The chairman of the River and Harbor Committee stated yes-
terday that every project in this bill was submitted, by virtue
of the statute, to the board of review for rivers and harbors,
to get its opinion as to the commercial necessity for the im-
provement. I am sorry the chairman of the committee is not
here now, but I will put the statute on the subject in the
Recorp. There is no such authority there. It authorizes the
River and Harbor Committee to apply to this board for a find- .
ing of facts only after a project has been adopted and after an
appropriation has been made in support thereof, but this par-
ticular project has never been adopted and no appropriation in
support of it has ever been made.

I will insert here section 3 of the act approved June 13, 1902.

The section referred to is as follows:

That there shall be organized in the Office of the Chief of Engi-
neers, United States Army, by detail from time to from e
Co of Engineers, a bodrd of five engineer officers, whose duties
shiall be fixed by the Chief of Engineers, and to whom shall be referred
for consideration and recommendation, in addition to any other duties
assigned, so far as in the opinion of the Chief of Engineers may be
necessary, all reports upon examinations and survegs provided for by
Congress, and all projects or changes in projects for works of Tiver
and harbor lm?rnvement heretofore or hereafter provided for.
the board shall submit to the Chief of Engineers recommendations
as to the deslmblllt,r of commencing or continuing any and all im-
provements upon which reports are required. And in the considera-
tion of such works and projects the rd shall have in view the
amount and character of commerce existing or reasonably pr tive
which will be benefited by the improvement, and the relation of
the ultimate cost of such work, both as to cost of construction and
maintenance, to the public commercial interests involved, and the public
necessity for the work, and propriety of its construction, continuance,
or maintenance at the expense of the United States. And such con-
sideration shall be eghfen as time permits to such works as have here-
tofore been provided for by Congress, the same as in the case of new
works proposed. The shall, when it considers the same neec-
essary, and with the sanction and under orders from the Chief of
Engineers, make, as a board or through its members, personal exami-
nations of localities. And all faets, information, and arguments
which are presented to the board for its consideration in conneec-
tion with any matter referred to It b{ the Chief of Engineers shall
be reduced to and submitted in writing, and made a Part of the
records of the Office of the Chief of Engineers. It shall further be
the duty of said board, upon a request transmitted to the Chief of
Engineers by the Committee on Rivers and Harbors of the House of
Representatives, or the Committee on Commerce of the Senate, in the
same manner to examine and regrt through the Chief of Engineers
upon any projects heretofore a mgtecl by the Government or u‘mn
which appropriations have been made, an l'e’port upon the desirability
of continuing the same or upon any modifications thereof which may be
deemed desirable.

The board shall have authority, with the approval of the Chief of
Enﬁlneers, to rent quarters, if necessary, for the proper transaction
of its business, and to employ such civil employees as may, in the
opinion of the Chief of, Engineers, be requl for properly transact-
ing the business assigned to it, and the necessary expenses of the board
ghall be pald from allotments made by the Chief of Engineers from
any appropriations made by Congress for the work or works to which
the duties of the board pertain.

I have just called attention to section 3 of the act approved
June 13, 1902, the river and harbor act of that year. The
statement made by the chairman of this committee yester-
day was that this survey or this project had been submit-
ted by the Committee on Rivers and Harbors to the Board
of Engineers created by virtue of this act for a finding
as to the commercial necessity of a 14-foot waterway from
Lockport to St. Louis. There is no authority conferred by the
section I have read for this reference. The Chief of Engineers
may require certain findings from this Board, but the Committee
on Rivers and Harbors can only ask a report from the Board
of Engineers upon “ projects heretofore adopted by the Govern-
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ment or upon which appropriations have been made.” This
project has not yet been adopted and no appropriations have
been made upon the same. The reference therefore was entirely
without authority of law.

The section to which I have referred was again amended by
the act of March 3, 1905—the river and harbor bill of that year—
and the provisions of the section were extended by the latter
act so as to require the Board to examine and review surveys as
well as projects provided for by acts and resolutions prior to the
river and harbor act of June 13, 1902,

1 submit that a great committee of this House has not the
moral right to surrender its functions to a purely executive
board. If this statute is to be recognized in the future, it will
contribute more to militarism in this country than any other
one thing I think of now. A board of Army engineers, if they
are competent, ought to be ealled upon for an opinion as to the
engineering features of a project and as to its feasibility, not
its commercial desirability. The judgment of Army officers on
a matter of that kind is entirely without value. Army officers
in general, and the Army officers on this particular board, have
hiad nothing to do with affairs—they have probably in all their
lives never made a dollar in any commercial transaction. They
have little sympathy with the commercial development of the
great West. The glorious days in the West, in their judgment,
were the days when Army officers, at the head of. crushing
squadrons of cavalry, were chasing Indians across the plains,
who always ran away at their approach. They find little evi-
dence of the present greatness of that section in the fields of
wheat that ripen under the summer sun or in the millions of
acres of corn that rustle in the winds of autumn.

If I could ever be induced to subseribe to a national policy
of foreign spolintion and conguest, it would be for the reason
that by embarking, on a larger scale, in exploitations of that
character we might be able to get rid of the Army officers that
infest this capital in such enormous numbers. I have never
been able to find a good reason for keeping them here. Re-
splendent in gold lace, they contribute to the color scheme at
White House receptions; this seems to be about the extent of
their utility in the capital e¢ity. i

The particular board who, in forty-four words, disposed of
this great subject and who signed their names to this particu-
larly erudite report is composed of the following Army officers:
Col. D. W. Lockwood, who entered the Military Academy in
1802 and who has been in the service since that time; Lient.
Col. . L. Iloxie, who entered the Military Academy in 1864
and who has been in the service since that time; Maj. C. McD.
Townsend. who entered the Military Academy in 1875; Maj.
B. Evelith Winslow, who entered the Military Academy in 1885
and who had been on this board only a few months when he
subscribed to this report; Capt. Charles W, Kutz, who entered
the Military Academy in 1880. All of the above-named Army
officers have been in the service of the United States since they
were boys. During the greater portion of that time they have
received small salaries, and none of them except Colonel Lock-
wood have ever received a larger salary than $3,000 per year.
and if he is getting a salary larger than that now he has not
been receiving it a very long time. They are as ignorant as
infants of the ordinary business affairs of life. You can not
expect them to recognize the great demands of present-day
commerce and the necessity for the development of cheap trans-
portation facilities. A statute which confers that authority
upon them is wrong. An attempt to follow it will have a par-
ticularly depressing influence upon the future commercial de-
velopment of the country.

There is not even a great engineer on this board; a really
great engineer would have been absorbed long ago by the rail-
road companies. West Point never has produced a great en-
gineer or even a competent engineer, and.that institution never
will produce an engineer that can be called either great or com-
petent. Fortunately for the country, however, a majority of
the engineers engaged upon public works are graduates of our
universities that are provided with engineering departments.
The engineers provided by the Army are simply ornamental
heads for our engineering equipment; the real work is done by
the civilian engineers. Army engineers do not do if, they simply
get the credit for doing it. Civilian engineers in the employ of
the Government are being drawn upon so largely by railroads
that they hardly constitute an impartial body of men. There is
present even with them a tendency to color purely engineering
reports in the interest of railroad transportation companies. In
support of the statements I have been making about engineers
1 will incorporate here in my speech my correspondence with
the Departments vpon this subject, and I will do so without fur-
ther comment upon tliis phase of this question,

The following is the correspondence referred to:

CoMMITTEE ON LABOR,
HovseE oF REPRESENTATIVES UNITED BTATES,
Washington, D. ., December 21, 1906,
Hon. OscAr P. AUSTIN,
Chief Bureau of Statistics,
Department of Commerce and Labor, Washington, D, C.

Dear Sin: I am studying our military and naval schools at West
T'oint and Annapolis. At West Point a number of graduates enter the
engineering department of the service.

1. T am anxious to find out how many have entered the engineering
department in the last twenty-five or thirty years; and

2.1 also want to find out how long they remain in the Army.

3. About what proportion of them resign from the Army in order to
accept employment from railroads or to accept employment in other
branches of industry?

4. Do West Point and Annapolis furnish the Government with any
considerable proportion of the engineers now employed on Government
works.and employed in other capacities by the Government?

5. How muny of these engineers come m the schools and colleges
provided with engineering departments?

0. Is any considerable proportion of the young men educated in our
schools lured away from Government employ by the larger salaries
pald by railroads, ete.?

1 wish you would advise me where I can find statistics on the above
subjects. If you have anything that will assist me in the investiga-
tion, please oblige me by sending it to me.

Respectfully,
HexRY T. RAINEY.
DEPARTMENT OF COMMERCE AND LiboR,

1!'8[}5&? t)l-‘DST.lTI!‘S'i'i‘ll.‘ﬁ.
ashington, December 22, 1906,
Hon. Hexry T. RuINEY, M. C., ¢ g

: Houze of Representatives, Washington, D. C.

~8Bimr: I am in receipt of your letter of the 21st instant, asking for
information as to how many of the graduates of West Point and An-
napolis resign from the Army to accept employment from the railroads
or other hranches of induostry, also for informuation as to such gradu-
ates along other lines.

In response, I have to inform you that this Durean has no informa-
tion on this subject. It is believed that the records of the War and
Navy Departments can afford you the best information in regard to
the matter. 1 have therefore referred your letter to the chief clerk
of the War Department, with the request that he will furnish you
such Information as he can, and forward the letter to the Navy De-
partment for such data_as it can supply. It might be well for you
to take the matter up directly with those Departments.

Very truly, yours, -
0. I’. AvsTix, Chief of Burcau.

DEPARTMENT O0F COMMERCE AND Lanom,
BUReAU oF STATISTICH,
Washington, December 22, 1906,

Ciner CLERK,
War Department, Washington, D, €.

S : I inclose to you herewith a letter from Hon. ITenry T. Rainey,
M. (., asking for information in regard to the West Point and An-
napolis graduates. Please furnish r. Rainey such Information as
you can, and forward the letter to the Navy Department for reply
with respect to graduates from the Naval Academy, Mr. Rainey .has
been informed of this reference.

Yery truly, yours, )
0. P, AvusTIN, Chief of Burcau,

Wan DEPARTMENT,
Toe MILITARY SECRETARY'S OFFICE,
Washington, December 29, 1906.

Hon. Hexny T. RAINEY,
House of Representatives, Washington, D. C.

Sin: I have the honor to inform you that your letter of the 27th
instant to the Secretary of War, inclosing a copy of your letfer of the
21st instant to the Chief of the Burean of Statistics regarding grad-
uates of the United States Military and Naval academles, has been re-
ferred to this office. Your former letter, which was referred by the
Chief of the Bureaun of Statistics to the War Department was also re-
ferred to this office, ‘

The information you desire, so far as it relates to the graduates of
the United States Military Academy, is not contained in any publica-
tion, but the superintendent of the Military Academy was called upon
to furnish such information as the records of the acadmey afford on
the subject, and his reply, giving the number of graduates who were
promoted in the Engineer Corps or subsequently transferred thereto,
since 1870, has been recelved and referred to the Chief of Engineers for
such further information In the line of your inquiry as he may be able
to furnish. When his reply shall have been received all the informa-
tion obtained will be promptly transmitted to you.

Respecting the graduates of the Naval Academy, it is suggested that
you communicate directly with the Navy Department instead of await-
ing reference of your original letter to that Dlepartment after it shall
have been received back from the Chief of Engineers.

Very respectfully,
F. C. AINSWORTH,
The Military Secrctary.

WaAr DEPARTMENT,
TaeE MILITARY SECRETARY'S OFFICE,
Washington, January 3, 1907.
Hon. HExrY T. RAINEY,
House of Representatives, Washington, D, .

Sig: I have the honor, by direction of the SBecretary of War, to re-
turn herewith your letter of the 21st ultimo to the Chief of the Bureaun
of Statistics, requesting eertain Information regarding graduates of the
United States Military and Naval academies and engineers employed
on public works. and to invite your attention to the reports of the
superintendent of the Milltary Academy and of the Chief of Engineers,
indorsed on your letter, glying all avallable information on the subjects
of your inguiry.

) Very respectfully, I, C. AINSWORTH,
The Military Seerctary.
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[First indorsement.]
WaAR DEPARTMENT,
Tne MILITARY SECRETARY'S OFFICE,
Washington, December 24, 1906.
Respectfully referred to the superintendent, United States Military
Academy, West Point, N. Y., requesting the return of these Blnpem. with
such information as he may be able to furnish in reply to the Inquiries

of Representative RAINEY.
F. C. AINSWORTH

The Military ;b'ccreram.

[Second indorsement.]
HEADQUARTERS UNITED STATES MILITARY ACADEMY,
West Point, N. Y., December 27, 1900,

Respectfully returned to The Military Secretary, War Department,
Washington, D). C. DBetween the years 1870 and 1906, inclusive, 178
cadets were promoted from the academy into the Engineer Corps of the
Army. There are also at present in the Engineer Corps 14 other officers
who gradunated during this period and were transferred to the engineers
subseguent to graduation. Of this total of 178, there aré at present on

B

thi
Active list______
Retired list =
Resigned ____
Died in service_______________
Dismissed
It is probable that most of the officers resigning did so in order to
accept more lucrative positions.
The above answers the first three of the inquiries of the Hon. HEXRY
T, RAINEY, as far as these inquiries relate to the Military Academy.
eferenee to the Chief of Engineers is suggested for information
as to the present proportion of engineer officers employed on Govern-
ment works and in other capacities by the Government. . No informa-
tion is available here as to what proportion of the engineers employed
¥ the Government comes from schools and colleges provided with
engineering departments,
: T. B. ScorT,

Colonel, United Stafes Army, Supm'intelfdcnt.

[Third indorsement. ]
WaAR DEPARTMEXNT,
Toe MILITARY SECRETARY’'S OFFICE,
Washington, December 28, 1906,
Respectfully referred to the Chief of Engineers for remark.
By order of the Secretary of War.
Hexry P. McCaIx,

Military Recretary.

[Fourth indorsement. ]

War DEPARTMENT,
OFFICE OF THE CHIEF OF ENGINEERS,
Washington, January 2, 1907,

1. Respectfully retarned to The Military Secretary.

2, Questions one, two, and three having been covered by the Superin-
tendent of the United States Military Academy, leaves only four, five,
and six to be answered.

3. As to question four, it may be said that including all the Depart-
ments of the Government which conduct “ public works " or employ en-
gineers in “ other capacities,” the enginecer officers who are graduates of
the Military Academy form but an insignificant proportion, numerically,
of the total number of cngineers who serve the United States.

4. As to question five, there are mo data on the records of this office
sufficlently complete to permit a definite reply. So far as the Engineer
Department is concerned, a large number of the civil engineers employed
are graduates of engineering colleges, and prefercnce iz given to such
graduates in all cases.

5. As to question six, it can be said that a number of valuable civilian
assistant engineers have left the service of the Corps of Engineers dur-
ing the past Lew years to engage in more lucrative pricate practice or
to accept higher salaries from other parties.

. A. MACKENZTE,
Brigadicr-General, Chicf of Engincers, U. B. Army.

NAVY DEPARTMENT, BUREAU OF NAVIGATION,

: Washi'ngran, D. €., January 19, 1907,
to your letter of the 27th ultimo, I have the honor to
there is no engineer corps in the United States Navy
The course of instruction prescribed at the Nawval
Academy qualifies every duate of that institution for the perform-
ance of such engineering duties as ired in the Navy, and no gradu-
ates of any school or college other than the Naval Academy and the
officers who rise from the warrant officers’ grades to the line of the
Navy through competitive examination are employed in such capacity.
A number of officers of the line have resigned in recent years in order
to accept more remuncrative pogitions in civil life, but the Bureau has
no statistics from whieh to complle information as to the salarles paid
or character of the work offered.

There is a corps of civil engincers in the Navy, In which there are
thirty-three commissioned officers. Five of these officers are graduates
of the Naval Academy. One of these five received a degree in eivil
engineering from an engineering school, and the other four are pursu-
ing a special course of instructlon at an engineering school.

$rhe epartment has no information as to the number of engineers
employed on public works who are graduates of colleges that have en-
gineeriag departments.

Very respectfully,

Siz: In 1
advise you ﬁa{
at the present time.

W. P. POTTER,
Acting Chicf of Bureau.
Hon. HExrY T. RAINEY, M. C,,
House of Representatives, Washington, D. C.

As opposed to the opinion of this Board of Engineers I pro-
pose to insert in the Recorp at this point in my speech the re-
marks of Hon. Theodore P. Shonts, chairman of the Isthmian
Canal Commission, before the Chicago Commercial Club, Janu-
ary 26, 1907 ; and I also put in the I'Ecorp here the resolutions
recently adopted by the Illinois Society of Engineers and Sur-
veyers, which are embodied in a letter addressed to the Speaker

and to the Members of this House and bearing date the 23d
day of January, 1907. :
The matter referred to is as follows:
[Extract from address of Hon. Theodore I'. Shonts.]

If conditions were to remain permanently as they are to-day, there
might be a doubt as to the wisdom of this expenditure [for the canal] ;
but when we look around and see the rapldly increasing population an
resulting density of traffic in our own country, when we observe that
our vast transportation facilities, -which made possible our ecountry's
wonderful expansion and form the underlying hasis of our_cgmsperny,
are simply swamped with the traffie which they are called upon to
handle, and when we contemplate the enormous amount of money that
must be raised to adeguately provide facilities for takluf; care of the
increased volume of business, we are compelled to conclude that the
superfluous population of the earth will soon be forced into other chan-
nels than the United States, and is not unlikely to move into the vast
fertile plains and rich regions of our South American neighbors.

NEED WIDER MARKETS.

Notwithstanding our phenomenal wih In population, our capacity
to produce in both field and factory has more than kept pace with our
growth in numbers. If our prosperity is to continue, we must have
wide markets for our goods. What better fields for exploitation exist
than the territory of our next-door neighbors in Central and South
Amerien? But while it is necessary to have the markets in which to
sell our goods, it is equally necessary to have the facilities with which
to transport them. I mean by this that the volume of our export trade
to-day is seriously hampered by the overtaxed condition of our rail-
ways, especially at terminal points; in faet, it is a serious question
whether it has not reached its limit under present conditions. Many
of the important railway systems in their desire to provide more ade-
quate accommodations are going so far In their efforts to raise money
for this purpose as to well-nigh imperil their credit.

Port terminals are already so scarce and valuable as to render
adequate relief in that direction improbable, in fact, impossible, at any
reasonable cost. It is therefore suggested that there be created a vast
interior harbor reaching from Chicago to the Gulf.

- TERMINAL OPPORTUNITIES. -

The beneficial effects of such a harbor are many and obvious. In the
first place, it would furnish opportunities for the ereation of terminal
facilities along its entire length. 1In the second place, it would build up
and develop the entire Mississippl Valley by giving it the advantages of
terminal ports brought close to its doors. In the third plaee, and this
has a most direct bearing on our canal proposition, it would give the
people of our great Middle West, with their phical proximity and
these superior transportation facilities, a distinct advan?aga over the
rest of the country in commanding the South American trade.

Peoria, ILL., January 23, 1907,
Hon. Joserm G. CANNON,

Speaker o& the House of Representatives,
and Members of Congress from Illinois, Washington, D. C.

DeAr Sins: We, the undersigned members of the Illinois Society of
Engineers and Surveyors, in annual session assembled, do hereby ad-
dress the following memorial to you in expression of our deep convie-
tion of the feasibility and practicability and the commercial utility (in
comparison to its probable cost) of e proposed improvement o¥ the
Illinois River into a commereial waterway having a channel of not less
than 14 feet in depth as a connection between the already nearly com-

leted sanitary and ship canal leading from Chicago to Joliet with the
Mississippi River at or mear St. Louis.

We are fully aware that this subject is at the present time before
the House of mmntatives for consideration, and we are reliably,
though not officially, informed that the two boards, one of survey and
one of investigation, of the United States Government have investi-
gated by survey and inquiry into the question of the feasibility and
commercial utility of this project and have made their reports to Con-
gress. t the report of the first board of survey unqualifiedly com-
mends the practicability and feasibility of the plan with an estimate of
its cost. That the second board, while admitting the practicability and
feasibility of the plan and not taking exception to the estimate oty cost,
has assumed that such cost was in excess of the value of the improve-
ment to the nation from the standpoint of its commercial utility.

Now, therefore, we as practical men, interested only in the ultimate
welfare of the State and nation, believe it to be our duty to express our
doubt as to the correctness of the deduction of the latter board when
viewed from the broad standpoint of the probabilitics of the future as
judged from the experiences of the past. We firmly believe that sta-
tis showing the amount of traffic now existing, or to immediately
seek use of this commercial hl%hway if completed, would not be broad
enough to indicate the value of such a work to the State and nation.
There is no gueation of the amount of toll to be received affected b
the amount of traffic on the canal. There is no question of commerclag
suceess or failure of the work as a business enterprise. 1t is not such
a toll route nor such a business enterprise, .

As It appeals fo us, the question is, What will be the broader effect
upon the business and &rosperit of all the territory which is subject
to its possible use or the possible effect upon the cost of freight as
carried from one city to another over this ggeat projected highway? It
iz Im ible to estimate the great regulation of the cost of carriage
of all freight that would be effected by connecting the largest inland
lake system in the known world directly with the largest known system

of river transportation in the world by such a waterway as would per-
mit the floating of steam vessels of a large enough size and rt;pgl;;
reig

shnE)e to carry the fre[fht on the lake system and deliver such
to the river system without transshipment or the breaking of bulk:
is great water highway, re%resenﬂn
of access, a right of way, subject to the control of no monoply what-
ever, but open to the free use of the publie. There can be no doubt
but that the cost of all the heavy freight carriage that could be in
any way tributary to this lake and river system would by this com-
petition be reduced to an extent which no legislation or force of
mere corporate competition could effect. We believe ultimately the
whole nation would profit In the possibility of a future connection
between the Gulf of Mexico and the Great Lakes when this waterwa
should be so extended as to reach the Gulf and a source of interna)
defense created by means of a properly constructed navy that would
be of greater value in case of emergency than many times the same
amount of money ex on immense battle ships that could be
of no value whatever for our internal defense.
We farther represent that we believe such a judgment as Is ren-

a free and untrammeled means
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dered by this board, If it had been applied to the construction of the
canals and locks at the Saunlt Ste. Marie, based upon statistics
covering only the traffic known at that time over the proposed routfe,
would have prevented forever the construction of that most wonderful
highway of commerce, and that the same argnment would have pre-
vented private enterprise from ever constructing apny of the great
transcontinental raflroads and would doubtless prevail against the
construction of the 'snama Canal and would never have permitted
England to have expended millions of dollars on the Suez Canal.

Yinally that nothing but the experience of the future and analogy
with above cases can nbsﬂlutl-l{ prove what we fully believe to be the
fact, namely, that the completion of a 14-foot channel to connect the
Lakes at Chieago with the Allssissippl River at St. Louis will e not
only a justifiable expenditure for the United States from the local
standpoint of the State of 1llinois, but from the standpoint of the fu-
ture best welfare of the nation.

Respectfully submitted.

Dabney H. Maury, President; A. W. Gates. Monmoeuth,

11l.; Clark G. Anderson, Moline, IlL: C. A. I'rout,

Wheaton, Ill.: Fred. W. IHonens, Sterling, 111, : Jos,

A. Moore, Chicago, Ill.; T. L. Burkland, Peoria, 1l :

A. W. Bell, Bloomington, Ill.; . C. Hoagland, De-

eatur, I1.; J. E. Kemp, Kewanee, 111 ; Hugo Lucas.

Peoria, 11l.; Henry Bloompot., Peoria, IIL; W, E

Burkhalter, Peoria, I1l. ; J. (;. Melnish, Bloomingion,

11l.; Clem. L. Cravens, Toulon, IlL; D. H. Roberts,

I'eoria, Ill.; J. G. Hare, Bloomington, 11l ; I1. Foster

Bain, Urbana, Ill.: A. F. Nichol, Marseilles, 1L ;

Lloyd 7. Jones, Galva, Ill.; W. G. Kirchoffer. Madi-

son, Wis.: J. W. Woermann, I'eoria, 11l.: R. 8. Wal-

lace, I'eoria, IlL.; J. W. I_Iupl)t‘rt. Taylorville, 111.;

8. T. Henry, Chicago, Ill.; I'. C. Knight, I'ontiac,

IIl.; A. N. Talbot, Urbana, IIL; W. A. MeCully,
Bloomington, Il ; J. C. Quade, St. David, Ill.; Chas.
H. Dunn, Peoria, Ill. ; Chas. B. Burdick, Chicago, 111. ;
8. N. Johnson, Springfield. 11l.: Web. 1. Bushnell,
Quiney, 1L : John M. McNabb, MeXNabb, T1L : Julins G.
Gabelman, Chicago, 111, ;. Henry I3, Dirks, Chicago, I1L. ;

1. (. PFairelo, Champaign, 111 : Frank W. Ives, Bloom-

ington, 111 ; E. M. Schifiow, Elgin, I1l.; W. M. Wood,

Decatur, 111 ; D. J. Stanford, Chatsworth, I1l.; A. B.

Alexander, Deeatur, 11L.; Geo. M. Clark, Low Ioint,

I1l.; 0. H. Nicolet, La Salle, 11l.;: John J. Haran,

Champaign, I1l.; A. D. Thompson, 'eoria, 111,

I do not want to make the charge, so often made with refer-
ence to river and harbor bills, that this bill is simply another
“pork barrel.” My interest in waterways Is too great to permit
me to do or to say anything that might contribute in the least
toward discouraging future large river and harbor appropria-
tions. I notice, however, that * Raccoon Creek " is quite liber-
ally provided for in this bill. I do not know where “.Raccoon
Creek ” is; I have never heard of it before. It may be an im-
portant commercial stream. If it is, I congratulate the commit-
tee upon discovering it. But while I congratulate them in this
particular, I am unable to understand why a committee that is
able to discover “ Raccoon Creek” at the same time almost forgot
that the Mississippi River extends in its southward course from
St. Lonis to Cairo. I do not know who represents the Congres-
gional distriet in which * Raccoon Creek " is located; but I un-
dertake to say that whoever does fepresent this particular dis-
triet here will be found voting for this bill just as it is and will
be found opposing any amendment we may offer. I have no
doubt that all the people in that section, from the headwaters
of “ taccoon Creek " all the way down along its majestic course
to the sea, will be particularly grateful to the man who has suc-
ceeded in getting in the bill this appropriation, and, of course,
they ought to feel that way. * Contentnia Creek ™ is also pro-
vided for in this bill, and somewhere there is some Member of
Congress who will be “ content ” with that and who will oppose
all amendments to this bill.

I do not know where “ Blackwater Creek” is located nor
where “ Nomini Creek ” can be found; and I notice also that
“ Mantua Creek,” “ Wappinger Creek,” and “ Browns Creek "
are all liberally provided for in this bill. The fact that I have
never heard of any of these streams is due, of course, to my lack
of knowledge of the geography of the country. They may be
important streams; I do not say they are not. If they are im-
portant I congratulate the committee upon their discovery. I
know, however, where the Chicago Ship Canal is, and the Illi-
nois River, and the Mississippi River, and every man, woman,
and child in this country knows where these great waterways
are. 1 ean not understand how the same commitiee which is
able to find the creeks to which I have called attention is unable
to discover any commercial importance in the waterways to
which I have called attention. The bill has been carefully
drawn; its passage unamended I am afraid is assured. 'The
“pork barrel ” features are not entirely absent.

The thing to be most condemned, however, about this measure
is the general policy of the bill, which, if continued, will compel
the entire couniry to pay tribute to the steel trust and its
allied organizations. It is this feature of the bill which requires
the most serious consideration. It is this apparent policy of
waterway improvement in the interior of the country that ought
most to arouse the public conscience. There is no way of com-
bating this policy or its tendencies, except by commencing in
the near future the construction of this great water highway

.

from ‘the Lakes to the sea. I desire to discuss briefly this
feature of the bill

Not long ago, fifteen years ago or so, we undertook the con-
straction of the Hennepin Canal. I have indicated it there on
that large map. The reason for undertaking the construction
of that canal was to provide a short and cheap waterway, 7
feet in depth, from the twin cities of the north and from the
great Northwest to Chicago and the Lakes. That waterway Is
nearing completion. It will be ready for operation during the
coming summer, as I am advised. But when they undertook the
construction of the Hennepin Canal we had a waterway in
1llinois leading from La Salle, the head of navigation on the
Illinois River, up to Lake Michigan, nearly a hundred miles—the
old 1llineis and Michigan Canal.

The commencement and completion of this waterway—I refer

‘to the IMennepin Canal—was made possible by the faet that it

only eompleted the link between the great Northwest and Lake
Michigan. Sinece that time the Illinois and Michigan Canal has
ceased to exist. The railroads commenced their fight against
wiaterways in Illinois over thirty-six years ago, and in the
State constitution adopted at that time it was provided that the
State could not make any appropriations for the support of
canals.. But the years passed. and appropriations were made
every year until last year, and the Illinois and Michigan Canal
was kept in operation. Last year from some dirvection, no man
knew where, there came an opposition to further appropriations.
Injunction proceedings were brought; the law was plain, the
courts could do nothing else, they were reluctantly compelled to
enforce this railroad provision of the constitution.

There is now no money to maintain the decaying locks of the
Illinois and Michigan Canal, and the approaching season will
see the last of that great waterway. The millions expended on
the Henunepin Canal are absolutely wasted unless there is a canal
from La Salle, the head of navigation on the Illinois River, up
to Lake Michigan.,

But a singular thing happened. At the very time they com-
menced out in Illincis to fight the Illinois and Michigan Canal in
the courts; over there 800 miles away they commenced a move-
ment for the Lake Erie and Ohio River Canal. During the
closing hours of the last session there slipped through this
body a most extraordinary piece of legislation, a bill authoriz-
ing the ironmasters of Pittsburg to build a eanal from a point
near Cleveland, on the Lakes, down to Pittsburg, having a depth
of not less than 12 feet.

Now, bearing in mind these two facts, that from some source,
no man knows where, came the legal proceedings which re-
sulted in closing the waterway in Illinois connecting the Lakes
with the river—the party appearing as complainant in that pro-
ceeding had not the slightest interest in the subject-matter of
that suit—and that at the same time these millionaires of Cleve-
land and Pittsburg got through Congress this bill, I want you
to look at this map I have caused to be displayed here.

The appropriations for the Great Lakes, added together,
amount to something over $19,000,000. The appropriation for
the 900 miles of the Ohio River between Pittsburg and Cairo
amounts to over $4,000,000. The appropriations for the lower
Mississippi River amount to over $11,000,000. The policy of
a bill like this means this and nothing else: It means the de-
velopment of an immense commerce on these, to us, landlocked
lakes; it means the development of immense commercial possi-
bilities along the Ohio and lower Mississippi rivers, and it means
more than this—if the commerce of the Ohio River and lower
Mississippi and the commerce of the Great Lakes is to be ex-
changed, it must be done through this eanal, upon which they
are authorized to issue $800,000,000 worth of stocks and bonds—
ten times the sum required to build it. It must go through this
canal ; and upon it, according to this act, and I have it before
me, the ironmasters of Pittsburg may levy any kind of toll
they please.

In the olden days robber barons and other dignitaries estab-
lished their castles along the Rhine and along the other commes-
cial waterways of Europe and enforced their right to demand
toll of every vessel that passed their fortresses loaded with mer-
chandise. If this policy is to continue, we are building up here
in this country a tremendous commerce which can exist only
by paying tolls to these modern robber barons—the ironmasters
of Pittsburg—and in no other way.

The Cape May project illustrates further the influences
which geem to have been paramount in the preparation of this
bill. Over a million dollars is appropriated for the construc-
tion of a harbor for Cold Springs Inlet. The Cape May Realty

[NoTE.—The Lake Erie and Ohio River Canal, under the act of Con-
gress, may start on Lake Ervie at any point between the moyth of
Grand River, 28 miles cast or Cleveland, and the Pennsylvania and Ohio
State line, and not at Cleveland, as apparently shoiwcn on this map. It
has its southern terminus on the Ohio River near DPitisburg.]
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Company will profit enormously by this large expenditure, and
the Government is presenting the millionaires of Pittsburg with
an splendid harbor of refuge for their private pleasure yachts.
I have no time to discuss this matter, but it is interesting to
note that the millionaires of I"ittsburg own the stock in the Cape
May Realty Company.
There is only one way by which this depressing effect upon
the commerce of the country can now be avoided, and that is
to establish here from Chicago all the way down to the Guif
the waterway the Mississippi Valley is demanding. .
When the Panama Canal is completed, it will be another
mouth for the Mississippl River, and that great river will
empty nof only into the southern Gulf and the Atlantic Ocean,
but will have this connection with the Pacific Ocean and with
all the countries that touch upon all the seas of all the world.
No man yields in admiration or respect more than I do to
the chairman of the Committee on Rivers and Harbors. There
is mo abler man in public life than this scholarly gentleman.
The announcement has been made in the daily papers that he
proposes to abandon his position at the head of the River and
Harbor Committee. If this is true, I congratulate him, and I
also congratulate the country.
A position at the head of some other and more important com-
mittee will yield to the distinguished gentleman greater oppor-
tunities, and the country might then get the benefit to a still
larger degree of his great ability. If I were a Republican, I
would second the motion of my friend the gentleman from
Missouri [Mr. Crarx]. I would be in favor of booming the
gentleman from Ohio [Mr. Burrox] for the Republican nomina-
tion for President of the United States, and I would be for him,
too, unless my own State should present a candidate, as I
understand it will. In that event, if I were a Republican, as a
matter of State pride and loyalty, I would have to be for him.
But I want to say to both of these gentlemen, and I say it in a
spirit of kindly warning, particularly to the gentleman from
Illinois, who presides with such ability over the deliberations
of the lower House of the Congress, that no man can ever be
elected to the high office of President of the United States who
is opposed to this great waterway. 'There is another gentleman
in this country who will lead, two years from now, the Demo-
cratic party to battle and to victory. He is a man who is able
to see the light upon the mountain tops, and long ago he placed
himself on record in faver of this great enterprise. [Applause.]
We are ready to indorse the demands of Boston, we are in
favor of improving the harbor of New York, and we think Phila-
delphia ought to have her 35-foot channel to the sea. We have
for a century confributed to the splendid prosperity of these
great cities and we are willing to continue fo do so. But the
time has come when we ought to demand something for our-
gelves. Beyond the boundaries of these imperial States which
touch the Atlantie Ocean lies the great West, with its broad, fer-
tile acres, its streams running bank full, its populous cities, its
splendid expanse of forest and plain, its majestic rivers flowing
down to the sea. YWhat benefits you is of advantage also to us.
What contributes to our progress promotes also your material
prosperity. You have an easy and cheap access to the ocean
highways of the world. We ask you to clasp hands with us
across these mountain ranges and aid us in obtaining this all-
important commercial waterway, and the wealth and progress
and happiness which come fo us by reason of it will benefit
equally all sections of this the greatest of the nations. [Long-
continued applause.] : -
The CHAIRMAN. The time of the gentleman has expired.
Mr. RAINEY. Mr. Chairman, I ask unanimous consent to
extend my remarks in the Recorp and to incorporate in them
certain letters and documents to which I have referred.
The CHAIRMAN. The gentleman from Illinois asks unani-
mous consent to extend his remarks in the Recorp. Is there ob-
jection? :
There was no objection.
: Mr. CRUMPACKER. Mr. Chairman, the river and harbor

bill now before the House for consideration carries the largest
appropriation and authorization of any bill of its kind in the
history of the country, and in my opinion it is the most eco-
nomiecal river and harbor bill that was ever reported to the
House. I say it is the most economical because, in my judg-
ment, the people of the country will receive more substantial
and permanent advantage for the money it appropriates than
they have received from the appropriation of any like sum at
any time heretofore. I base these commendations of the pend-
ing bill upon the wise business policy which it embodies.

The bill provides for the appropriation of $35,000,000, in round
numbers, and it authorizes the Secretary of War to enter into
contracts for the completion of improvements that have been
decided upon to the amount of about $48,000,000 in addition,

It has been the custom in years past for Congress to enact a river
and harbor bill only once in two years, and measured by that
custom the appropriation carried by this bill will cover a period
of two years, and the contracts authorized by the Secretary of
War will run until the several improvements contemplated by
the measure shall have been completed. Appropriations will be
made from time to time in the future to pay the contract obli-
gations as they mature, and these authorizations may run over
a period of six, eight, or possibly ten years; so while the bill
seems to create a liability upon the Government for $83,000,000,
$35,000,000 are to be expended in the next two years and the
balance is to be paid upon contracts as the contract work pro-
gresses, and the appropriations will be spread out over several
years to come.

I desire to emphasize the business value of that feature of the
bill which authorizes contrgets for the completion of river and -
harbor improvements that have been decided upon. Everyone
knows that when an improvement is to be made it can be made
at much greater advantage and much less expense if a contract
can be let at the outset for its completion. The firm or company
that takes the contract may make calculation for the entire
undertaking and can prosecute it systematically and in a busi-
nesslike manner to the end. The practice heretofore has been
to determine upon and authorize an improvement that may cost
a number of million dollars in the aggregate and that may take
five or six or eight years for its completion, and to appropriate
such a sum of money as may be reasonably expended within the
first year or two without authorizing the Secretary of War to
make a contract for the entire work at the outset. Under that
policy the Secretary of War, who Is charged with the expendi-
ture of all river and harbor appropriations, would authorize a
contract to the extent of the first appropriation, and the con-
tractor would enter upon the work according to the plans adopted
by the War Department and carry out his contract to the extent
of the available money. The next Congress would appropriate
another sum, say, a hundred or two hundred thousand dollars,
and a new contract would be entered into to take up the work
where the first contractor left off and continue it as far as that
appropriation would justify ; and then another Congress would
make still another appropriation of a hundred or two hundred

‘thousand dollars, possibly, and still a third contract would be

let to begin the work where the second contractor left off and
carry it along as far as the available appropriation would per-
mit, and thus on to the end, so that a particular improvement
involving the carrying out of one definite project would be cut
up into piecemeal and possibly be let to three or four different
contractors.

After one contract had been carried out the work that had
been done might deteriorate by the wind and the waves, and
the succeeding contractor would be required fo spend a con-
siderable part of the fund then available in restoring the work
done by his predecessor. I know of several harbors that have
been constructed upon that plan, and it is the most extrava-
gant and wasteful policy conceivable. The Government can
save from 25 to 50 per cent in the cost of many river and
harbor improvements by the plan embodied in the pending
bill—that of authorizing the Secretary of War to contract with
a responsible firm for the completion of the work at the be-
ginning. This feature of the bill can not be too strongly em-
phasized nor too highly commended, and the country doubtless .
will realize its obligation to the able members of the River and
Harbor Committee for putting its public work upon a business
policy that is so manifestly wise and economical.

If the bill contained no authorizations the contingent liability,
against the Government would have been as much greater as
would be the increase of cost of doing the work by the old
plecemeal method, for having decided upon specific improve-
ments and made appropriations for their partial construction,
the Government would, of course, make further appropriations
from time to time for the completion of the improvements, so
the unusual magnitude of the bill is apparent only and not real.
There is a habit of random criticism of river and harbor bills
by a portion of the public press, based, perhaps, upon an unde-
fined impression that much public money is appropriated for
improvements that have no commercial value. It may be that
in years past this class of bills were open to that kind of criti-
cism, but for the last tem years every appropriation for river
and harbor improvement has been rigidly serutinized and they
have all been found wise and judicious. No expenditure of
public money has yielded a greater return in advancing the
prosperity of all parts of the country, and the pending bill has
been prepared with great care and discrimination.

The large appropriation and authorization carried by the
pending Dbill are justified by the growing importance of the
transportation problem. Never in the history of this Govern-
ment has transportation been so vitally connected with produc-




1907. CONGRESSIONAL

RECORD—HOUSE. 2107

tion and prosperity as it is at the present time. Railroad lines
which are the chief reliance of the great producing interior, have
insufficient facilities for the accommodation of the stupendous
volume of production, and the uncertainty of transportation
and the high rates required in many instances very serioysly
embarrass enterprise, Transportation and the exchange of com-
modities are as vital to the problem of production as the crea-
tion of the commodities themselves. An article is of no value
where it has no means of reaching the consumer. There is a
cry throughout the length and breadth of the country of a lack
of railroad cars to transport the great volume of produce and
manufactures, and any expenditure that tends to increase the
facilities for transportation and to reduce freight rates must
give a great stimulus to manufacture and all other lines of pro-
duction throughout the country.

The farmers are peculiarly interested in the improvement of
harbors and waterways. As a rule the prices of farm products
depend upon foreign prices, and the cost of fransportation from
the farm fo the foreign market is a vital question. During the
last thirvty years facilities for transportation have so increased
and freight rates have been so reduced that notwithstanding
there has been a general decline threughout the world in the
price of food products, yet the price of products on the farm in
the Mississippi Valley have gradually increased. The increase
of facilities for transportation and the reduction of the cost of
sending meats and grains from the farms to the European
markets have more than offset the general decline in the world's
markets of the prices of foodstuffs. Under existing conditions
almost every unnecessary element of expense in the transporta-
tion of wheat from Dakota wheat fields to the markets in Liver-
pool has been eliminated, and the farm price is closer the
Liverpool price to-day than it ever was in the history of the
Government. This condition illustrates the great importance of
still further improving facilities for transportation in the hope
of still further reducing the freight rates from the farm to the
world's market centers.

Our volume of production has come to be so fremendous that
the present railroad facilities are not sufficient to accommodate
it all withont great delay and embarrassment. Ocean trans-
portation rates have declined very materially during the last
thirty years. This decline has been brought about in numer-
ous ways, among others the increase of the ecapacity of the
great ocean freighters, Many of the boats mow engaged regu-
larly in the foreign trade draw 35 feet of water, and it has be-
come necessary to deepen the harbors at all the principal ports
of the United States on both the Atlantic and Pacific coasts.
Transportation on the Great Lakes has revolutionized during
the last twenty years. Long ago boats of one and two thou-
sand tons eapacity were doing the principal part of the busi-
ness, but to-day there arve great iron steamers carrying 10,000
tons and upward of freight, and this change requires a deep-
ening of harbors and greater improvements of existing water-
ways to accommodate the large modern ships.

A number of years ago the German Empire began to realize
the importance of the construction of canals and waterways
from the coast to the interior, and to-day the great waterways
leading into the interior of Germany are the chief means of
transportation of the products of the farm and factory to for-
eign countries. Hundreds of millions of dollars have been ex-
pended by that Government for the construction and improve-
ment of internal waterways, and the growing prosperity of
the farmers and manufacturers of Germany is the highest en-
comium that ean be passed upon its transportation policy. We
expend over a hundred million dollars a year in building up and
maintaining a navy, but the expenditure does not exceed $25,-
000,000 a year for the improvement of rivers and harbors. We
feel a just pride in our splendid Navy, and look upon it as the
chief source of national defense and the protection of our com-
mercial rights upon the high seas. It is of equal importance
that we employ every reasonable means at our command to in-
crease the facilities for transportation, and thereby multiply
our commerce not only at home, but abroad, in order that there
may be a valuable ocean commerce for the Navy to guard and
protect. r

The State of New York is expending over a hundred million
dollars for the improvement of the Erie Canal with a view of
connecting the Great Lakes with the ocean. This vast sum is
to be levied upon the taxable property of that one State alone.
The people of the Empire State realize the vast importance of
providing for water transportation wherever it is practicable.

The people in the Mississippi Valley have a peculiar interest
in the project, that is now so generally discussed, of establish-
ing a ship canal from the Great Lakes to the Mississippi River
and to the Gulf of Mexico, and the people of the distriet T have
the lionor to represent are especially alive to the importance of

this great undertaking. Nothing would so stimulate manufae-
tures in and about the city of Chicago as this great addition to
the means of transportation and that important outlet not only
to the Southern States, but to the markets of the world. With
a ship eanal from Lake Michigan to the Gulf of Mexico all
produets throughout the Mississippli Valley, and particularly
within a radius of 200 miles of the city of Chicago, would
materially inerease in value. Ships would be loaded with cargo
at the city of Chicago and carried by water transportation to
all the markets of the world. It would open up the markets of
the North to the people in the Southern States. It would be a
great impetus to interior manufacture. Boats laden with eargo
from the city of Chicago would distribute products along the
lower Mississippi River and at New Orleans, and would return
with products of the Southern States, particularly lumber, and
lumber is an item of great importance to the people throughout
the entire Mississippi Valley. The white-pine forests of Michi-
zan, Wisconsin, and Minnesota have become exhausted. and the
great hard-wooed forests of Ohio and Indiana have long ceased
to yield lumber for the country’s markets. The result is that
manufacturers and builders are now required to import lnmber
from the Southern States or the Pacific coast, and the cost of
transportation is so great under existing conditions as to make
the price of lumber so high that it greatly retards building and
manufactures. With a deep waterway from Chicago into the
Southern Btates the effect would necessarily be to materially
reduce the cost of transportation of lumber from Tennessee,
Mississippl, and Louisiana, and the reduction in price through-
out the entire Mississippi Valley would be substantial, and every
farmer and every manufacturer would be direct beneficiaries.

That great waterway would still further decrease the differ-
ence between the farm prices of grain and meats and Liverpool
prices, and the effect would be to substantially increase the
value of every farm that would be touched by the influence of
the improvement.

Its effect would be not only to increase facilities for trans-
portation and to open up the Middle West directly to the world's
markets by water intercourse, but to reduce and regulate rail-
road freight rates throughout the country, and it would im-
mensely stimulate the construction of factories in the Middle
West.

A few days ago I received a letter upon this subject from
Edward Rumely, of Laporte, Ind.,, written on behalf of the
M. Rumely Company, an old, substantial, and prosperous manu-
facturing establishment at that place, an establishment that is
engaged in the manufacture of traction engines, separators, corn-
shellers, and clover hullers. That institution sells its products
in all the States of the Union and in foreign countries, and it
appreciates the importance of improvements that will inerease
transportation advantages. Competition at home and abroad is
becoming more exacting every decade, and the factories in the
Middle West must increase their advantages or they can not
hope to compete in the markets of the world. 1 send the letter
to the Clerk’s desk to have it read.

The Clerk read as follows:

Hon. E. D. CruMPAckERr, Washington, D. €.

Dear Siz: You know that a bill is now pending before Congress urg-
ing an annual appropriation of not less than fifty millions for the im-
provement of our rivers. We wish to call your attention to this mat-
ter, presenting our view of the same, and to ask, in case you agree with
us in thinking that this appropriation would be to the interest of the
majority of your constituents, to do all in your power for the passage
of this bill.

Manufacturers everywhere, and especially we, have suffered greatly
by the incapacity of railways to take care of traffiec. At times some
departments of our factory have been greatly hampered by lack of raw
materials. Then in shipjping onur goods we have great difficulty in
getting them to destination. That is not all. Everywhere over the
country farmers are unable to pay their notes because the crops are
still in the fields; they can not sell them, or have been obliged to dis-
pose of them at a great sacrifice. We feel that something must he done.
The needs for transportation are growing each year with the popula-
tion, but in addition to that each individual to-day requires more trans-
portation than he would have if he had lived five, ten, or twenty years

AgO.

The opening of the Mississippl River so as to secure water freight
from Chicago down will be of great importance to the manufacturers
of this district. As soon as the Panama Canal Is completed it will
enable us to enter South American markets to the. best advantage.
Land freight to New York and thence down is a roundabout and ex-
pensive way of moving our goods. The presence of a waterway would
also help us in moving goods from this part of the country to the
Sonthern and Southwestern States. In fact, the time has come when
it is almost imperative for the Central States grouped about Lake
Michigan to find a cheaper and readier transportation if they wish to
hold their present rank as manufacturing centers.

The timber of this district has been cut and lumber must be moved
long distances, some of it that we use as much as 2,000 miles. The
same is true of other raw materials, If this extra expense becomes too
heavy it will favor other manufacturers located nearer the source of
supp ies and make successful competition almost impossible.

The interests of the employees are identified with those of the manu-
facturers in this matter,

We trust that you will agree with us in thinking the passage of this
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bill to the best interest of the majority of your constituents in this
district, and that you will be able to use your influence in its favor.
Yery truly, yours,
M. RumeLy Co.,
By Epwarp RuMELY, Treasurer.
Mr. CRUMPACKER. I commend the wise suggestions econ-
tained in that letier to every Member of the House. They are

the result of years of business experience on the part of one of

the most successful manufacturing establishments in the State-

of Indiana. ;

I do not know whether the engineering situation is such that
Congress would be justified in making a large appropriation for
this enterprise at this time, but I do know that the people of the
Mississippl Valley with practical unanimity will insist in the
near future that the Government provide means for the estab-
lishment of that great waterway. No expenditure of an equal
amount of money would add more to the wealth and the taxable
resources of the country, and in a single decade the Government
would receive in the way of revenues, as a result of the inci-
dental increase of production, many times more than the cost
of the undertaking. The problem of handling the waters of the
Mississippi River below St. Louis is one that belongs to science,
and one about which there is considerable controversy, but I
sincerely hope that a practical way will soon be discovered to
put the improvement in the course of early completion.

Mr. MADDEN rose.

The CHAIRMAN,
Illinois desire?

Mr. MADDEN. About forty-five minutes.

Mr. MADDEN. Mr. Chairman, the river and harbor bill be-
fore the House provides for an expenditure of about $84,000,000.
Illinois contains about one-fourteenth of the population of the
United States and it is receiving in this bill the one hundred
and sixty-eighth part of the amount appropriated. The city of
Peoria, in Illinois, alone pays over $30,000,000 annually into the
public Treasury as internal-revenue tax. Chicago has paid
$50,000,000 toward the construction of the waterway which we
have just been discussing. The State of Illinois offers this
" waterway, which requires no expenditure for maintenance, free

of charge to the Federal Government. There can be no excuse
for not accepting it. All we ask in return is that the Federal
Government extend this great work down to the Mississippi
River.

Much of the amount recommended by the Committee on
Rivers and Harbors is calenlated to develop and improve the
commerce of the nation. There are many projects recom-
mended which do not appeal to me as representing that economy
¢f expenditure which should be exercised in the improvement
of our waterways, and yet it would perbaps be unjust to say
that any recommendation made by the committee is not in-
tended to meet the ever-increasing demand for added facilities
through which it may be hoped to cheapen the movement of
freight. :

1t should be.the policy of the Government to enter upon and
prosecute systematically the improvement of the interior water-
ways of the country, so that the freight of the country might
be moved at the lowest possible cost.

No expenditure of the people’s money will, in my judgment,
produce such telling results as that which may be used in the
wise development of the country’s interior waterways. It is no
longer doubted by anyone that we have neglected this feature
of the country’s development, until fo-day we are unable to meet
the ever-inereasing demands for the movement of the commerce
of the nation.

The railroads in the early history of the country met every
need of the people. They enabled the people to settle in the
remotest places of the country. They advanced civilization and
cultivation and increased commerce. Through their elvilizing
influence the nation has prospered until to-day it stands at the
head of the nations of the earth. The time has come when the
people in their own interests must ereate facilities by expendi-
tures from the National Treasury which can not be controlled
by combinations of capital and which will in themselves regu-
Inate the prices for the movement of commodities as well as
afford the necessary means of transporting the products of the
people’s labor, so that all may be afforded an equal opportunity
to compete in an open, free, and fair field.

The people of the Central West are unanimous in the opinion
that the construction of a waterway from the Lakes to the
Gulf should be undertaken, and it was their hope that an ap-
propriation to begin the work would be recommended in the
present bill. That they will be disappointed at the failure of

. the Rivers and Harbors Committee to make such a recom-
mendation there is no doubt. That such a waterway would be
of inestimable value to the nation no one will deny. That
Congress intended some time in the future that such a water-

How much time does the gentleman from

way should be constructed is apparent; or it would not have
ordered the expenditure of $200,000 for a survey to ascertain
the feasibility of such a project. That it is feasible admits
of no argument. The Engineer Corps of the War Department,
under whose direction the survey was made, reports that it
is, and that such a waterway 14 feet deep from the end of the
Sanitary District Drainage Canal, near Lockport, I1l., to St
Louis can be constructed at a cost of §31,000,600. B

The city of Chicago has already created the nuclens of this
great improvement, having constructed 40 miles of channel 160
feet wide, 36 feet deep, and containing 28 feet of water, at the
expenditure by the citizens of Chicago alone of $50,000,000, a
larger sum than was ever expended by any munieipality on
earth for any similar purpose.

It is now proposed to turn this over to the Federal Gov-
ernment free of cost on condition that it extend this ship
‘I:i)n%l through the Desplaines Valley and Illincis River to St

uis.

The necessary increase in the transportation facilities of the
country and the future prosperity of the States bordering on the
Mississippl Valley depend in a large measure upon this nnder-
taking. Further than this, the whole country is clamoring for
rate regulation, and no question before our people at this time is
demanding greater attention.

By opening up this great natural highway of transportation,
the congestion of our railways would be relieved and the ques-
tion of rate regulation in the Mississippi Valley would at once
and forever be settled.

The area to be directly benefited by this improvement con-
tains over 39,000,000 of inhabitants, or nearly one-half of our
entire population. It produces over three-fourths of the food
products of the counfry. The rapid increase in its commerce
and population makes it imperative that the needed relief be
promptly afforded them.

This proposed waterway is in no sense a loeal or even n sec-
tional question. All thoughtful men know that any great enter-
prise that tends to benefit any portion of our country must
necessarily benefit the whole country. The manufacturers of
the East are as deeply interested in the completion of this great
waterway as are the merchants, the shippers, the manufacturers,
and the farmers of the West.

The Committee on Rivers and Harbors have considered it
wise to refrain from recommending an apprepriation for this
project at this time for the reason that no survey has yet heen
made of that portion of the project leading from 8t. Louis
to New Orleans by way of the Mississippi River, and it is their
contention that no outlay should be made until the fullest
investigation of the feasibility of the plan from beginning to
end shall be demonstrated; and the committee further suzgests
that, although the engineers of the War Department recom-
mended the feasibility of the project between Chicago and
St. Louis, another commission, selected at the instance of
the Rivers and Harbors Committee, advises that it is not of
sufficient commercial value to warrant the expenditure; nnd I
am led to the conclusion from statements made by the chair-
man of the committee that the action of the committee is larzely
based upon the report of the Commission, to the effect that
the expenditure would not be warranted by the tecnnage which
might be originated along the line of the proposed waterway.

I have the highest respeet for the engineering ability of
the gentlemen composing the Commission—on engineering ques-
tions ; but who is the member of the Commission who has had
sufficient commercial experience to warrant Lim in deciding
a great commercial question? If the opinion of this Conunis-
sion is of such vast importance commercially, one must wonder
why it is that they have not been ecalled into the commercinl
life of the nation, where men of genius and experience are in
great demand in the settlement of questions involving large
expenditures of money, for which ability of the character re-
quired to decide such questions is compensated far beyvond any
compensation ever received by any of the men who compose
the Commission.

It ean not be =aid that a man as a $£900 clerk in a musty
office in one of the Department buildings, surrounded by the
cobwebs of a hundred years, having had no eontact with great
public questions, is {it to decide the wisdom of an expenditure
for the development of a great commereial enterprise,

If his wisdom is such that his opinion can be acted upon in
matters of such great importance, he would be sought out by
the men who have pioneered the great projects which have de-
veloped the commerce of the nation. Long years of fraining in
a clerkship may qualify an individuoal to compile figures which
are placed before him, to foot them up accurately and make
beautiful lines on paper, but his judgment would not induce
the captains of industry to invest money in manufactures, in
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agrieulture, in commerce, in mining and milling. The men
whose judgment is sought for in matters of this kind are the
men who have made the nation great. These captains of in-
dustry are leaders in enterprise, not eclerks under orders to
make reports at will—to reach conclusions made in advance for
them. Captains of industry are men who think in advance of
their fellows, who realize what is needed to facilitate the
commerce of the nation and to prepare for the coming neces-
sities of the increasing population, to build up, to manage, to de-
velop, to utilize, to master, to systematize, and ta make for success.

The highways of eommerce are strewn with the wrecks of
commercial enterprises which have failed to make proper provi-
gion for the growth and development of their business. Gov-
ernments, like individuals, must look to the future if they hope
to live and prosper.

There is a universal demand for rate regulation on all of

our railways, and it is the general eonviction that the improve-
ment of our waterways is the cheapest, quickest, and best way
to forever settle the question.
. The censtruction of such a waterway as the one I propose
when completed would be the strengest section that could be
written into an interstate-commerce law. It is a =ection about
which there could be no legal eontroversy. The Supreme Court
could not miseonstrue its meaning. That it wonld regulate
freight rates no one ean deny. That we must regulate them
everybody will agree. The policy of Government ownership
must not be thought of, but the poliey of regulation mmst be
enforced most rigidly; and the best way, in my judgment, to
enforce it is by the econstraction and control of waterways
throughont the interior of the nation.

But the chairman of the committee says the plan is a new
cne; that it has not been long encugh considered to be undei-
stood : and-when told that it has been considered since 184G he
says that it has been too long considered. Which one of the posi-
tions taken by the chairman of the committee is correct? He
says that no projeet has been or will be considered except such
as may be recommended by this Board of Engineers. The
Board of Engineers which failed to recommend this project had
nothing to do with making the survey. The survey was made
by engineers from ecivil life, as I understand it, under the diree-
tion of the War Department. They recommended the feasibility
of the project.

What mysterious influence could have been used to induce the
Commissien to report against its commercial value? The law
authorizing the survey gave them no such power. It provided
that a survey and report sheuld be made on the feasibility of
the project. That was as far as the law authorized the board
to go. To go further was to assume prerogatives which the
board did not possess. The assumption of such prerogatives is
a usurpation of power that ought not to be tolerated.

They say the tonnage originating is an indefinite and unknown
quantity. True, it would be difficult to ascertain aceurately
what the tonnage over any proposed development might be. Xo
living man could determine that in advanee.

No one dreamed of the immense tonnage that would go
through the Soo Canal when it was first proposed. In fact, we
arve told that the engineers expressed serious doubt as fo the
probable finaneial success of that splendid enterprise when it
was. first suggested, but yet everybody will agree to-day that
the tonnage through the Soo Canal is so enormous that even
now large expenditures of money are necessary to create added
facilities for the movement of the vessels which are obliged to
tie up for a week at a time in order to pass through this eanal.
Over 20,000,000 tons went through the Soo Canal last vear.

It is said that the cost of the construction of the waterway
from the Lakes to the Gulf would be enormous. True, the peo-
ple understand that such a waterway could not be constructed
without the expenditure of large sums of money, but they regard
it as n commereial necessity ; and eapable, experienced business’
men believe that it will be worth to our country many times its
estimated eost.

If the Committee on Rivers and Harbors wished to be con-
sistent it would have recommended an appropriation for this
great improvement. Other projects have been recommended by
the committee, the commereial value of which have been recom-
mended againsgt by the War Department and its engineers, and I
beg to call especial attention to the one at Ceold Spring Inlet,
Cape May, New Jersey, of which the engineers have this to say.
I am not going to read all the engineers say, but I will content
myself with reading just that portion of what they say in one of
the concluding reports:

This is a somewhat peenliar case, an undeveloped port with abso-
lutely no commerce, but with large possibilities of commercial impor-
tance. The district officer makes no recommendation in this report as
to the propricty of the National Government undertaking the work of

making the channel entrance, and it appears to me to be a question
solely for the wisdom of Congress.

General Mackenzie's report to the Secretary of War, dated
January 2, 1907, says:

WaAr DEPARTMENT,
OFFICE OF THE CHIEF oF EXGINEERS,
Washington, Jonuwary. 2, 1907.

Sin: I have the honor to submit herewith for transmission to Con-
gress reports of August 14, 1905, and December 15, 1 , with map,
by Maj. C. A. F. Flagler, Corps of Engineers, on preliminary exami-
nation and survey, respectively, anthorized by the river and harbor act
approved March 3, 19035, of Cold Spring Inlet, Ca May, New Jersey,
with n view to seeuring a channel from the inside harbor to deep water
and the creation of a harbor of refuge.

Cold ring Inlet is on the coast of New Jersey, about 3 miles east
of the city of Cape May. Within the Inlet there was originally a
natural basin about 6 feet deep and 60 acres in area. In the throat
of the inlet the depth was 29 feet at mean low water, and on the out-
side a bar on which there was a minimum depth of 3.5 feet at low
water about one-half mile out. The present commerce of the lecality
by water is practically notl‘lin{ﬁ.]

Private business interests have purchased a considerable tract of
land near the inlet and are now engaged in filling it in for bullding
and Improvement pu 5. The material for this filling is obtained
by dredging, and in this connection it Is planned to enlarge the natu-
ral basin inside the inlet to about 500 acres in area, with depths of
from 30 to- 40 feet. Railroad and other interests propose to bulk-
head the shores of this basin and make the adjacent lands avallable
for wharves, warehouses, and commercial pu ses generally, To
complete this elaborate plan for a safe landloc! harbor for com-
merce and of refuge, it is desired that the General Government pro-
vide a suitable conneetion between it and deep water in the ocean, so
as to make the harbor accessible to seagoing vessels,

In the investigation of this project the usual examination and sur-
vey have been made and several hearings held. The plan is entirely
feasible from an engineering standpoint. bnt the preposition for the
General Government to join with private interests in ereating a har-
bor at a point where there is no present commerce is an unusual one.
As. this case may serve as a precedent in leading to a material change
in the poliey of dealing with new improvements, I concur in the views
of the division engineer, Col. Amos Stickney, Corps of Engineers, that
this is a guestion that only Congress in its wisdom should decide.

Should it be determined to anthorize the work, I coneur in the views
of the Board of Engineers for ltivers and Harbers that the plan to be
adopted be the least expensive one considered. This plan aims to se-
enre a channel depth of 15 feet at mean low water, at an estimated cost
of $805,800. In the opinion of the Board this depth will afford facili-
ties for a considerable commercial development and determine to what
extontitthe harbor will be used and what further demands will be put
upon - E

p’l‘hls concurrence with the Board is in regard to the general object
to be attained. The details of the plan demand further consideration,
and It is believed that they may very properly be left for determination
when the work. if adopted, shall be actually undertaken. Experience
at harbors on the Great Lakes where channels are protected bg smrnllel
jetties justifies the Board's further recommendation that the bulkheads
to. be built by private capital should not be plaeed, as now planned, in
practical prolongation of the jetties. as proposed, but should diverge
toward the bay, so as to give roowm for expansion of the waves driven
in from the sea.

I am also in accord with the Board's views as to the conditions
funds to be appropriated by the United States should

A. MACKENZIE,
Brig. Gen., Chief of Engineers, Us 8. .imw.

under which any
become available.
YVery respectfully,

The SECRETARY OF WAR.

Then I wish to read this advertisement of the real estate eom-
pany whieh owns and controls Cape May. They have sent out -
a beautiful ealendar entitled “ Cape May City, N. J., for health,
wealth, and reereation. Cape May Real Estate Company.” Then
they have a map on the back of the ealendar pointing out the
lots. Then they have n list of lots, giving the size, and then
they proceed to say in their advertizement this:

Pittsburg avenue, extending from beach to Schelle
100 feet wide; a magnificent boulevard. Titles absolutely clear and
rfect, gnaranteed hf‘ the Guaranty 'Pitle and "Trust Company, of
*ittsburg, Pa., and po I&y of life insurance given free with every deed.
The property represented above, owned by the Cape May Real Estate
Company, is being developed into the finest and most superb seaside re-
sort in the world. The traet eomprises 5,400 acres, including 500 acres
of land-locked harbor, In which great public and private interest is
centered. 3 S
Mark you!
* The Congress of the United States has ordered a survey for the pur-
Roae of mnk!n%' an entrance from the ocean to the harbor. The property
as an ocean frentage of nearly 3 miles. The work of development now
progressing is of such great magnitnde as to astound everyone and has
brought great and growing enhancement to property values in Cape
May city. Watell it grow this year as never bDefore.
Mark you!
Watch it grow.
One would imagine it was one of those glittering advertise-
ments for the sale of stock in a gold mine.

The two largest dredging companies in the United States, 'the At-
lantie, Guif. and Pacific Company, of New York, and the Furst-Clark
Dredging Company, of Raltimore, are under contract with the Cape
May Real Estate Company and are oggmﬂu a number of dredges day
and night. dredging the immense harbor and filling the adjacent prop-
erty with the material removed.

And mark this: 1
Shrewd real-estate investors from many sectlons of the United States

show their faith in this proposition by purehasing Cape May property.
Join the procession and get some of the great fortunes that are beinyg

er's landing, is
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made here. o not delay if yon want to get the largest returns on
your investment. Get in line for profits sure to be made in Cape May
city. Many people are buying lots by mail.

Just think of it. The Government of the United States is
making a survey, and people are induced thereby to purchase
lots by mail lest they might not be able to get in in time to get
the large benefits to be derived from the money to be expended
from the National Treasury.

You can do likewise. 1f you can not personall
our offices, we assure you we will make the best selection possible.
delay or you will miss a great opportunity.

S0OME OF THE GREAT ATTRACTIONS OF CAPE MAY CITY.

Unquestionably the safest and most magnificent beach in the world.
Miles of finished driveways, level as a foor; automobilists’ delight.
Drives far inland are superh through picturesque country. Boating and
fishing unexcelled. Ilunters’ paradise; game in great variety and
abundance in surrounding country. Climate ideal: cooler in summer
and warmer in winter than any other New Jersey seaside resort. I'ur-
est water from artesian wells inland. Cape May adjoins the fast lands.
Fruit and vegetables of all descriptions grow nearby.

To these and other favoring natural attractions the Cape May Real
Estate Company is adding immensely important municipal improve-
ments, including a model sewage-disposal }:lant [comPleted). graveled
and sewered streets, sidewalks, and curbs. In cooperation with the city,
an ocean bulkhead, board walk, and beach drive were constructed along
the entire ocean fromt. A grand improvement; everybody says so.
Greater ones under way.

The Government is going to spend millions on the improve-
ment. Come in before it is too late!

You and your friends want to take advantage of this great money-
making chance. Write us and we will give you detailed information.
This is the chance of a lifetime. BSnap it up for profit making. As
our improvements progress, this property will become immensely val-
uable to first purchasers. You can become one now.

Now, this is your opportunity. Come in before it is too late.
[Applaunse.] Mark you, this is the thing for the improvement
of which the Government is spending millions. Here is a place
where great traffic originates. This is the place that needs the
aid of the Federal Government in order that navigation may be
aided, in order that commerce may be improved, in order that it
may meet the demands of the growing population of the nation.

Investigate and be convinced that here's fortume for you. Surer,
zafer than a gold mine.

How could the committee pass such a place as this without
making a contribution from the public Treasury toward its
development ? :

What an inviting prospect. How certain one is of a fortune
it the Government will but spend its millions there. There is
no money to spare for a great commercial waterway, while mil-
lions are wasted on a private enterprise.

Gentlemen, I submit that if this is a proper improvement for
which to expend public money, that the improvement advocated
by the people of all of the States of the Central West has re-
ceived but scant consideration at the hands of the men who
represent the Committee on Rivers and Harbors, supposed to be
giving fair consideration to every question that means advance-
ment to our commerce and the development of our country.

It is strange that $1,200,000 or more should have been appro-
priated for such a vroject under such circumstances, without
any evidence whatever that there would ever be any tonnage
originating at the point. of the improvement to warrant the
expenditure, and yet the recommendation is made, evidently, to
accommodate a lot of people who are interested in a private
enterprise ; made, doubtless, to accommodate the Pennsylvania
and Reading Railroads, who seem to be preparing to erect ter-
minals at the site of the proposed improvement.

The deep waterway from the Lakes to the Gulf can not be
said to be one in which private enterprise is interested. It is
a project for the development of the commerce of the nation,
in which the people of the nation alone are vitally interested.

We are spending millions of dollars for the construction of
the Panama Canal. Is it proposed that when this canal is com-
pleted that the grain fields of the country, that the.mines, the
farms, the factories of the nation are to be excluded from its
nuse, or is the expenditure which is being made for the construc-
tion of this gigantic project being made only for the accommo-
dation of the shipping of foreign nations?

It is proposed soon te call up a ship subsidy bill for the con-
sideration of the ITouse. The people of the Middle West feel
that every section of the nation should be given equal oppor-
{unity to enjoy the privileges which the establishment of lines
of ships under such conditions might afford, and if. the country
that surrounds the Mississippi Valley is denied the privilege of
sending its products by water to meet the ships that are to sail
from southern ports into South American republies, it can be
seen that they would naturally be opposed to the granting of
such subsidies,

The time has come when the people of the Middle West will
demand consideration at the hands of the nation’s legislators.
Demand it because their claims are just; demand it because the

vigit the property or
Don’t

country embraced within the Mississippi Valley is capable of
producing more from its mines, fields, forests, and its farms
than any other similar area in the nation; demand it because
water is recognized as the cheapest transportation known to
cominerce ; demand it because the nucleus of this great water-
way is already constructed and ought to be utilized ; demand it
because every city on the Great Lakes will be able to ship
direct to the ocean.

I trust the following amendment, which is pending,
adopted :

Toward the construction of a navigable waterway 14 feet in depth,
the locks, however, to be so constructed as to permit of a depth of
wiater of 21 feet over the miter sills, from the south end of the
channel of the Sanitary District of Chicago near Lockport, Ill., hy way
of the Des Plaines and Illinois rivers, to the mouth of sald Illinols
River, and from the mouth of the Illinois River by way of the Missis-
sippl River to 8t. Louis, Mo., in accordance with the report submitted
in House Document No. 263, Fifty-ninth Congress, first sesslon,
$£3,000,000 : Provided, That a contract or contraclis may be entered into
by the Secretary of War for such materials and work as may be nec-
essary to complete said navigable waterway, to be paid for as appro-
priations may from time to time be made by law, not to exceed in the
aggregate $26,000,000 exclusive of the amount herein appropriated.

That the necessity for such an improvement as this deep
waterway from the Lakes to the Gulf exists ean be evidenced
in no better way than by the statement of Mr. James J. Hill,
president of the Great Northern Railroad, which is as follows:

The business of the United States is to-day so congested that from
every portion of the country arises clamor for relief. 'The railroads
everywhere are taxed beyond their power. The people of the United
States, therefore, are face to face with the greatest business problem
that has ever threatened the nation. During recent years the volume
of business has increased and is increasing with extraordinary rapidity,
while the necessary additional trackage and terminals have not been

unal to the demands upon them. The resulting situation is a freight
blockade of enormous proportions, especially at all terminal points.
How to remedy this is a problem, financial, mechanical, and physical,
No time should be lost in applying such measures of remedy as may be
!mslhle, and the first step toward this is to reach a proper understand-
ng of actnally existing conditions. The following figures, compiled
from the official reports of the Interstate Commerce Commission, and
covering the growth of the railroad business for the last ten years,
exhibit the significant facts:

will bhe

| 18095, 1905. l Increase.
|
' |
| | Per cent.
Total single-track mileage ............. 180, 657 218,101
Locomotives.......coueu... <] 33, 699 48, 357 85
PASSENZEr CATS......cucuu.s 33,112 - 40,713 28
Freightcars............. 4 1,196,119 1,731,409 45
Passenger mileage..... .| 12,188 446,271 | 23, 800, 149, 436 95
Freight ton milenge....................| 85,227, 515, 891 (186, 463, 109, 510 118

These figures show the cause of delay in the national trafe move-
ment which threatens to bring industry to a standstill. Within the
last ten years the volume of railroad business in this country has in-
creased over 110 per cent. Meanwhile the railroads have endeavored to
meet it; for, while the increase in locomotives has been 35 per cent in
number, and in freight cars of all classes 45 per cent, the substitution
of larger cars for smaller, better methods of loading and increase in
weight of locomotives, have greatly added to the carrying capacity of
the railroads so far as rolling stoeck is concerned. Moreover, equipment
is being increased as rapidly as capital and labor can do it. The car
manufacturing establishments of the country have all the orders they
ean fill for a year ahead. The locomotive works arve equally busy.
There are and will be cars enough to carry the country’s traffic if the
cars can be moved, but engines and cars must have tracks upon which
they may run.

A striking tale is told by the statistics of railroad building in the
United States. Not only is it true, as stated above. that there has
been In the ten years ending 1904 an Increase of Lut 21 per cent in
mileage, but the most impressive fact is that railroad building has,
within a generation, fallen off just as the demand upon trackage has

increased. At this moment, when that demand is greatest and the
whole country is clamoring for relief, it is the smallest in years. These
are the figures :
Total Increase.  *|nerease
— ——| peran-
mileage. | Amount, Per cent.. num,
E Per cent.
St
7.46
2.19
1.456

The limit of service of a common carrier has been reached when it
has moving at all times over its system as many cars as can be run
upon its tracks with safety, and transferred and dispatehed from Its
terminals and junction points without unreasonable delay. Deyond
that point increase of business can not be handled by increasing cars
and engines. The disparity between the growth of traffic and the
additions to railroad mileage and the extension of terminals, shown by
new mileage of less than 13 per cent a year since 1904, to take care of
a trafic increase averaging 11 r cent a year for ten years past, pre-
sents and explains the real problem. B

The best judgment of many conservative railroad men in the country
is that an immediate addition of not less than 5 per cent per annum to
the railroad trackage of the country -for, say five years, should be made
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to relieve the sltuation and put an end to unreasonable delays in the
transaction of business.

Investigations recently made by public officials, and facts accessible
before those investigations, disclose that the rallroads of the country
have been endeavoring to meet the growing demand upon them. In
order to handle this enormous addition of 110 per cent in busincss with
only 21 per cent more track, they have utilized as never before the carry-
ing capacity of each mile. Nof only were there 35 per cent more loco-
motives and 45 per cent more cars in service in 19056 than in 1895, but
each engine and enr did much more work. The ngsﬁengﬂ'-ml]es trav-
eled per locomotive increased from 1,218,967 to 2,043,553, or more than
68 per cent, and the ton-mlles per freight locomotive from 4,258821 to
6,600,700, or more than 57 per cent. Trains run faster, cars are larger,
locomotives are more powerful, and methods of handling the business
have so improved as to increase the general efficiency. Only by these
improvements has the disparity between trackage and business done been
prevented thus far from creating widespread suffering and loss. Only
thus has the country been enabled to do a growing work with an almost
gtationary machine.

Dut the trouble of business grows and deepens. It is not confined to
any section of the country. And it is in the great centers that the in-
adequacy of terminal facilities makes the pressure most severe and pre-
vents the free flow of traffic. The Great Northern Railwag Company
has thirty-four switch engines in use in the Twin Cities, while it uses
only twenty-eight engines in haunling freight into and out of the same.

No additions to equipment and no increased efficiency in operation can
take the place of the imperatively required new trackage and terminal
facilities, . The country must have, as rapidly as it can be bunilt, addi-
tional tracks and terminal facilities, of which it stands in such need
to-day. Suppose. that only 25 per cent additional track with necessary
terminals and equipment is to be built doring the next five years,; for
with less, the country can not escape severe distress and business de-

ression, can not conduct promptly the volume of business even now
n sight. Our total rnﬂran mileage is about 220,000 miles, A 25 per
cent increase would mean the building of 55,000 miles of new track,
much of which wonld be additional tracks to existing lines; and if five
years were allowed for the work it woald be necessary to build 11,000
miles each year. But that is not all. One-third would have to be
added to this amount for terminal and passing tracks. Add 33 per
cent to 55,000 miles, and the total is 73,333 miles; or, say, before the
end of five years, in round numbers, 75,000 miles of track as the require-
ment for the country to meet immediate needs. As most of this addi-
tional track would be built where traflic is heaviest, for double-tracking
existing lines, it must be expensive work. Grades should be lowered,
curvature reduced, and highway and other bridges built and expensive
terminals created.

No practieal man would accept a contract for furnishing the facilities
required, including additional equipment and terminal facilities, for less
than 8§75, per mile. The question of terminals alone is almost pro-
hibitive. Terminals now in use were acquired when property was cheap
and can be enlarged only by heavy outlay. In many cities it is not even
a question of cost, sinee the area necessary to handle railroad business
properly is not to be had at any price; does not exist within the busi-
ness section where terminals must be located, unless the business itself
were destroyed to make room. The new work, then, would amount to
£5,500,000,000 in round numbers, or a {early average of §1,100,000,000.
That is the sum which shounld be spent before the commerce of the coun-
try can be moved Erororly. It is just twice the total amount of the
bonded debt of the United States after the close of the eivil war. It is
more than twice the entire currency in circulation in the country, and
m:dy a little less than twice the deposits in all the savings banks in the
United States put together. That is the money that should be raised
somehow, and that within the next five years if the business of the
couniry is to escape prostration.

Admost all the complaints made to-day, either by shippers or by oper-
ating railroad men, of obstacles and dangers in transportation service
are due to deficient trackage. The defect can be corrected only by build-
mg more track.

The movement of freight cars is more unsatisfactory to the railroads
than it can be to their customers. The average speed of a frelght train
is from 12 te 15 miles per hour. The average distance traveled by
each frelght ear is about 25 miles per day. That is, the entire freight
equnipment of the country is emplu;ed to the fair limit of its capacity
but two hours out of the twenty-four. On single-track lines freights
must wait on sidings while passenger trains have the right of way;
%r? aistand for days or weeks in yards or at transfer points awalting

eir turn.

It has come to pass also that the inadequacy of trackage takes heavy
toll of life and limb. In 1805 the number of passenger miles traveled
for every passenger killed or injured was 4,789,173; in 1905 it was
2,184, 830. The ton-mileage for each nognbp:lssenzer killed or injured was
2,278,438 in 1805 and 2,201,011 in 1905. Yet during this time cars
were being equipped everywhere with safety devices, and all the rail-
roads were exhausting ingenunity in guarding against accident. The
terrible increase of casnalties in proportion to passenger and freight
mileage is part of the price the publie pays for crowding business so
that it ean be moved only at some sacrifice of safety. e situation
appeals to all the traveling public as well as to every shipper and to
every man connected with the o;l):ration of railroads in this country.

Our population is now increasing at the rate of more than 2,000,000
per annum, and the growth will soon be 2,500,000. The demand upon
the transportation systems of the country grows accordingly. Almost
everything that ministers to human necessity, except such products of
the farm as are consumed on the farm, must be carried b
for a longer or shorter distance. -The total value of farm products
themselves doubled in the t‘h!rtty vears after 1870, and is now estimated
at almost twice the figures of filve years ago. In the last ten years
the output of petroleum has more than doubled, that of pig iron in-
creased 150 per cent, and the value of manufactured products of the
country rose from $0,372,437,283, in 1800, to $13,039,279,566, in 1900,
All the additions to our imports and exports, every activity in every de-
partment of industry, means just so much more work for the carrier
eystems of the coumtry. And they, as to avallable trackage, are little
better than at a standstill. For of the 4,000 or 5,000 miles that are
bullt in a year, the greater part consists of feeders for main lines
and of roads pushed into new country for the purpose of opening it up.
Neither will give relief to main thoroughfares or lighten the pressure
on terminals. DBoth, on the contrary, add to the seriousness of the sit-
uation by creating more business for the overcrowded lines to handle.

The pressure of traffic increases in a constant progression. It has
reached its greatest severity just at the time when railroad construction
is at the lowest ebb. ‘Take the last five years, within which business
has been flourishing everywhere. The rise of new industries and the

the railroad

expansion of old ones, the development of the country as measured b
the increased business of the 1'ostal Department, all indicate the vol-
ume of the burden pinccd upon the railroads. The folloewing figures,
compiled from Poor's Manual of Railroads, show the intense activity
of the last five years as compared with the decline in railroad com-
struction :

1900. 1905, Increase.

" Per cent.

* Miles of railroad operated............ 191, 861 215, 506 12,3
er mileage ...c.cccueivaacan..| 16,813,284,471 | 23,906,420, 668 46.5
Freight mileage............ | s 141,162,109, 413 | 187, 875, 621, 82.7

The number of passenger miles traveled in this country for each mile
of rallroad in It, accordibg to these figures, has increased 30 per cent
in the five years, and the number of ton-miles for each mile of track
has grown 18 per cent. As these percentages are calculated on the
actual number of miles of road existing at the beginning and the end
of the period, respectively, they measure the additional burden on every
foot of track. It is no wonder that, with this extra work to do per
mile, a work net equall{ distributed, but in some sections rising to a
far higher ratio, the limit of effective operation has been reached. The -
highest direction and the best economy is to have irackage, equipment,
and other facilities properly adjusted to the volume of business, and
then keep moving it in a harmonious and useful way. To any such
system, by which alone present distress can be relieved and future dis-
aster averted, more trackage is the first and most indispensable con-
dition.

The problem and the necessity are enormous. At 140 tons to the
mile, it would require 2,000,000 tons of steel ralls every year to furnish
the 15,000 miles of track uired. This is nearly two-thirds of the
product of all the rolling mills in the United States. It wounld call
for the labor of 200,000 men in grading, besides track layers, bridge
builders, and others, Labor even for such extraordinary extensions
and im?rovements as are now being made is not to be had in sufficient
guantities on any terms. And it demands, as has been seen, the invest-
ment in permanent railroad plant of $1,100,000,000 a year for five
years to provide the railroads of the country with means to handle
gropol'ly the business already in sight, not allowing for future growth.
'his is the real rallroad problem of the United States; and it is one
which people have heen singularly slow to perceive and reluctant to
realize, although it is written on cvery page of industrial statistics and
calls to the Jmsser—b from every signal tower, every siding, and every
railroad yard from the Atlantic to the Pacific. To all appearances, the
commerce of the country has touched a barrier which is almost in-
surmountable.

Two remedies must be found. The prohibitory expense now at-
tached to onlargement of terminals at many points, and the absolute
lack of available space at any price, may be met by a decentralization
of traffic. There must be more points for export, more Interior
markets. A 156-foot canal or channel from St. Louls to New Orleans
would go further to relieve the entire Middle West and Southwest than
any other work that could be undertaken. WIth such a depth of water
a gin;izle powerful towboat would carry from thirty to forty trainloads.
Terminal troubles admit of a more general diffusion of business, permit-
ting transters to take place and forwarding to be done where land can
be secured in adequate quantities and at more reasonable prices, To this
the traflic system of the country must be adjusted. The heavy trans-
fers must be made away for the larger cities.

The construction account, however, is the first consideration. It is
not by accident that rallroad bullding has declined to its lowest within
a generation, at the very time when all other forms of activity have
been growing most ra)in; ly. The investor declines to put his money
into_enterprises under ban of unpopularity, and even threatened by In-
dividuals and tglo!itlcal parties with confiscation or transfer to the
State. The withdrawal of capital from this field is one of the bottom
causes of the great decline in rallroad building at the very time when
the growth of the country in other respects has been most marked.
There has been no time since 1893 when there was mare difficulty in
raising money for railread purposes at present.. This feeling must
be removed £nd greater confidence be mutudllly established if any con-
side;nble poction of the vast sum necessary is to be available for the
work.

First, there must be a realization by the coun of the embargo upon
business and of the fact that the cause is insufficient railroad trackage.-
This fact has, strangely emough, come upon the public by surprise.
Even now, and even among those who should be most alert and best
informed, there is little a{mamt comprehension of the desperate need
that business already feels and that is exfressed in delaged freight,
car shortages, and all the discomforts and injuries voiced by the com-
plaints of shippers. Then there must be a fair, intelligent, and loyal
cooperation on the part of the whole people in what is for them a vital
movement to make traffic facilitles equal to the demands. Nothing com-
pares with this in magnitude or importance since the close of the war of
the rebellion. It will take time, patience, and the expenditure of an
enormous amount of money. The task of providing even modestly for
the future s a colossal one. It not only involves gigantic physical and
financial operations,” but it is conditioned upon a rational, just, and

atriotic attitude ugon the part of the whole peoiﬁle. It will require
[he best thonght and the best effort of this generation to avert the evil
that now easts its shadow upon farmer, manufacturer, and merchant
to arrest the progress of the paralysis that is laying its grip upon the
heart of commerce, and to restore the wholeseme circulation, without
which there can mnot be life and growth in either individual or the
Commonwealth.

The great States bordering on the Mississippi Valley are in
earnest. Their people are aroused. They will demonstrate the
untruth of the assertion made on the floor of this House that
no public sentiment exists for this great improvement. Every-
body living in every State bordering on the Mississippi Valley
favors this project. The State legislature of Illinois and the
legislature of the State of Missouri have passed resolutions rep-
resenting the sentiment of the people of these States. They
favor appropriations for this improvement. They not only want
this deep waterway from the Lakes to the Gulf, but they favor
the systematic improvement of all the waterways in the Missis-
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sippi Valley, including the Missouri, the Ohio, the Mississippi,
and all other navigable rivers in the country. I have the figures
showing the difference in cost of transportation by water and by
rail.
MISSISSIPPI RIVER, LAKES, AND GULF CONXECTION—GREAT LAKES.
Effeets of water rate cast on land ratc—Rales by lake and canal com-
pared with rates by vail, Chicago to New York, for tiwcenty years, 1886
to 1903, by years.®

Wheat per Wheat

. per .
3 bushel, Chi- |y, chel, Chi-
Year. cago to New | o000 vaw
York, by lake (080 (0 S €W
and canal, [ s j
Cents. w C'{’nf#‘: 5

6. §
8.51 15,74
B, f-; ]-L%

6.8 15,
5.85 14.81
5.96 15. 00
5.61 14. 28
6.33 14.70
4,44 12,58
538 1300
4.35 12,32
4.42 11. 5%
i 09,08
5.14 9. 92
5.25 10.60
5. 44 b11.33
i b11.11
5.51 11,20

= From reports of the New York I'roduce Exchange,
» Rate for domestic consumption.

These figures are a complete answer to any argument against
the systematic improvement of the matural highways of com-
merce, and prove conclusively that appropriations made for such
a purpose are productive of results beneficial to all the people.
[Loud applause.]

The CIHAIRMAN.
Missouri desire?

Mr. SHACKLEFORD. About twenty-five minutes.

The CHAIRMAN. The gentleman is recognized for twenty-
five minutes,

Mr. SHACKLEFORD, Mr. Chairman, it is not often that a
more important question comes before Congress than that avhich
is now claiming the attention of this House. The life of com-
merce is transportation. And certainly the country has never
been more in need of increased transportation facilities than at
the present time. I believe that a false opinion has existed in
Congress as to what should be done with the waterways of our
country. It has been the idea of most of the Representatives
that we should depend upon the railroads to carry our comumerce
and expend all of our energies in the improvement and deepen-
ing of harbors which constitute the terminals of the railroads.
I believe, Mr. Chairman, Members of this House should begin
to feel, as their constituenis at home long have felt, that we
should develop not only our harbors, but our inland waterways
as well. My friend, the gentleman from Louisiana [Mr. Raxs-
pELL], has advanced the idea that there should be annual instead

. of biennial appropriations for the purpose of improving our
rivers and our harbors. In that view I most heartily concur.
Every year should see a large appropriation passed for the im-
provement and for the extension of our waterways, It should
not be a niggardly appropriation. I have received letters from
my constituents, in great number, asking me to favor an annual
river and harbor bill carrying $50,000,000. I for one am ready
to vote for an annual appropriation of £50,000,000, and if others
will be as progressive s I think I am we will vote double that
amount, and say that every year shall see a river and harbor
bill earrying $100,000,000.

I do not belong to that number of this House, quite considera-
ble, who think that to improve our rivers and harbors it is neces-
sary to take away from the Government revenues that are now
being devoted to other proper objects. I would improve our
rivers and our harbors as amply as their importance demands,
but I would not take it from the naval appropriation bill; I
would not take it from the agricultural appropriation bill; I
would not take it from the other necessities of the Government.
1 believe our revenues are ample for all these purposes if fru-
gality is exercised.

I believe, Mr. Chairman, that I am expressing the views of
the people of the United States when I advocate this large ap-
propriation for our watersvays. I believe that the Members of
this House who are afraid to support large appropriations for
this purpose do not fully understand the sentiment of the peo-
ple whom they represent.

How much time does the gentleman from

I was impressed yesterday, in listening to the gentleman from
Louisiana [Mr. RansperL], when he differentiated between the
two kinds of river and harbor improvements that are being
made—one, the deepening of our harbors, which of necessity
amounts fo increasing the terminal facilities of the railroads.
This is a proper work and in all proper cases shall have my
support. But, Mr. Chairman, there has been a disposition to
lag behind in the improvement of our interior waterways, the
only means at the command of the people for furnishing coni-
petition in transportation rates. T have in iy possession a
table compiled by the secretary of the Interstate Commerce
Commission, showing the difference in rates which prevail be-
tween inland points and those that have water competition,
For instance, take my own State. From the city of St. Louis
to Norfolk, Va., the rate on first-class freight is 88 cents per
hundred, while from St. Louis to Guthrie, Okla., it is $1.30 per
hundred. From St. Louis to New Orleans the rate is 00 cents
per hundred. From St. Louis to Little Rock, only half the dis-
tance, the rate is 100 cents a hundred pounds., Half the dis-
tance to New Orleans pays a larger freight rate than the whole
distance. Why? Because the Mississippi River serves as a
competitor for the railroads in carrying the products of the
Mississippi Valley to the Gulf. All of this has been accom-
plished in spite of the obstructions in the neglected channel of
the river.

We know that the number of schemes that are pressed upon
Congress, all worthy in themselves, is o great that it is a dif-
ficult task to take care of them all rapidly. We have heard a
number of them discussed here yesterday and to-day—among
them the waterway between the drainage canal from Chicago to

| 8t. Louis and from St. Louis to the Gulf.

We all favor that propoesition. But, Mr. Chairman, I believe
I choose to count myself with that number who favor it as a
whole. I believe if you intend to have a waterway from the
Lakes to the Gulf it should be undertaken as a unit and put
through as a unit. Complete surveys and estimates should first
be had, so that we may know just what it is we are undertak-
ing and what it will probably cost. If 14 feet of water from
Chicago to the mouth of the Mississippi River is desirved, I will
give it my support. If a greater depth is desired, 1 will vote
for it. I am in favor of a liberal appropriation for the improve-
ment of the Mississippi River between St. Louis and Cairo. In-
deed, I believe that is the key to the situation of all of the Mis-
sissippi Valley above the mouth of the Ohio River. I believe the
drainage-canal proposition depends for its success upon the com-
pletion of that portion of the Mississippi River between the
mouth of the Ohio and the mouth of the Missouri. The same
ig true of the Missouri River and its tributaries.

Mr. Chairman, in the litile time that I shall elaim the at-
tention of this IHouse I want to address myself to a project
which, considering its importance, has been neglected more
than any other. I allude to the improvement of the Missouri
River. It happened that when the explorers started out on this
continent they first came to the Mississippi River above its june-
tion with the Missouri, and to that accidental circumstance is
due the faet that it is called the Mississippi River. The main
stream is the Missouri River, rising in the Rocky Mountains,
passing on to the Gulf, with the Mississippi simply its tributary.
The Missouri River, from its source to its month below New
Orleans, is the greatest waterway in the world. [Applause.]
1f it were properly improved, ocean-going vessels could load at
Sioux City and unload at Liverpool.

The water is there. All that is needed is the improvement.
The gentleman from Iowa [Mr., Heeprrx], who always speaks
interestingly if not encouragingly upon this subject, said it had
been estimated that to improve the Mississippi and the Missouri
rivers so that they would have a definite channel and carry
the commerce which waited for them would cost a hundred thou-
sand dollars per mile. What of it? Mr. Chairman, there are
railroads in this world that cost more than a hundred thou-

‘sand dollars a mile to build them, and yet their construction

were profitable enterprises. If we could build a waterway
from Sioux City to the Gulf of Mexico at a hundred thousand
dollars a mile it would be a cheap investment for this Govern-
ment. Think of the vast commerce that comes out of the Mis-
sissippi Valley. Why, Mr. Chairman, think of the vast com-
merce that comes out of the Missouri Valley. Think what it
would mean to that commerce, to the producers of that com-
merce, if this water transportation could cut in two the rates
of freight which they now pay. We have heard it said here
that we are not in possession of the revenues for these great
enterprises. Mr. Chairman, I say that we are. Let us take the
money that is being poured into the D’hilippine Islands, let us
take the money that is being poured into the public-building
bill, let us take the money that is being poured into the unnec-
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essary extravagances of this Government and we can make that
the greatest waterway on the face of the earth.

The Missouri River has been kept in the background so
long, it has been neglected so long, that this House is not as
familiar with the conditions there as it should be. We were told
in Congresses gone by that that river had been taken off the
map; when we went into the Rivers and Harbors Committee
room to look at the map of the waterways of this Republie,
the Missouri River was not to be found.

It is very natural under such conditions that we along the
banks of that stream are a little uncertain as to the policies
we should adopt. I am not here to raise a quarrel with any-
body who differs from me as to what should be done. At the
beginning of the last Congress and again at the beginning of
this I introduced a bill providing for the improvement of the
Missouri River by the expenditure of $5,000,000 a year for a
period of twenty years. It seemed to some that my proposi-
tion was extravagant; but, Mr. Chairman, a private corpora-
tion would undertake the building of a railroad through such a
country as that, with such a commerce as is there, and con-
sider it a moderate proposition.

Now, Mr. Chairman, I was saying that we along the Missouri
River have not been certain as to how we would again begin
to get the Missouri River back on the map and provide for
its improvement. I introduced the bill to which I have re-
ferred. My colleague from Missouri [Mr. Erpnis], who is as
ardently in favor of the improvement as I and who is a mem-
ber of the committee, had a more conservative view.

He thought that the better thing to do was to get any sort of
recognition the River and Harbor Committee would give to us.
The River and Harbor Committee has reported the appropria-
tion in line with the recommendation of my colleague, Mr.
Erris. He got precisely what he asked for. 1 thought that he
ought to have asked for more, and I think yet that he ought to have
asked for more; but, Mr. Chairman, he, being on the committee,
was charged with more responsibility than I, and he asked for
the smaller and more modest sum, and it has gone on the appro-
priation bill. At the proper time I shall offer an amendment to
increase that sum, but if it should not be increased I shall, for
one, refrain from any criticism of the Rivers and Harbors
Committee upon that subject. 1 do not mean to say by that that
1 am content with the appropriation we have received for that
great stream, but I am thankful that the committee has con-
cluded to again place it upon the map of those streams that are
to receive appropriations for their improvement.

In this connection I want to say, for the c¢hairman of that
great committee, that man whom I believe is more capable
than any other Member of this House to handle this great Dbill,
that he has shown a willingness to change the views he has
heretofore entertained in regard to the navigability of our river.
11e has shown a disposition to be just and to give us the exact
sum for which our representative on that committee has asked,
and to assure us that if we can develop commerce he is willing
to progress in the magnitude of the appropriation which we are
to receive. Many of us are sorely disappointed that our sec-
tions have not received the appropriations to which they were
entitled, but I believe there is not a Member of this House who
has not unbounded confidence in the ability, fairness, fidelity,
and disinterested patriotism of the chairman of the committee
[Mr. Burron].

There are two streams in my territory concerning which I
desire to make some remarks.

The first is the Gasconade River, which earries a commerce
of 29,837 tons—in round numbers, 30,000 tons. It traverses a
portion of our State where there are not many railroads. It
affords the only means of tfrausportation for a large number of
people who live in my district and the districts of my colleagues,
Mr. Cragg and Mr. Murrny. It is tho only means they have
of getting their products to market. It is not in good navi-
gable condition, but it may be made so. My colleague, Mr.
Craeg, and I conferred about this matter, and after a confer-
ence I introduced a bill asking for a small sum for its main-
tenance and for its survey. The committee has been kind
enough to give us both. With a small expenditure the tonnage
of that stream can be multiplied tenfold in the space of one or
two years. [Applause.]

Another stream in my district is the Osage River., Before
the war the State of Missouri undertook to provide for the im-
provement of that stream, and I believe at one time spent $70, -
000 in that enterprise. There was a time when Governor Me-
Clurg maintained a fleet of boats on that stream that earried
the commerce from the Missouri River that supplied all the
southwestern portion of our State. There was not then sim-
ply a boat but a fleet or line of boats constantly engaged in
transportation. What was done then can be done now. If
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commerce was carried then at an expenditure on the part of
the State of $60,000 or $70,000, what could be done now if that
stream was improved as it onght to be by the General Govern-
ment?

The General Government has jurisdiction of the stream; it
belongs to the General Government; it is one of the streams
the Government should improve for the benefit of the country—
not of Missouri alone, but for all the people of the land. It is
a highway that should be kept up, a free highway, a Govern-
ment-owned highway, operated in the interest of the people
without any embargo laid upon its tonnage. [Applanse.] If
the Government of the United States was willing, and if it
were a proper thing to do, to turn that river over to private
capital, it would carry thousands of tons of freight under such
improvement as private capital would be willing to put there.
If private capital could develop that river into a great highway
carrying commerce of the country, earning a handsoeme return,
why could not the Government which taxes the people keep that
highway in repair for the benefit of the people? [Applause.]
You are willing to pour multitudinous millions of dollars into
the harbors of Galveston, New Orieans, Norfolk, Mobile, Phila-
delphia, Boston, and New York, and other railroad terminals.
TLen, sir, why not make similar appropriations for the internal
waterways that the people may have relief from the extortion
of the railroads? [Applause.]

When we show a willingness to vote appropriations for these
harbors I think that other parts of the country ought to show
a willingness to come to the aid of the Mississippi Valley and
give us that greatest of rate regulation, water transportation.
[Applause.] TFrom the White ITouse down to the country post-
office agitation has been going on in favor of the regulation of
railroad rates. Ilas it been done? I have just quoted rates
showing you that for more than 1,200 miles distant from St.
Louis to Norfolk, Va., first-class freight is 88 cents a hundred,
and that from St. Louis out to our neighboring town of Guthrie,
Okla., the rate is $1.30—nearly twice as much for less than half
the distance. Does your rate regulation correct that? Does
your Interstate Commerce Commission give relief? No. There
is only one means, Mr. Chairman, by whiech we can regulate the
railroads as long as they remain private property, and that is
by putting the waterways in competition with them. [Ap-
plause.] I believe there is no man here so unfamiliar with the
conditions as to make it necessary that I should make a com-
parison of rates between water points and nonwater points, but
I will ask the indulgence of the House -while I take some figures
from the speech of my friend the gentleman from Mississippi
[Mr. HumpHREYS], Ilere are three towns in Mississippi equi-
distant from St. Louis—virtually so—and all reached by the
same two railroads, viz: Greenville, Greenwood, and Winona,
Miss.

Greenville is on the Mississippi River, Greenwood is on the
Yazoo River, and Winona is not on any river. I'rom 8t. Louis
to Greenville the rate is 90 cents, from St. Louis to Greenwood
the rate is 96 cents, and from St. Lounis to Winona the rate is
$1.14. The difference between Greenville and Winona is 24
cents a hundred, quite an item in itself to pay for transporta-
tion. It is enough of itself to pay the transportation; the ex-
cess that Winona pays is as much as the whole rate ought to
be. Why is it that Greenwood and Greenville enjoy that
special advantage over Winona? It is because they are sit-
uated upon the lines of water transportation, and the peonle
there get the benefit of it. Then, if that is true where the
Mississippi River carries transportation below $8St. Louis it
would be equally true if the Gasconade, if the Osage, and if the
Missouri were put into such position that they could afford
competition in transportation to the railroad companies.

“ 0h,” somebody says, * water transportation is too slow.”
Mr. Chairman, my home city is 125 miles from St. Louis. I
knew freight to be loaded onto the cars in 8t. Lounis this summer
that required ninety days to bring it 125 miles. It was ninety
days after that freight had been loaded into the ears in St
Louis before it was delivered. A boat could have brought it
at half the rate charged for it and could have delivered it
within - twenty-four or forty-eight hours. There is no wvalid
argument which can be presented against the improvement of
our rivers, and, Mr. Chairman, we shall fall short of our duty
to our constituents if we higgle about the amounts of the ap-
propriations that are to be made for that purpose. Let every
man in this House be true to his constituency. Let us stand
shoulder to shoulder with the gentleman from FLounisiana [Mr.
RawspeLL] and bring into this ITouse a large annual appropria-
tion for the betterment of these waterways, [Applause.]

Mr. GRAFF. Mr. Chairman, I am well aware of the difficul-
ties of a Member placing by amendment a large project upon
this great rivers and harbors bill, carrying as it does authoriza-
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tions of varying degrees of merit to the extent of $83,000,000, to
be distributed in different parts of the United States.

I am also aware of the implied obligations which are upon
Members swhose communities have received even trivial -contri-
butions from the grand total sum. I am not here to deny there
are numerous worthy projeets contained in this bill, and that
the great majority of them may be entirely worthy of recom-
mendation, but I am here to seriously and emphatically criticise
the fallure on the part of the Committee on Rivers and Harbors
to recognize in a sufliciently substantial way the great project
of river improvement creating a ship canal from the Great Lakes
to the Gulf of Mexico.

The distinguished chairman of the Committee on Rivers and
Harbors yesterday remarked on the floor that it had not been
considered sufficiently to warrant a conclusion; that practically
it had not been before the committee excepting for a few
months. If there has ever been a question which has received
the thorough consideration of the people for almost a century
without abatement of interest it has been the project of a
deep waterway from the Lakes through the Chicago River,
thence by canal to the Des Plaines River, on to the Illinois
River, and thence through the Mississippi River, and finally to
the Gulf.

As early as August 1, 1674, Joliet found the sources of the
Chicago and the Des Plaines rivers in a common pool of water,
and wrote to his friend, Father Dablin, as follows:

A very important advantage, and one which some, perhaps, will find
.it hard to credit, is that we could quite easily go to Florida in Dboats,
and by a very good navigation. There would be but one canal to make—
by cutting only one-half a league of prairie—to pass from the Lake
of Illinois (Lake Michlggn) into the St. Louis River (the Des Plaines
Rtiver). The route to taken Is this: The bark should be built on
Lake Erie, which Is near Lake Ontarlo. It could easlly pass from
Lake Erie to Lake Huron, from which it would enter the Lake of
Illinofs. At the extremlity of this lake would be the cut or canal of
which I have spoken, to have a passage to the St. Louls River, which
empties into the Mississlippi. "T'he bark having entered this river, could
caslly sail to the Gulf o exico,

Again, in 1817, Samuel A. Storrow, Judge-Advocate in the
United States Army, to a letter of Major-General Brown, wrote
as follows:

Before the Chicago River enfers Lake Michigan its branches unite,

the one proceeding from the north, the other from the southwest, where
it takes its rise from the very fountain of the Plein (Desplaines), or
Illinois, which flows in an opposite direction. The source of these two
rivers illustrates the geographical phenomenon of a reservoir on the
very summit of a dividing ridge. In the autumn they are both withont
any apparent fountain, but gre formed within a mile and a half of each
other fy some lmperceptible undulations of the prairle, which drain
it and lead it in different directions. In the spring the space between
the two is a single sheet of water, the common reservoir of both, in the
center of which there is no current toward either of the opposite streams.
This circumstance creates the singular fact of the insulation of all of
the TUnited States except Louisiana, making the circumnavigation of
them practicable from the Gulf of St. Lawrence to that of AMexico, with
the single hindrance of the Falls of Niagara. The situnation of the
Chicago and De Plein rivers should not escape national attention. The
ground between the two is without rocks, and with little labor would
admit of a permanent connection between the waters of the Illinois and
Lake Michigan.

On August G, 1814, Niles's Register, of Baltimore, reflected
the condition of public sentiment on this great subject, which
was at that time being discussed in the United States Congress.
It said:

By the Illinois River it is fmbab!e that Buffalo may be united with
New Orleans by inland navigation through Lakes Erie, Huron, and Mich-
izan, to the [llinois River, and down that river to the Mississippi.
What a route! HMHow stupendous the Idea! How dwindles the im-
portance of all the artificial canals of Europe compared with this water
communication ! .

In 1821 the State of Illinois caused a partial survey of the
entire route to be made for the purpose of demonstirating the
practicability of the undertaking.

Then followed the grant by Congress to the State of 200,000
acres of public land to be disposed of for the benefit of work of
construction, and Illinois passed a law for the construction of
the Illinois-Michigan Canal in 1829, but it was not begun until
18326 and completed in 1848, connecting the Chicago River with
the Des Plaines River, and furnishing the missing link of con-
nection with a depth of 6 feet. In its day and generation the
Illinois-Michigan Canal was of great commercial value to the
State not only by the actual tonnage carried and tolls collected,
but by its influence on railroad rates after that means of trans-
portation came into existence, and even to-day it is claimed by
shippers in that State that a preceptible difference is manifest
in rallroad rates in seasons when this old canal ean still be
used to some extent and when it is not available in any degree
by reason of ice or other causes.

Mr. CAMPBELL of Kansas. May I ask, Is there any com-
merce at all on the canal from the port of Chicago?

AMr. GRAFF, I am talking of the Illinois and Michigan
Canal. There is, of course, the Chicago Sanitary District

Canal; that is the one that is proposed to be used in-this en-
terprise.

Mr. CAMPBELL of Kansas. I understand that.

Mr. GRAFF. And it is now completed, extept they have
not yet got ready to open it for navigation. They are still at
work, and they have about got ready to make complete connec-
tions for navigation.

Mr. CAMPBELL of Kansas. I understand the canal has been
completed from Chicago down to Joliet.

Mr. GRAFF. To below Lockport.

Mr. CAMPBELL of Kansas. Is there any commerce on the
canal?

Mr. GRAFF.
Canal at all yet.
Mr. CAMPBELL of Kansas. You are simply indulging in

They can not travel on the Sanitary District

hope?

Mr. GRAFF. O, no; I am talking about the Illinois and
Michigan Canal at this time, The Chicago River composes a
part of this eanal, and there is simply an enormous commerce
on that part of the canal.

Mr. CAMPBELL of Kansas.
of the Chicago River?

Mr. GRAFF. Thirty-six feet.

Mr. CAMPBELL of Kansas.

Mr. GRATFF. Yes, sir.

AMr, CAMPBELL of Kansas,
merce on that now?

Mr. MADDEN. It runs up against a stone wall.

Mr. GRAFF. It is not now open, because there is a stone
wall that shuts up the end of the canal; but the channels, T
was just informed by my colleague, have been opened up.

Mr. CAMPBELL of Kansas. Is it open up now so as to ad-
mit of commerce?

Mr. GRAFF. The bridges have been now arranged so that
it will permit the passage of boats. These bridges were opened
on the 17th of January.

Mr. CAMPBELL of Kansas. How far from the mouth of that
canal is it to where the canal would empty into the Mississippi?

Mr. GRAFF. .From the mouth of the Sanitary District to the
end of the canal is 327.28 miles, from the end of the Illinois
River and the Sanifary District and the Chicago River, which
is part of it, is 38 miles long, so that the distance is about two
hundred and eighty-odd miles. :

Mr. CAMPBELL of Kansas. The distance that is to be cov-
ered and has not yet been touched would be in the neighbor-
hood of 280 miles? =

Mr. GRAFFE. It is about 280 miles, which it is purposed to
decpen 200 feet wide and 14 feet deep from the end of the
Sanitary District to Grafton, which is the mouth of the Illi-
nois River, and the estimated cost of that is $23,000,000. Then
the board of engineers——

Mr. CAMPBELL of Kansas. You base that estimate of cost
on the cost of the drainage canal down to Joliet?

Mr. GRAFF. Oh, no; it would not be based upon that, be-
cause the expensive portion of this work has already been done
by the people of Chicago, because the difficult part of the work
is the rocky section, and that is the section through which
the sanitary channel passes, and Chicago has spent $50,000,000
for this purpose. When the Chicago Sanitary District was char-
tered by the legislature of the State of Illineois there was in-
corporated in their charter the provision that the channel
should be constructed for a ship canal as well as for sanitary
purposes, otherwise the people of the State of Illinois would
not have granted the charter. This estimate of $23,000,000 is
the result of the survey and report of the board of Army en-
gineers under the act of June, 1902. Tbe gentleman from Kan-
s3 asked me the distance from the mouth of the sanitary canal
to the mouth of the Illinois River.

Alr. CAMPBELL of Kansas. Or to where you would expect
to connect with the Illinois River or with deep water.

Mr. MADDEN. Sixty miles.

Mr. GRAFF. Sixty miles to the Illinois River. You see
there is the Des Plaines River, and then that flows into the Ili-
nois. The Des Plaines is a branch of the Illinois River.

Mr. CAMPBELL of Kansas. From the mouth of the canal
you go into the Des Plaines River.

Mr. GRAFF, Yes,

Mr. CAMPBELL of Kansas.
into the Illinois.

Mr. GRAFF. Yes.

Mr. CAMPBELL of Kansas. And then you follow the Illinois
into the Mississippi. :

Mr. GRAFF. Down into the Mississippi, and we wonld have,
under the survey and plans, a canal 14 feet deep and 200 feet

What is the depth at the mouth

And that runs as far as Joliet?

And you say there is no com-

And from the ]jes Plaines River
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wide, which runs from below Alton, on the east bank of the Mis-
sissippi River, a distance of 18 miles and comes out into the Mis-
sissippi River just opposite 8t. Louis, The cost of the canal
from Alton to St. Louis is $G,553,880; the cost of the waterway,
14 feet deep and 200 feet wide, from Lockport to Grafton is
£23 543,582, with $1,376,000 additional if the locks to be built
be inereased to 20 feet in depth, according to the report of the
Board of Engineers of the War Department. The proposition of
deepening the river after you leave the sanitary distriet is not
difficult, with the exception of a small, rocky section, and after
that is passed the sharp declivities in the river cease and it is
almost level from that point down to Grafton, and it is a simple
proposition of excavation, with no engineering difficulties pre-
sented.

In addition to that, the report of the engineers from the War
Department, made several years ago, when another survey of
the Illinois River was made, declared that the Illinois River
preserves its banks better than any other river in the United
States. There are no difliculties regarding silt. There are no
difficulties about washing and about changing the channel of
the river.

The Illinois River is some 800 or 900 feet wide. After this
rocky section is passed there is only a fall of 29 feet the whole
distance of some 300 miles to Grafton, and it is a simple propo-
sition of dredging.

Now, I desire to advert to a matter that occurred yesterday
when I interrogated the gentleman from Ohio [Mr. Burtox]
concerning the reasons why the Hennepin Canal was built.

It was stated at that time that it was bnilt primarily and
chiefly because my old friend, Gen. Thomas J. Henderson, from
that section, happened to be chairman of the committee; but I
did not want to be understood as saying that the Hennepin Canal
is valueless and that Congress made a mistake at that time.
While I was not then a Member and had no responsibility con-
nected with it, I want to state the testimony given me to-day by
Mr. Charles Deere, of Moline, who is president of the Deere
Plow Company, I believe, and interested in the Sylvan Steel
Company, of Moline, Ill, to the effect that the Hennepin Canal
will have a tremendous influence upon freight rates, and that
it will be actually utilized in transmitting blooms and steel and
iron from Chicago down to the cities of Rock Island, Moline, and
Davenport, and, in his judgment, will reduce freight rates one-
half. And I furthermore want to say that I do not wish fo be
understood as entertaining any other than the highest opinion
of the gentleman from Obhio [Mr. Burrox]. I have confidence
in his ability, and I have just as much confidence in his integ-
rity, and I must at this time give him due credit for the obtain-
ing of a half million dollars to complete this self-same Hennepin
Canal, chiefly at my instance, two years ago.

It was placed under the contract system about eight years
ago, and it was supposed that the amount authorized would
complete it; but it turned out, when they reached the point
where the money was all expended about two years ago, that
there remained incomplete work which would necessitate an
appropriation of half a million dollars, and the River and Har-
bor Committee, prineipally through the courtesy of its chairman,
gave us that amount, and the result is that the Hennepin Canal
will be completed next year and will be a valuable part and
parcel of this scheme of waterways.

Mr. DAVIDSON. Will the gentleman state the depth of the
Hennepin Canal?

Mr. GRAFF. Seven feet. It was begun fourteen years ago
and dragged its weary length along in process of construction
through all those years, until about eight years ago it was
placed under contract system and then more speedy progress
was made.

River conventions have been held throughout the State, until
some twenty years ago public opinion erystallized in favor of a
depth of 14 feet from Chicago to 8t. Louis.

This was clearly and definitely known through organized com-
mercial bodies, river improvement associations, and resolutions
and statutory enactments passed from time to time by the
legislature in our State. On May 20, 1889, the State legisla-
ture passed a charter enactment of the Sanitary Distriet of
Chicago, authorizing them to construct and operate a drainage
and ship canal from Lake Michigan, through the Chicago River,
connecting by an artificial channel with the Des Plaines River,
and extending from the Chicago River to Lockport, with the
following significant sections contained in said law:

If at any time the General Government shall lmprove the Des
I"aines or Illinois rivers, so that the same shall be capable of receiv-
a flow of 600,000 cubic feet of water per minute, or more, from
channel, and shall provide for the payment of all damages which
extra flow above 300,000 cubie feet of water per minute from
such channel may cause fo private property, so as to save harmless the
gaid distriet from all llability therefrom, then such sanitary district
shall within one year thereafter enlarge the entire channel leading into

saja
any

gald Des Plaines or Illinols rivers from said district to a sufficient
size and capacity to produce and maintain a continuous flow through-
out the same of not less than 600,000 cubie feet per minute, with a
current of not more than 3 miles per hour, and such channel shall
be constructed upon such grade as to be capable of Produclng a depth
of water not less than 18 feet throughout sald channel, and shall
have a width of not less than 160 feet at the bottom.

24. When such channel shall be completed and the water turned therein,
to the amount of 300,000 cubic feet of water per minute, the same is
hereby declared a navigable stream, and whenever the General Govy-
ernment shall improve the Des Plaines and Illinois rivers for naviga-
tion, to connect with this channel, said General Government shall have
full control over the same for navigation purposes. but not to interfere
with its control for sanitary or drainage purposes. .

When it is fully completed it will have a capacity, according
to the report of the board of engineers of the United States
Army upon the project which we are now advocating, of about
10,000 cubic feet per second flowing at a low velocity. As now
constructed, it has a maximum depth of 36 feet and a minimum
depth of 22 feet, which it is proposed to increase to the maxi-
mum depth. It has a general width of 160 feet in the rock
section and 202 feet in the dirt section. It constitutes a navi-
gable channel for the largest vessels now navigating the Great
Lakes. With the 6 miles of the Chicago River and the 2 miles
extension, it provides a wide and deep channel for 36 miles
from Lake Michigan, and the cost when completed some
$£55,000,000,

The balance of the State are proud of her great eity of Chi-
cngo, containing two-fifths of our entire population, and the
State at large is willing to grant any proper concession to her
great city which is reasonable in its charaeter, but it is ex-
ceedingly doubtful if the legislation which was passed at the
time the original charter of the Sanitary District of Chi-
cago was passed or the subseguent legislation amending the
charter could have been prevented had the provisions for the
construction of the channel not been provided for a ship canal
as well as the needed outlet for the drainage of the metropolis.
Right well has Chicago constructed this great engineering feat
of severing the divide through the rocky sections of the route,
and amply has she constructed the channel for navigation pur-
poses.

January 2, 1900, the Sanitary Channel and Ship Canal was suf-
ficiently finished to begin its use and the waters of the Chicago
River were reversed in their current, and fifteen days later the
gates at the lower end were opened, and for the first time in
centuries the waters of the lake began to flow in a great stream
toward the Gulf of Mexico, resuming what geologists all unite
in claiming to have been their former course. This stimulated
the interest of the people of the State of Illinois and of the
neighboring States in their advocacy of the deep waterway
canse, and to-day there is no doubt of the universal support of
the people of our State of this measure and of its great
comercial advantage not simply to the State, but to the entire
Mississippl Valley. I was surprised at the statement of the
gentleman from Ohio, the distinguished chairman of the Com-
mittee on Rivers and Harbors, when he said yesterday that he
had not heard of this enterprise except within the last six
months. If he has not heard of this enterprise, he has certainly
been oblivious to the actions of his own committee.

The act under which the survey and estimates were made for
this 14-foot channel from the end of the sanitary district of
Chicago to St. Louis was passed in June, 1002—over five years
ago—and it was not acted upon by the Committee on Rivers
and Harbors without a thorough hearing upon the subject, and
that hearing was directed to the advisability of the project be-
fore the appropriation of the act of 1902 was made, of $200,000,
directing a survey and an estimate of the cost, and the chairman
of the committee, the gentleman from Ohio, courteously gave
the people of the State of Illinois who were interested in this
enterprise a hearing in the lobby of the House of Represent-
atives before the entire committee, and before that committee
appeared the Illinois Valley Association and Chicago represent-
atives. Chicago has had many thousands of people interested
in this enterprise formed into organizations.. The Illinois Val-
ley Association is composed of people representing the remain-.
ing three-fifths of our State, which is composed of 6,000,000
people, Illinois has borne her share of the political, the com-
mercial, and the moral burdens of the people of this Republic.
1llinois has a history which warrants her not in asking from
this House an unmerited appropriation, but Illinois is at least
entitled to consideration.

And the representatives from Illinois, Chicago organizations,
and the Ilinois Valley Association in 1902 appeared before the
Rivers and Harbors Committee here, represented by one of the
most distinguished engineers in the great West, Lyman E.
Cooley. T had the honor to submit a few remarks at that time,
as did other members of the Illinois delegation, in behalf of the
14-foot project, and I remember distinetly while that hearing
was not taken down and printed and preserved as a document,
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that the gentleman from Ohio asked Mr. Lyman B. Cooley, sup-
posing the further imiprovement of the great Mississippi River
from St. Louis to the Gulf was found afterwards impracticable,
whether the present enterprise from the end of the Sanitary
District to St. Louis would be justifiable, and Mr. Cooley en-
tered upon a discussion of that project alone, standing alone
upon the supposition that these sequent improvements, which
were considered a part of it from 8f Louis to New Orleans,
were never carried out. Mr. Cooley stated the kind of crafts
which were practicable in a channel of 14 feet in the river,

-showing, while 14 feet would not be sufficiert for all the vessels

of the Great Lakes on our northerm boundary, within the
boundaries of the channel of a river like that of the Illinois
large barges could be constructed and could be utilized for
the carrying of traffic which would enter upon that river, and
it was affer a consideration of the very questions which were
submitted at that session of Congress to the board of engineers
that the Committee on Rivers and Harbors concluded to recom-
mend to incorporate in the river and harbor appropriation bill
the provision which brought out the subsequent survey and esti-
mate on the 14-foot channel from Chicago to St. Louis.

Now, then, what period of time elapsed after the action of
the Committee on Rivers and Harbors and the House and the
Senate, not taken without consideration, and the time when
the matter came before the Rlivers and Harbors Committee for
consideration again? A period of over five years. And does the
gentleman from Ohio criticise the advocates of this great public
improvement because they do not appear before his committee
and press the claim of our improvement during the time that
the survey was in progress of completion? I should think not.
The survey was finally made. What did the law of June 13,
1902, provide? It provided that the War Department should
determine the feasibility and cost of the enterprise; whether
it was an engineering practicability, and if so, how much would
the total cost be, and the War Department proceeded in obedi-
ence to the instructions of that law, and they filed in Congress
in February, 1905, as complete a survey as ever has been made
by the engineers of the United States Government. The entire
length of the proposed canal from Chicago to St. Louis will be
305.28 miles. The distance of the other project, which, we say,
we hope will follow, from St. Louis to New Orleans, is some-
thing like 1,200 miles,

The amount of the business done upon the Chicago River is a
forecast of what will follow if an adequate channel is given in
the further development of this great water highway through
the heart of the continent. But the gentleman from Ohio stated
yesterday that hereafter he did not propose to consider in the
Rivers and Harbors Committee, go far as he was concerned, any
project which did not bear in addition to a favorable report as
to its engineering feasibility a report from the engineering board
of the War Department as to its advisability. Then, if that is
true, Congress proposes to abdicate its functions. What other
matters of consideration can there be thought of in connection

with a great public work like this save its cost; its engineering.

feasibility ; its commercial advisability? If there be anything
left for the House to determine, I would like to know what that
would be. It seems to me that the testimony in favor of the de-
sirability of this great waterway in the various generations
that have lived and died through almost a century of the his-
tory of Illinois ought to have some force with practical men,
Al, but we are dreamers of dreams and we are seers of visions.
Why, the achievements of to-day were the dreams of yesterday.
If men had first to demonstrate with mathematical accuracy
the outcome of new projects never before having a realization
in experience the world would halt its advance.

There is something else besides mathematical demonstration
that enters into sound judgment. Cold, careful, practical men
look into the future and attempt to exploit fields which have
been untrodden before, and come to that judgment with a large
measure of faith and imagination placed in the combination to
arrive at the result. Edison dreamed of his frinmphs of elec-
tricity long before they were a realization. Suppose that the
measures contained in this great rivers and harbors bill were
held up to that sort of a test, including $4,000,000 expended upon

the Ohio River; how much tonnage would have actually to

exist npon which to base a safe caleulation by a member of the
Committee on Rivers and Harbors when determining as to the
merits or demerits of a proposition? If there had to be a math-
ematical proof of the commercial profit of the great enterprises
in which the governments have placed their millions, what
would have become of the proposition for the Sault Ste. Marie
Canal? Where would have been the Suez Canal? 8till the
unrealized dreams of some philosopher.

Why, the Panama Canal has been a matter of speculation for
half a century. Dreamers have written about if, essayists

have called attention to the fact that sometime the dlstnnti'
future would demand it, but finally this prosaic Congress is
now in the midst of its construction. And what are the argu-
ments presented? Is there any man living that can tell within
millions of tons of the probable business to be done by the
Panama Canal when completed? It is true that generalities
are indulged in about our oriental trade, but everybody knows
that our oriental trade at present as compared with our European
trade is absolutely insignificant. But it takes the dreamer
that can see things that are not to be discerned by the eye,
that can hear things the sound waves of which do not reach
the drum of the ear, that have brought the practical triumph
of this United States and all progressive people, which were
afterwards turned into brick and mortar and stone,

Now, then, does anyone say that it is an impractical dream to
unite the two greatest cities in this country, one having two
and one-half millions of people and the other 600,000, by a water-
way passing through the heart of a great State at present com-
posed of 6,000,000 of people and already the center of civiliza-
tion, destined in the future decades to have gathered there a
denser population than there is in the most densely populated
part of Massachusetts, endowed by nature with a wonderfully
fertile soil, inhabited at present by one of the most progressive
and prosperous and busy people on the face of the earth, along
whose banks are untold wealth of hidden mines of valuable
coal, existing, as we know from actual investigation, from
Chicago clear down three-quarters of the length of the Illinois
River?

Already there is a development there in the coal industry
which has been unparalleled in the history of our State. Is it
impractical to give an additional means of transportation when
every man who thinks upon the subject of raiiroad transporta-
tion sees that the amount of facilities for the transportation of
all products at the present time with the present railroads
through the country is short some 235 per cent? When practical
men like James J. Hill call attention to that and speak of the
development of the rivers and harbors as a way to meet the de-
ficiency, is it an impracticable dream to further improve a line
of rivers whose location and availability to-day ean be marked
on the schedules of railroads which actually go in their vi-
cinity and would come in contact with their competition with
the present facilities which they have?

In November last there met at St. Louls the greatest water-
way convention that bhas ever assembled in the United States,
composed of 1,200 delegates from fifteen States in the Missis-
sippi Valley, including large delegations particularly from the
cities of Chicago, St. Louis, Peoria, and Pekin, Il., devoted to
the cause of the project which we are advocating to-day, and
composed of leading men in all the avocations of life whose
judgment as to the advisability of this project is far superior, in
my opinion, to any body of men separated from competitive life
and devoted to techmical service under the United States Gov-
ernment as officers of the Army.

The governors of Louisiana, Missouri, Arkansas, and Illinois
by their presence evidenced the opinion of the men making up
the citizenship of all of those States, a valuable proof of the
advisability of this project from a commercial standpoint.
These men were there at their own expense and volition without
Liope of advantage save that which would arise for the common
good. The legislatures of the States of Illinois and Missouri
have voiced publie sentiment in favor of this enterprise in the
last few days. There is no doubt but the people of the Middle
West believe in its virtues, and propose to continue in their
demand for this improvement until it shall have been accom-
plished.

On January 23 of the present year, just a few days ago, the
Illinois Society of Engineers and Surveyors met in their con- .
vention session at my home ecity of Peoria and addressed a
memorial in favor of this measure to the Speaker of the House
of Representatives, and took issne with the adverse finding of
the board of engineers recently made as to its advisability from
a eommercial standpoint. These men are skilled in their pro-
fession and are capable of passing upon the technical features
of the work, and have the additional advantage of belonging to
civil life and are familiar with its burdens, its necessities, and
its problems. I append that memorial to my remarks:

Peonria, ILn., Januwary 23, 1907,
Hon. JoseErH G. CANNON,
Speaker of the House of Representatives,

and Members of Congress from Illinois,
Waskington, D. €.

DAz Sms: We the undersigned members of the Illinois Societ;
of Engineers and Surveyors In annnal session assembled do herely ad-
dress the following memorial to {ou in expression of our deep conviction
of the feasibility and practicability and the commerical utility (in com-

arison to its probable cost) of the proposed improvement of the Illinois
B.h'er into a commercial waterway having a channel of not less than
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14 feet in depth as a comnection between the already nearly completed
Sanitary and Ship Canal leading from Chicago to Joliet with the
Mississippl River at or near 8t, Louis.

We are fully aware that this subjeet is at the present time before the
House of resentatives for consideration, and we are reliably theugh
not officlally informed that the two boards, one of survey and one of in-
vestigation, of the United States Government have investigated by survey
and i*‘:lqulry into the gquestion of the feasibility and commercial ntility of
this project and have made their reports to Congress; that the rﬂ{»rt
of the first board of survey unqualifiedly commends the practicability
and feasibility of the plan with an estimate of its cost; that the sec-
ond ard, while admitting the practicability and feasibilty of the
plan and not taking excepiion to the estimate of cost, has assumed
that such cost was in excess of the value of the improvement to the
nation from the standpoint of its commercial utility.

Now, therefore, we as practical men, interested only In the ultimate
welfare of the State and nation, belleve it to be our duty to express our
doubt as to the correctness of the deduction of the latter board when
viewed from the broad standpoint of the R'mbabllities of the future as
judged from the experience of the past, e firmly belleve that statis-
tics she the amount of traffic now existing, or to immediately seek
use of this commercial highway if completed, would not be broad enough
to indicate the value of such a work to the State and nation. There is
no question of the amount of tell to be received affected the amount
of traflic on the canal. There is no question of commercial success or
failure of the work as a business enterprise. It is not such a toll route
nor such a business enterprise.

As it appeals to us, the question is What will be the broader effect upon
the business and prosperity of all the territory which is subject to its pos-
gible use or the possible effect upon the cost of freight as carried from
one city to another over this great Pm}ect&i bighway? It is impossible
to estimate the great regulation of the cost o mrlnﬁe of all freight
that would be affected by connecting the largest inland lake system in
the known world directly with the largest known system of river trans-
portation in the world by such a waterway as wounld permit the foating
ofsteam vessels of a larg&Enougg size and })roper pe to carry the
ﬁdt_ﬁé“ on the lake system and deliver such freight to the river system
without transshipment or the breaking of bulk—this great water high-
reugresentlng a free and untrammeled means of access, a right of
subjeet to the control of ne monopoly whatever, but open to the
free use of the public. There can be no doubi but that the cost of all
the heavy freight carriage that could be in any way tributary to this
lake and river system would by this competition be reduced to an
extent which no legislation or force of mere corporate competition
could affect. We feve ultimately the whole nation would profit in
the possibility of a future connection between the Gulf of Mexico
the Great Lakes when this waterway should be so extended as to
reach the Gulf, and a source of internal defense created by means of a
properly constructed Navy that would be of greater value in case of
emergency than many times the same amount of money expended on
immense battle ships that could be of no wvalue whatever for our in-
ternal defense.

We further represent that we belleve such a judgment as is ren-
dered by this board, If it had been aﬁplted to the construction of the
canals and locks at the Saunlt Ste. Marie, based n s ics cov-
ering only the trafic known at that time, over the pi route,
would have prevented forever the construction of that most wonderful
highway of commerce, and that the same argument would have pre-
vented private enterprise from ever constructing any of the great
transcontinental railroads, and would doubtless prevail against the
construction of the Panama Canal, and would never have permitted
England to have nded millions of dollars on the Suez Canal.

Finally, that nmﬂmg but the experience of the future and anal
with above cases can absolutely prove what we fully believe to be the
fact, namely, that the completion of a 14-foot channel to connect the
Lakes at Chicago with the Mississippi River at St. Louis will be not
only a justifiable expenditure for the United States from the local
standpoint of the State of Illineis, but from the standpoint of the
future best welfare of the nation.

Respeetfully submitted.

Dabney H. Maury,

way,
way,

sident; A. W. Gates, Monmouth,
I1l. ; Clark G. Anderson, Moline, Ill.; C. A. Prout,
Wheaton, Ill.; Fred. W. Honens, Sterling, Il ; Jos.
A. Moore, Chicago, Ill.; T. L. Burkland, Peoria, Il ;
A, W. Bell, Bloomington, Ill.; H. C. Hoagland, De-
catur, Ill.: J. B, Kemp, Kewanee, 11l.; Hugo Lucas,
Peoria, Il ; Henry loomgot. Peoria, IH.; W. E.
Burkhalter, Peoria, Ill.; J. G. Melluish, Bloomington,
Il.; Clem. L. Cravens, Toulon, Ill.; D. H. Roberts,
Peoria, Il1l.; J. G. Hare, Bloomington, I1l. ; H. Foster
Bain, Urbana, Ill,; A. F. Niehol, Marseilles, Il ;
Lloyd Z. Jones, Galva, Ill.; W. G. Kirchoffer, Madi-
som, Wis.; J. W. Woermann, Peoria, I1l.; R, 8. Wal-
lace, Peoria, Il.: J. W. Da%pert, Taylorville, Il ;
8. T. Henry, Chicago, Ill.; P. C. Ki
.2 N. Talbot, Urbana, Ill.; W. A, McCully,
C. Quade, St. David, Il ; Chas.
I’eoria, Iil.; -Chas. B. Burdick, Chicago,
I1l.; 8. N. Johnson, Spri eld, I1l.; Web. P. Bush-
nell, Quincy, 1l.; John M. McNabb, MeNabb, I1L.;
Julius G, Gabelman, Chicago, IIL; Henry B. Dirks,
Chieage, 11l.; G. C. Faircle, Chaﬂpaign. I1. ; Frank
W. Ives, Bloom 1. ; EB. . Sehiflow, Elgin,
IL; W. M. W , Decatur, IlL.: D. J. Btanford,
Chatsworth, IIL ; A. B. Alexander, Decatur, IlL ; Geo.
M. Clark, Low Point, Ill.; O. H. Nicolet, La Balle,
Il ; John J. Harmon, Champaign, Ill.; A. D. Thomp-
son, Peoria, 11

I also have received from the Promotion Club, an Adjunct of
the Creve Ceenr Club. of the city of Peoria, I1l., an organization
of its progressive citizens, resolutions in behalf of this project,
and which I also make a part of my remarks:

PEORIA PAYS ANNUALLY OVER $30,000,000 INTERXAL REVENUE—OXE YEAR
IS ALL WE ABK.

Whereas the reports from Washington advise that the rivers and
harbors bill as reported from the Rivers and Harbors Committee under
the leadership of Hon. THrEoDORE E. BurToX, its chairman, while pro-
viding for the expenditure of an unprecedentedly large amount of money
during the coming two years upon various items of Internal improve-
ment of rlyers and harbors, does not In any way recognize the Illinois

River as one of those objects which Is worthy of the financial aid of the
United States toward its at improvement as a water 3 and

Whereas the State of Illinois has permitted the use of the Illinois
Rtiver for the purpose of the protection of the health of the t eity
of Chicago by granting the "ﬁ';‘ to turn a lnrlgc volume of the waters
of Lake Michigan down to the Mississippl River through this valley
in the full expectation that this would result in affording aﬁreat ship
canal for the public use to connect the Great Lakes with the Mississippi
IRtiver, and in furtherance of this idea an extra diture of over
$30,000,000 has been mdade by the city of Chicago in order that the
greatest obstacle to such a uhig canal might be removed and the first
and most expensive section of that great work be completed and offered
as a free gift to the United States, and that in pursuance of an aet
of Congress ealling for a survey of the Illinois River and estimate of
the cost of its improvemeat, a board of competent engineers has re-
ported upon the feasibility of the construction of such a waterway at
a cost not to exceed $31,000, ; and

Whereas, in order that the full benefits of such a work may he real-
ized, the Missinsipgl River should be maintained at its highest effi-
cieney ; it should be impreved according to the plan known as the
“ plan of 1881 between St. Louis and ; " Therefore, be it

Resolved, That the citizens of Peoria, through their representatives,
the Promotion Club, of said city, respectfully request that the Congress-
men of 1llinois, when the rivers and harbors bill is reported, shall in-
troduce and favor two amendments thereto :

First. An amendment making an appropriation of $1,000,000 per
vear for four years for the permanent improvement of the Mississippl
River between St. Louis and Cairo, to continue the plan of 1881,

Second. An appropriation of $3,000,000 to begin work on the deep
waterway from the lakes to the Gulf..

Resolved, That the Promotion Club of Peoria requests all Repre-
sentatives in Congress who desire the commercial prosperity of the
Mississippl Valley to vote and to work for these two amendments. .

Chicago has paid $50,000,000 toward this, and offers it to the Unlted
States without any strings to it.

Peoria, Ill., is the second city in the State, midway between
Chicago and 8t. Louis, with a population of 85,000, fourteen
railreads, and a commerce of large proportions, the statistics of
which for the year ending December 31, 1906, I append to my

remarks :
Receipts and shipments at Peoria, TL., for the year ending December 31, 1906,

Artiele, Reeceipts, Ehipments.
1,186, 620 1,179, 630
1, 208, 800 S04, 481
15, 180, 900 8, 204, 900
18, 326,000 19, 484, 920
344, 300 101, 800
- 3,062, 000 1,101, 500

22,195 41,

5 1, 815, 000 630,

BroomL COTD . covavesnsaanen = do. ... 2, 520, 000 2,208,
..... sananmanseasaDOETEIS. . 139, 737 576, 884
s aannnas s POMIBOR. . 12, 068, 400 21, 834, 050
....... head.. 53,810 55, 856
e, fE 406, 994 333,315
S, T N 5, 280 7,140
..tierces... 1,210 H, 265
....... barrels. . BB s i
cisesasness0....] 85,420,000 28, 176, 200

.......... e 58, 840 B4,

210,

e0ns
Merchandise .

As will be seen, the internal-revenue receipts of the General
Government for the single year paid at Peoria, 11, would be
sufficient to pay the total cost of the project from Chicago to
St. Louis. :

At the present session of Congress the Rivers and Harbors
Committee of the House, notwithstanding the act of June 13,
1902, did not submit the guestion of advisability to the War
Department or the board of engineers, requested a report
from the board of engineers as to the advisability of the project
from Chicago to St. Louis, and the essential features of the re-
port of said board of engineers is as follows:

4. A 14-foot waterway between Chicago and St. Louis may be con-
sidered from two standpoints: First, with respect to its effect on the
present and prospective commerce between these two cities, and, sec-
ond, with respect to its value as a link in a deep waterway extend-
ing from the Great Lakes to the Gulf. Considered from the first
standpoint, the board is of the opinion that the depth proposed is

ter than is necessary for the river traffic that would probably mse
t, and not sufficiently great to extend lake na tion from the Great
Lakes to 8t. Lounis. In the report under consideration the tonnage
and draft of the lake vessels visiting Chicago are ven in considera-
ble detail, and the opinion is expressed that the great bulk of future
laJEe tcommerce will probably be carried in vessels of even greater draft
and tonnage.

5. The gdvlsabllity of constructing a 14-foot waterway depends on
the bable amount of commeree that would use it, together with itz
incidental effect on the freight rates of all traflic passing east through
St. Louis or south through C‘hica_gu. The accompanying report states
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that duoring the fiscal year ending June 30, 1904, the quantity of
frelght moved by the three roands extending from Chicago to St. Louis
wias slightly over 1,000,000 tons. From other sources it is learned
that the total tonnage In and out of 8t. Louls is about 39,000,000
tons. The saving that would acerue to the country at large by the
consiruction of a 14-foot waterway s largely conjectural, In the
opinion of the board such benefits would not be sufficient to warrant
an expenditure by the General Government of '$30,000,000,

6. Considering the proposed waterway as a first step toward the
construction of a 14-foot waterway from the Great Lakes to the Gulf,
it is necessary to anticipate the probable cost of obtalning and the
dificunlties attending the construction of such a waterway down the
Mississippi Valley below 8t. Louis. The present project for the im-
provement of the Mississippl River from 8t. Louis to Cairo con-
templates a depth of 8 feet, and it is estimated that to secure it will
require an additional expenditure of $20,000,000, with $§400,000 an-
nually for maintenance. From Cairo to New Orleans the present
roject contemplates a depth of 10 feet, and, while a depth of 9 feet

1s been lpr:lﬂically secured, to maintain it calls for an expenditure
of approximately $300,000 a year. So far as known no estimate for
incrensing this depth to 14 feet has ever been made, but it is clear to
the board that it would involve enormous expenditure and for a por-
tion of the distance at least the construction of a lateral canal,

7. For these reasons the board believes that the construction of a
14-foot waterway between Chicago and St. Louls is not advisable;
but it also belleves that the commercial interests of the (ireat Lakes
are entitled to an outlet to the Gulf of Mexico of as great a capaclty
as can be obtained at reasonable cost. This capacity Is now limited
by the projected depth between St. Louis and Cairo—that is, 8 feet—
a depth that will not only suffice for a large amount of through com-
merce, but will be sufficient to materially benefit and consequently aid
in the development of the Illinols valley.

It seems to me, as I have already stated, that it is the func-
tion of Congress to pass upon the advisability of the Govern-
ment entering upon an enterprise of this kind, leaving the
technical questions, requiring professional skill, for the board
of engineers. The people who inhabit the Illinois Valley un-
derstand its needs and the possibilities, from a commercial
standpoint, of the proposed improvement, whether measured by
the advantages of the 14-foot waterway from Chicago to St
Louis or whether the whole scheme of a ship canal from Chi-
cago to the Gulf is considered. I look forward confidently to
the day when the business judgment of the people of the entire
Mississippi Valley will have been justified by the completion of
this great waterway, draining the heart of the continent and
carrying upon its bosom the fruits of our industry to the lands
of every clime.

The CHAIRMAN. The gentleman from Texas [Mr. SHee-
rArD] is recognized for forty-five minutes. :

Mr. SHEPPARD. Mrpr. Chairman, I desire to submit for the
consideration of this and future Congresses certain data in refer-
ence to Cypress Bayou and Sulpbur and Red rivers, all of which
penetrate my district.

CITRESS BAYOU.

The first survey of Cypress Bayou, the chain of lakes and
passes, and Twelvemile Bayou, all composing the Jefferson-
Shreveport waterway and known generally as * Cypress Bayou,”
wias ordered by the rivers and harbors act of July 11, 1870
(U. 8. Stat. L., vol. 16, p. 226 et seq.). In January, 1871,
Lieut. E. A. Woodruff, Corps of Engineers, proceeded to Jef-
ferson, Tex., to commence the survey, but was prevented by
high water. IHe did not complete the work until over a year
later. On April 25, 1872, Lieutenant Woodruff made a report
giving the results of the survey. The report began by showing
that the lower section of the Jefferson-Shreveport waterway had
been improved by the Government as early as 1854 and utilized
by Red River boats as a means of passing around the Red River
raft above Shreveport. Thereafter the lower section was sub-
jected to the double use of navigation o Jefferson and naviga-
tion to points on Red River above Shreveport. At a certain point
the boats intended for Red River would return to Red River
through a connecting tributary above the raft, while the Jeffer-
son boats would turn westward on the original waterway.

The report then stated that its author, Lieutenant Woodruff,
had been directed not only to survey the Jefferson-Shreveport
waterway, but to examine the advisability of removing the raft
in Red River. IHe said that the raft undoubtedly should be
removed, and added the following concerning the effect of the
removal on Cypress Bayou:

The only objection likely to be raised, except that of expense, Is the
anticipated injury to the lake and bayou navigation to Jefferson, Tex.
The people of that city are naturally anxious to secure their present
facilities and to improve them. Even if their apprehensions were well
grounded they would form an insufficient reason for allowing the ruin
caused by the backing up of the water above the raft to spread over
the productive valley below Fulton; but It Is susceptible of demonstra-
tion that the diversion of the water In the lakes caused by opening
the main channel of the river must be very gradual and that the in-
jury to navigation may hé entirely counteracted by means not too ex-
pensive to admit of practical application.

Lieutenant Woodruff coneluded his report by outlining a
project for dredging and snagging and by making the following
specific recommendation :

If it he decided to remove the Red River raff, for building dam at
foot of Soda Lake to contract waterway at low stages, $70,000. (See
Chief of Engineers' Iteport, 1872-73, vol. 2, pp. 508-573.)

The rivers and harbors act of June 10, 1872 (U. 8. Stat. L.,
vol. 17, 370-376), made an appropriation of $10,000 for the
improvement of Cypress Bayou. Work was begun on Decem-
ber 18, 1872, the city of Jefferson tendering the Government
free of charge a large dredge boat, which it had purchased at
a cost of $£50,000, for use in the bayou. At that time the city
of Jefferson was visited by 200 boats a year from Cincinnati,
St. Louis, New Orleans, and all other important points of the
Mississippi region. The city had spent large sums in improving
the stream in addition to the purchase of the dredge. The rivers
and harbors act of March 3, 1873 (U. 8. Stat. L., vol. 17, 560-
565), in further pursuance of Lieutenant Woodruff’s report,
made the following appropriation :

For the improvement of Cypress Bayou and construction of dams
and dredging at the foot of ?z;vda Lake, Texas, $50,000,

Here we have an unqualified recommendation for a dam for
$70,000 and a distinet and unqualified appropriation of 350,000
for that purpose and for the purposes of dredging and snag-
ging which had been cared for in the former act of June 10,
1872, and yet no effort was made even to begin a dam.

From that day to this not a single step has been taken to
carry out this solemn provision of the law for a dam on this
wiaterway to counteract the injurious effect of the removal of
the Red River raft. Captain Wooten, head of the Texas engi-
neering distriet, who has just made an examination of Cy-
press Bayou under the last rivers and harbors act, advises
me that it is still practicable to construct the dam at the foot
of Caddo Lake, and that this, with only a little dredging, will
give a navigable depth of at least G feet from Mooringsport to
Jefferson throughout the year and will cause no increase in the
submerged area. Captain Wooten'’s letter on this subject is as
follows:

UNITED STATES ExGINEER OFFICF, FEDERATL BUILDIXG,
. Dallas, Tex., November 1}, 1906.
Hon. Monris Snerranp, M. C.,
Terarkana, Tex.

DeAr S8ir: In response to your verbal request for certain information
as to the cost of completely closing Ferry Lake by a weir such as de-
scribed in my report on a survey of the waterways connecting Jefferson,
Tex., and Shreveport, La., I would say that the weir therein mentioned
was to be bunilt in connection with a lock. Omitting the lock would in-
crease the length of the weir by the space occupied by the lock and

would correspondingly increase the cost. It is probable, though, that a
complete weir similar to the one contemplated could be constructed at a

cost of about $835,000. )

The weir for which the estimate was submitted was to have Its crest
at an elevation of 57 meters above the Cairo datum. This elevation
would, with only a little dredging, give a navigable depth of at least
G feet to Jefferson throughout the year and would cause no increasc
in the submerged area. he height of the dam would vary throughout
its length, depending on the depth of the water, but “‘01.1]({ average be-
tween 3 and 4 feet.

Should it be determined later to improve the waterway below and
place a lock in the dam, the only increase In cost over my original
estimate would be the expense of tearing out the necessary length of
the dam. This would not exceed $1,000.

I am not prepared to give a complete answer to your guestion as to
the value of the water power developed, as I have not all the data
which I would require on entering into a study of that phase of the
matter. The power available would, of course, be subject to fluctua-
tions. It would be a minimum naturally during low-water seasons, and
would also be reduced at times of hiﬁh water in Red River, as the
head would at those times be diminished and oceasionally wiped out
almost entirely. It would seem to me, however, that the power would
have a decided value and might possibly be leased for a sufficient sum
to materially reduce if not entirely meet the interest charges on the
cost of the weir. However, I should require more data and further
study before giving a positive answer to this question.

Yery respectfully,
W. I’. WooTEN,

Captain, Corps of Enginecrs.

The foot of Caddo Lake is about a mile below Mooringsport,
where the Kansas City Southern Railroad, running from Kansas
City, Mo., to Port Arthur, Tex., crosses (Caddo Lake. Naviga-
tion from Mooringsport to Jefferson will therefore be especially
valuable in that it will give Jefferson connection with a com-
peting railroad to the Gulf. The waterway from Jefferson to
Mooringsport is now navigable nearly all the year, but it is ob-
structed by an immense accumulation of snags. Snagging work
has been begun on this section under the last rivers and harbors
aet, and navigation has been resumed on that part of the chan-
nel which has been partially cleared. This work has been done
since Jupe 30, 1906, and consequently does not figure in the re-
ports for the last fiscal year. This dam was part of a project
pronounced feasible by Captain Wooten for the permanent res-
toration of the entire waterway from Shreveport to Jefferson,
but recommended unfavorably by him on account of the cost,
which he estimated at $525,000.

Unless this dam is construeted at some time in the not very
distant future the falls, which are now working through the
bed of Soda Lake and are now within a few miles of Caddo
Lake, will within the next five years, perhaps, reach the foot of
Caddo Lake and impair the present water level and decrease
the depth from Mooringsport to Jefferson. Furthermore, when
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the falls shall have reached the foot of Caddo Lake they will
have excavated a channel from Twelvemile Bayou to that
point, the immediate dredging of which forms the most expen-
sive and prominent feature of Captain Wooten’s recent plan.
Then it would require but the addition of a lock for the perma-
nent restoration of the entire waterway from Shreveport to
Jefferson and the cost would be reduced by almost two-thirds.
Bear in mind, however, that the entire waterway is at present
navigable in high-water seasons every year and that these sea-
sgons continue from three to six months almost every year.
There has been no navigation, on account of the prevalence of
stumps and snags, during the last decade. Assistant Engineer
Walter IH. Polk, who made the examination under the recent
rivers and harbors act, recommends in his report of August 28,
1905, that the channel be cleared of snags and other obstruc-
tions and that the channel through the stumpy part of Soda
Lake be outlined by signs.

On May 15, 1873, a project of snagging, clearing, and dredging
was outlined, and the work continued in accordance therewith.
Some time after this and before October, 1873, Lieutenant Woed-
ruff made another examination, and in his report recommended
a lock and dam at Albany Point, and stated that this was abso-
lutely necessary to prevent the gradual deterioration of naviga-
tion to Jefferson after the removal of the raft. At this time
the raft was in process of removal. Captain Howell, head of
the New Orleans district, which then included Cypress Bayou,
ordered a further investigation, which was made early in 1874
by Asst. Engineer H. A. Leavitt, Lieutenant Woodruff hav-
ing died. On the basis of Mr. Leavitt's examination and report,
Captain Howell reported on Oetober 5, 1874, suggesting a dam
across the foot of Soda Lake and a cut thence to Red River
as a means not only of preserving navigation to Jefferson, but
of making the lake a reservoir for impounding the flood waters
of Red River and thus lengthening the season of navigation on
Red River. Ile estimated the cost at $372,580. He made this
recoinmendation on the condition that the entire amount be
appropriated at once, and that the commerce would be found
to justify the expenditure. On the latter point he expressed
no opinion. He made estimates for continuing the snagging
and clearing work. At that time $35,873.96 had been expended
in this form of improvement. Snagging, dredging, and straight-
ening operations were continued during the following year, the
balance on July 1, 1875, being $4,259, $20,166.3G having been
expended during the fiscal year ending on that day. In review-
ing the work of the previous year, Captain Benyaurd, who had
suceeeded Captain Howell, stated that the construction of the
dam had not been begun because the amount of the appropria-
tion was insufficient. This is certainly a remarkable state-
ment. If at the present time there should be recommended a
certain project at a total cost of $70,000 and an initial appro-
priation of $30,000 should be obtained, it would be considered
quite an achievement. Captain Benyaurd, in this same report,
announced that the raft in Red River had been removed, and
that the removal had seriously affected the interests of Jeffer-
son through the impairment of Cypress Bayou navigation.

During the fiscal year ending July 1, 1876, $4,237.58 was ex-
pended in dredging and snagging. The rivers and harbors act
of August 14, 1870, carried an appropriation of $13,000 for con-
tinuing the work of dredging and removing obstructions in
Cypress Bayou, Texas. (19 Stat. L., 132-139.) During the
fiscal year ending June 30, 1877, $3,121.37 was expended under
the old project of dredging and snagging. The Texas and
Pacific Railroad had been constructed to Jefferson, diverting a
large part of Jefferson's trade from New Orleans to St. Louis,
and Captain Benyaurd, in his report of July 2, 1877, stated that
there was great competition between the steamboats and the
railroads, showing the actual saving resulting to the people from
navigation. He stated that when navigation was closed the
railroad rate per bale of cotton from Jefferson to 8t. Louis was
$4; when open, $3; that when navigation was closed the rail-
road rate per bale from Jefferson to New Orleans was $4; when
open, $2.50. By steamboat from Jefferson to New Orleans it
was $1.50 to $2 per bale. Ile further showed that the railroad
rate from St. Louis to Texarkana, where there was no naviga-
tion, a distance of 480 miles, was $105 per carload; from St
Louis to Jefferson, where there was navigation, a distance of
551 miles, $75 per carload. He also stated that the citizens of
Jefferson had expended over $60,000 altogether in the improve-
ment of Cypress Bayou.

During the fiscal year ending June 30, 1878, $9,854.32 had been
expended mainly in the construction of a new dredge, the old
dredge having sunk. The act of June, 1878 (U. 8. Stat. L., vol.
20, 152-163), contained an appropriation of $15,000 for improving
Cypress Bayou, and the act of March 3, 1879 (Ib., 363-377), made
an appropriation of $6,000 for the same purpose, During the

fiseal year ending June 30, 1879, the amount expended in com-
pleting the dredge, in shagging, etc., was $13,872.70, the total
cost of the dredge being $20,000. The dredge was put in com-
mission January 20, 1879. During the fiscal year ending June
30, 1880, the amount expended in snagging and dredging was
$2,824.67. In June, 1879, the dredge boat built expressly for
Cypress Bayou at a cost of $20,000, that amount being charged
to Cypress Bayou, was taken to the mouth of RRed River and put
at work there. In January, 1880, it was taken to Shreveport to
be returned thence to the mouth of Red River in June. The
Chief of Engineers, in his annual report of October 16, 1880,
briefly reviewing the entire work since 1872, says:

In many instances the work had been so fmperfectly done, leaving
projecting stumps, as to make navigation exceedingly dangerous.

Let me add that thousands of these projecting stumps may be
seen along the waterway to-day. In view of the statement just
quoted one would naturally wonder why the dredge was re-
moved to Red River. The officer in charge, Captain Benyaurd,
in his report of July 1, 1880, stated that up to that time the
citizens of Jefferson had spent over $70,000 on the waterway;
that when navigation was open flour could be obtained in Jeffer-
son at $10 to $12 per barrel, when closed the ecost was $25 per
barrel. Let it be observed here that at this time Jefferson had
had for several years the railroads she has to-day; that there
were open and elosed seasons of navigation then as there are
to-day. Before the raft was removed there was navigation all
the year round. The raft had been eompletely removed in 1875.
In 1880, five years afterwards, the effect of the removal had
fully developed and there were certain low-water seasons then,
as there are to-day, when a child could cross the flats. It is
the accumulation of snags and stumps during the last ten or
twelve years that has obliterated navigation to-day and not
the railroads or the condition of the flats in extreme low water..

During the fiseal year ending June 30, 1881, the amount
charged to Cypress Bayou was $1,549.04, although not a cent
was expended on Cypress Bayou. Throughout this fiscal year
the Cypress Bayou dredge was kept at work in Red River and
“mno actual work of improvement was carried on in Cypress
Bayou,” to quote the exact language of Major, formerly Cap-
tain, Benyaurd in his report of July 27, 1881.

During the fiscal year ending June 30, 1882, no werk was done
on the bayou, although $225.22 was charged thereto. The dredge
belonging to Cypress Bayou was still kept in Red River. During
the fiscal year ending June 30, 1883, no work was done, although
$845.78 was charged to Cypress Bayou and the dredge belong-
ing to Cypress Bayou was still kept in Red River. In his re-
port for that fiscal year the officer in charge stated that Jeffer-
son received during the year 100,000 bales of cotton, half of
which had been shipped to New Orleans by water, and the fig-
ures presented showed that Jefferson’s trade had been increas-
ing since 1880. The truth is that the combined advantages of
railroad and water transportation increased Jefferson’s trade
and improved her rate situation.

‘During the fiscal year ending June 30, 1884, $932.31 was ex-
pended on Cypress Bayou, and the Chief of Engineers in his
annual report of October 15, 1884, made the following state-
ment :

The first project for the Improvement of Cypress Bayou consisted in
cutting and dredfin,g a channel through the lake and bayoun, thus af-
fording a good high-water channel from Jefferson, Tex., to Shreveport,
La. This work was completed in 1880, but since then the timber has
grown up again, and for the purpose of removing it the U. 8. 8. Thomas
B. Florence made one trip to Jefferson, Tex., doing as much work as
the high stage of water would permit. d

Evidently this work of the Florence was unsatisfactory. The
officer in charge, Major Miller, in his report for that fiscal year
said of this trip of the Florence that—

On account of high water but little could be accomplished, only 149
leaning trees being cut down.

Nothing was said concerning the Cypress Bayou dredge.
During the fiscal year ending June 30, 1885, $775.34 was ex-
pended, and the Cypress Bayou dredge was still kept in Red
River.

The rivers and harbors act of July 5, 1884 (U. 8. Stat. L., vol. 23,
133-151), directed a resurvey to ascertain if permanent improve-
ment of the stream could not be made in some other way than
by a dam across Albany flats. An examination was made and
a report submitted recommending that the improvement be con-
fined to straightening and marking the present channel, cutting
stumps therefrom, and reopening the cuts by dredging, and stat-
ing that this would secure navigation to Jefferson for seven or
eight months in the year. The cost of the project submitted was
$13,000. This report sustains my contention that dredging and
snagging operations will reopen navigation for a considerable
part of the year. In 1885 the raft had been removed for over
ten years and the condition of the waterway was practically




2120

CONGRESSIONAL RECORD—HOUSE.

FEBRUARY 1,

what it is to-day. This report states that dredging was neces-
sary. And yet the dredge which had been built six years before
for the express purpose 6f being used in Cypress Bayou, which
had been built at a cost of $20,000 and the money taken out of a
Cypress Bayou appropriation, had been kept in Red River dur-
ing practically all of the six years.

During the fiscal year ending June 30, 1886, $31.15 was ex-
pended, and the Cypress Bayou dredge was still kept in Red
River.. The rivers and harbors act of August 5, 1886 (U. 8.
Stat. L., vol. 24, 310-335), contained an appropriation of $18,000
for “ improving Cypress Bayou and the lakes between Jefferson,
Tex., and Shreveport, La.” During the fiscal year emling June
30, 1887, $5,600.30 was expended, aud the report of the Chief of
Engineers of October 22, 1887, as well as the report of the officer
in charge, Captain Willard, show that this amount, as well as
nearly all the rest of the $18,000 appropriated August 5. 1886,
had been and would be used in rehabilitating the Cypress Bayou
dredge, which was still in Red River, and which now had to be
rebuilt at the expense of Cypress Bayou money. Thus we see
that this Cypress Bayou dredge, built at an original cost of
$20,000, this amount being taken out of Cypress Bayou money,
had been used almost all its life in Red River and practically
worn out there, and that it was now rebuilt at an expense of
nearly $18,000, this amount being also taken out of Cypress
Bayou money. Thus Cypress Bayou was deprived of the use
and benefit of by far the larger part of the appropriations of
June, 1878, and March 3, 1870—that is, of an amount approxi-
mating $20,000.

During the fiscal year ending June 30, 1888, $12.393.61 was
expended in dredging, ete. The rebuilding of the dredge had
been begun in April, 1887. 1t was completed in July, 1887, and
by far the larger part of the amount expended during the fiscal
vear ending June 30, 1888, was used in completing the dredge.
In July, 1887, the dredge was towed from Shreveport to Jef-
ferson, where the cabin was completed and the machinery fitted.
The work was finished August 15, 1887, and was used for
dredging work in Cypress Bayou until May, 1888, Although
the dredge had been rebuilt by so large an expenditure of Cy-
press Bayou funds, this was the only dredging ever done on
the Cypress Bayou waterway by the rehabilitated dredge, with
the exception of about three months in the year 1880-90. In
his report for this fiseal year Captain Willard, the officer in
charge, strove partially to remedy this injustice by recommend-
ing that $7,500 be allotted to Cypress Bayou from Red River
funds. (See House Ex. Docs., 2d sess. 50th Cong., 1888-89,
vol. 4, 1345.)

During the fiscal year ending June 30, 1889, $338.20 was ex-
pended ; also there was expended $1,755.45 of an appropriation
of $5,000 by the rivers and harbors act of August 11, 1888
(U. 8. Stat. L., vol. 25, 400—433), under the following item :

Improving Red River, Louisiana and Arkansas: Continuing improve-
ment from Fulton, Ark., to Atchafalaya, including completing the work
at Alexandria, $65,000, of which §5,000, or so much thereof as may
be necessary, to be used upon Cypress Bayou and the lakes between
Shreveport, La., and Jefferson, Tex.

The money expended during this fiscal year was for removing
stumps and a small amount of dredging. The dredging and
snagging were not done by the Cypress Bayou dredge, which
had again been removed to IRled River, but by the Red River
snag boat Howell. The report of the officer in charge, Captain
Willard, showed that the work of the fiseal year, which im-
proved the channel from Jefferson to Mooringsport, had resulted
in an immediate reduction of about GO per cent in competing
railroad rates. During the fiscal year ending June 30, 1890,
$2918.73 was expended in dredging, removing stumps, ete., the
Cypress Bayou dredge, as well as the snag boat Howell, being
employed from December, 1889, to March 6, 1890. The dredge
was then again taken back to Shreveport.

On February 9, 1890, a resolution passed Congress ealling on
the Secretary of War for submission of plans for restoring per-
manent all-year navigation between Jefferson and Shreveport.
The matter was referred to Captain Willard, the officer in
charge, who recommended that a survey be ordered for a dam
at the head of Soda Lake and for dredging through Soda Lake
to Twelvemile Bayou and Red River. This is almost the same
plan suggested by Captain Wooten in his last report. I’ending
the completion of the survey, Captain Willard recommended that
snagging and dredging continue, and asked for 15,000 for these
purposes.

The act of September 19, 1800 (U. 8. Stat. I.., vol. 26, 426
463) appropriated $10,000 for the survey recommended above.
No appropriation was made for dredging and snagging and no
work of this kind was done in the fiseal year ending June 30,
1891,
with which to complete it. In his report of June 30, 1801,
Captain Willard, the officer in charge, merely reported progress

On the survey $9,807.99 was expended and $2,000 asked-

on the survey and asked for $5,000 for snagging and clearing, in
addition to the amount asked for the completion of the survey,
using this language:

Even if boats should not run between Jefferson and Shreveport on
regular trips, the knowledge that there is a navigable channel. for small
boats at medium stages wlill be sufficient to keep rallroad freight
charges within reasonable limits, and thus benefit the peonle for whom
Jefferson is the market and distributing point. (House Ex. Docs. 1st
sess. 52d Cong., 1891-92, vol. 6, 1956.)

This stateinent exactly fits the situation to-day. During the
fiscal year ending June 30, 1892, $9G was expended and the
dredge still kept in Red River, despite the reports of the past
two years recommending snagging and dredging work.

The rivers and harbors act of July 13, 1892 (U. 8. Stat. L.,
vol, 27, 88-116), contained an appropriation of $5,000 for Cy-
press Bayou, as a part of the Red River appropriation, to be
used for cleaning and dredging, and $2,000 was provided by an
independent Cypress Bayou clause for completing the survey.

During the fiseal year ending June 30, 1803, $1,930.34 was ex-
pended in completing the survey. Of the $35,000 appropriated
July 13, 1892, for cleaning and dredging, not a cent was expended
and the Cypress Bayou dredge remained in Red River. The
engineer in charge of the survey, H. M. Marshall, submitted his
report, which proposed a plan for a dam with waste weir across
Soda Lake and a connection with Red River through Cotton-
wood Bayou by a lock with double gates at an estimated cost
of $375,000. In submitting this report, the Chief of Engineers
in his report of September 19, 1893, said:

‘In view of the limited amount of commerce to be benefited, the cost
of operating and maintaining, and the fact that the probable life of the

Improvement can not be estimated, it Is doubtful whether the work
should be undertaken.

In submitting Captain Marshall’'s survey and report, Captain
Willard, the district officer, said :

Considering the needs of Jefferson alone, I should recommend improv-
[nﬁ the present bayou channel from Jefferson to the head of Twelve-
mile Bayou by removing the logs and cypress stumps, widening it by
dredging, easing the curves, clearing the banks of the imycm of feaning

}’Imher, and marking the channel by eluosters of piles, beacons, and
noys.

It will be observed that while lock and dam projects for per-
manent all-year navigation were never entered upon, projects
for dredging, snagging, and cleaning, in order to preserve the
six to eight months' navigation which always existed, were
always recommended.

During the fiscal year ending June 30, 1804, $1,682.83 was
expended in removing stumps, etc., but there was no dredging.
The rivers and harbors act of August 17, 1804 (U. 8. Stat. L.,
vol. 28, 338-372), appropriated $10,000 for dredging and re-
moving obstructions and straightening channel between Jeffer-
son, Tex., and Shreveport, La. Captain Willard, the officer in
charge, in his report of July 30, 1895, stated that no dredging
had been done during the previous fiscal year for the reason
that the Cypress Bayou dredge was now illsuited to the work,
and that he had some time before recommended the construc-
tion of a new dredge; that this new dredge had been authorized
to be purchased on June 18, 1895, and that it was the intention
to use it on Cypress Bayou as soon as practicable. Thus the
rehabilitated dredge, which had been built with Cypress Bayou
funds at a cost of nearly $18,000, had been practically worn out
in Rted River, and Cypress Bayou deprived of by far the larger
part of the moneys expended in its construction. Let it be said
further that of the $5,000 appropriated July 30, 1892, for Cy-
press Bayou, the item of $1,682.83 expended in the fiscal year
ending June 30, 1894, was the only portion ever used for Cypress
Bayou. Thus less than $6,000 of Red River appropriations
were used on Cypress Bayou, while two splendid dredges built
out of Cypress Bayou funds and intended for Cypress Bayou,
costing approximately $38,000, were practically worn out in
Red River.

To be specific, the first dredge was completed at a cost of
$20,000 of Cypress Bayou funds on January 20, 1879, It was
used on Cypress Bayou for five months and taken to Red River
in June, 1879, where it was used until 1887, and was by that
time practically worn out. In other words, it was used five
months in Cypress Bayou and nearly eight years in Red River.
Let me here refer again to the fact that during the fiscal years
ending June 30, 1881, and June 30, 1882, $1,540.04 and $225.22
respectively, were charged to Cypress Bayou, although no work
was done thereon, and that in the fiscal year ending June 30,
1884, $932.31 was expended on Cypress Bayou, with the result
that only 149 leaning trees were cut down. The dredge was re-
built in 1887 at a total cost of about $18,000 of Cypress Bayou
money. It was finished on August 15, 1887, and used on the
bayou until May, 1888, and later from December, 1889, to March,
1800, or about a year altogether. During the remainder of its
life it was used in Red River, and in July, 1805, pronounced
unfit for work on Cypress Bayou. Thus it was used about a
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year on Cypress Bayou and about eight years on Red River.
During the fiscal year ending June 30, 1895, there was no ex-
penditure on the bayou. The dredge ordered for Cypress Bayon
on June 18, 1895, came from the Government’s Mississippi fleet
at Vicksburg and was simply transferred.

The rivers and harbors act of June 3, 1896 (U. 8. Stat. L.,
vol. 29, 202-244), appropriated $5,000 for continuing improve-
ments on Cypress Bayou, Texas. During the fiscal year ending
June 30, 1896, only 82 cents was expended on Cypress Bayou.
The Chief of Engineers, in his report of September 29, 1896,
stated that the 1894 appropriation of $10,000 and the 1895 ap-
propriation of $5,000 had not yet been expended because there
was no plant available and the cost of towing a dredge long
distances to and from the work rendered the contract ihexpe-
dient with the limited amount available, and that as soon as
practicable it was intended to transfer the dredge brought from
the Mississippi to this work; that no snagging or cleaning of
any consequence had been done since 1892 and no dredging
since 1888, IIe did not state what had become of the Cypress
Bayou dredge, nor does it figure in any of the subsequent re-
ports. He added that the commerce in the bayon had become
insignificant, but *that the maintenance of the water roufe
would act more as a check on freight rates than as a means of
transportation.” He did not state the real reason for the
dwindling of commerce on the bayou, the lack of cleaning and
dredging for many years and the consequent accumulation of
snags and other obstructions.

During the fiscal year ending June 30, 1897, $619.17 was
chiarged to Cypress Bayou, but not a cent was expended thereomn,
although on June 24, 1896, Major Willard, the engineer in
charge, submitted a definite project for the expenditure of the
amounts appropriated in 1895 and 1806 in snagging and clean-
ing operations, a project which was finally approved by the
Chief of Engineers. (H. Docs, vol 5, 55th Cong., 2d sess,
1892.) In his report of July 1, 1897, Major Willard stated that
it was still intended to bring over the Mississippi dredge; that
it had left Vicksburg on June 25, 1897, and on June 30 was near
Colfax, La., on Red River.

During the fiscal year ending June 230, 1898, $3,525.57 was
charged to Cypress Bayou, but not a cent expended thereon.
The Chief of Engineers in his annual report of September 29,
1898, stated that the Mississippi dredge reached Shreveport July
5, 1897, but during the ensuing twelve months there was no
stage of water high enough for the dredge to cross Albany
Flats; that with the single exception of the fiscal year 1894-05
this was the first twelve months in the twenty-six years during
which there had been gauge readings at Shreveport without a
rise sufficient to put the dredge across the flats.

In January, 1808, he says, after a rise had set in and there
was reasonable probability of getting the dredge across the flats
a small United States snag boat, the Columbia, was added to the
plant at Shreveport as a tender for the dredge and that since
then necessary repairs and alterations of the boats were made
and they were not taken over during the rise. Why he waited
six months before making necessary repairs and alterations on
the dredge does not appear. He repeated what had been said in
a former report about the smallness of commerce on the stream
and added that its maintenance would mean more as a check on
freight rates than as a means of transportation. He attempted
no explanation for not taking the dredge to Jefferson in January,
1898, when the rise first appeared, and making the repairs
there, The overseer in charge of the dredge and snag boat went
over the Cypress Bayou roufe in a skiff in February, 1898, and
sald that if the dredge were at Jefferson it could do good work
between Jefferson and Mooringsport, or on Cypress Bayou and
Caddo Lake. The fact is that if the Cypress Bayou dredge
boats of 1879 and 1887 had heen kept at Jefferson they could
have operated constantly over a greater part of the waterway—
over all that part above Albany Flats.

During the fiscal year ending June 30, 1899, $3,577.92 was ex-
pended, a party equipped with tools, tackle, and explosives
working over the route from August to November, 1899. The
dredge was still kept at Shreveport, the Chief of Engineers stat-
ing in his annual report of September 28, 1809, that at no time
during the preceding two years had the water been sufliciently
high for the dredge to cross the flats. Evidently a considerable
part of the amount expended during this fiscal year was charged
to the maintenance of the dredge at Shreveport. The report of
the officer in charge for this fiscal year, Major Willard, stated
that the highest reading of the Shreveport gauge was 15.6 feet
on January 24, 1899. My own observations, made on a skiff
trip from Mooringsport to Shreveport on July 6, 1905, show that
there must have been an ample depth at that time to permit the
dredge to cross the flats—that is, there must have been a suffi-
cient depth on January 24, 1809, when the Shreveport gauge read

15.6 feet. When I made the above trip, the Shreveport gauge
showed 20.7, and there was nearly 7 feet of depth over the
shallowest portion of the flats.

During the fiseal year ending June 30, 1900, $843.30 was
charged to Cypress Bayou, but not a cent was expended on i,
this amount being used for the maintenance of the dredge at
Shreveport, The Chief of Engineers stated in his annual report
of September 28, 1900, that in the last three years the dredge
could at no time get across the flats. During the fiscal year
ending June 30, 1901, $885.60 was charged to Cypress Bayou, but
no work was done thereon. Evidently this amount was used for
maintaining the dredge at Shreveport. The Chief of Engineers
stated in his ‘annual report of October 1, 1901, that during the
last four years the water had never been sufficiently high for
the dredge to be taken across the flats. The district officer,
Major Casey, stated that the highest reading of the gauge at
Shreveport was 16.4 feet on June 7, 1901. At this time both the
distriet officer and the Chief of Engineers made the remarkable
discovery that dredging would be of no use to navigation. If
this were so, it was certainly very wrong to charge the bayon
with the maintenance of the dredge.

During the fiscal year ending June 30, 1902, $933.10 was
charged to Cypress Bayou, but not a cent was expended thereon,
this amount being used for the care of the dredge at Shreveport.
The district officer stated that at no time during this year could
the dredge be taken across the flats, the highest reading of the
gauge at Shreveport being 17.6 June 13-18, 1902. During the
fiscal year ending June 30, 1903, $1,236.10 was charged to Cy-
press Bayou, but no work was done thereon, the amount being
used for the keep of the dredge. This time the district ofiicer
said that it was impracticable to take the dredge to Cypress
Bayou and return it to Red River after expending available
funds, and added that at but one time in six years could the
dredge have crossed the flats. It is certainly remarkable that
after twenty-six successive years, in each of which, with one ex-
ception, the dredge could have crossed the flats, there should
have followed six consecutive years in which, with the excep-
tion of one period, it could not do so. Either this Mississippi
dredge drew more water than it should have done to work on
Cypress Bayou, or the engineers were mistaken when they said
that ihe boat could not be towed across the flats. From my
own personal observation and knowledge, I affirm that when the

| Shreveport gauge is at 15 a boat drawing 2, 24, and (when there

is a head rise also) even 3 feet can cross the flats, During the
fiscal year ending June 30, 1904, no work was done nor was any-
thing done during the fiscal years ending June 30, 1905, and
June 30, 1906, respectively.

The rivers and harbors act of June 13, 1902, authorized a pre-
liminary examination of the old plan for a dam at Albany Flats
and a diteh to Red River. The report was made on December 1,
1902, and was, of course, unfavorable. The construction of
levees along Red River had made such a plan utterly imprac-
ticable. The rivers and harbors act of March 3, 1905, directed
a resurvey, with an examination of the falls at Little Pass.
The report was made on December 23, 1905, and outlined a
plan by which permanent navigation might be obtained through
the erection of a lock and dam at the foot of Caddo Lake and
the dredging of a channel thence through Soda Lake to Twelve-
mile Bayou, the cost being estimated at $£525,000. The recom-
mendation was unfavorable on account of the engineer's belief
that the commercial returns would not justify the expenditure.
Captain Wooten's report showed that during the fiseal year end-
ing June 30, 1905, despite the twelve or fifteen years that had
elapsed since any effective snagging and cleaning work had
been done on the bayou, two boats engaged in the river trade
carried a freight of 5,897 tons, value $32,320. Asst. Engineer
W. II. Polk, who did the actual work of the survey ordered by
the act of 1905, recommended that the channel be cleared of
snags and other obstructions and marked by signs through the
stumpy part of Soda Lake.

In endeavoring to show ihe Board of Engineers for Rivers
and Harbors that Captain Wooten's plan should be faverably
recommended, Senator Cuvreersox and I presented data show-
ing that the tonnage of eleven counties in Texas within a radius
of less than 100 miles of Jefferson amounted in the vear 19035 to
over one billion and a half pounds of freight, and that a redue-
tion of only 10 per cent in the freight rate on this amount would
be a saving every year of over twice the amount estimated by
Captain Wooten to be the cost of the proposed improvement.
We showed that if Jefferson could get the rate from New York
to Houston and Beaumont the average saving in less than car-
load lots would be 65 per cent, and in carload lots 36 per cent.
We showed that by adding the Texas commission mileage rates
from Jefferson to points in the eleven counties within a radius
of less than 100 miles of Jefferson the average saving would
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be from 16 to 26 per cent on carload lots and from 30 to 48 per
cent on less than carload lots. We presented comparative rates
from New York, St. Louis, Kansas City, and New Orleans to
Shreveport, La., the eastern terminus of the Jefferson-Shreve:
port waterway, and a water point, and to Jefferson, which is
not now considered a water point, showing a difference of from
G0 to 200 per cent on carload lots against Jefferson. In addi-
tion we presented an unqualified statement from Hon. O. B.
Colquitt, one of the Texas railroad commissioners, to the effect
that if navigation could be restored to Jefferson the Texas
railrond commission would use Jefferson as a water-basing point
and that all north Texas rates would be reduced from 10 to 33}
per cent. Commissioner Colquitt placed the saving which would
result to north and northeast Texas from the restoration of nav-
igation to Jefferson as easily equaling one-half million dollars
per annum. It will perhaps be best to give here Railroad Com-
missioner Colguitt's exact statement regarding Cypress Bayou
navigation :

TEXAS RAILROAD COMMISSION,
. Austin, Tex., March 19, 1906.
Hon. Monrris SHEPPARD, M. C., Washington, D. €.

Drar Bir: Replying to your letter of March 15, beg to advise that
the Texas and Vacific Rallway, at my request, furnished the following
statement showing amount of business done by that line from and to
stations from Texarkana to Mincola; also on the year ending Decem-
ber 31, 1906: L
From Texarkana to Mineola, inclusive:

Inbound freight ___

- $8058,074.25
b511, 287. &

Qutbound freight ________ 287. 80
Transcontinental Junction to Paris, inclusive :
 £1EET T T e R I e N s e 1635, 667. 40
Outbound freight ___ 176, 741. 00
Total 1, 211, 769. 95

I assume that with the navigation eof Cypress Bayou up to Jefferson
that the same rates would nm‘.;lri' to Jefferson that now apply to Shreve-
port, La. Estimating the benefits accordingly, I think that 20 per cent
of the freight charges between the points named above would be saved
to the shippers, or a sum approximating $250,000 per annum would be
saved to the peotple of that section of Texas. WIith mavigation up to
Jefferson I am of the opinion that the traffic passing through that place
and on the stations between those mamed om the Texas and Iacific
would increase 20 per eent over the amount given in the above.

I have not heard from the anditor of the Cotton Belt road, but think

. 4t safe to say that with the navigation of -Cypress Bayou up to Jefler-
son, and with water rates applying to that point, the rates prescribed
by the Texas railroad ssion would base on Jefferson, and all
north Texas rates would be reduced from 10 to 233 per cent on those
whieh nmow apply. The saving, in my humble judgment, would easily
equal one-hulll?pmimun per annum fo the freight payers of north and
northeast Texas. s . e A e

I can not urge nmpon you a e other Representatives OngIess
too strongly the need of water competition within our borders.

I had intended making up a sta nt showing the number of bales
of cotton produced In this radius, but the figures which the Texas and
Pacific has furnished me include the ngs of that line on cotton
shipments as well as other classes of freight.

f there is anything further you think of I*can do to assist in secur-
ing the appropriation for Cypress Bayou, let me know.

truly,
Hows ey ¥ 0. B. CorquiTT, Commissioner.

Despite this showing the Board of Engineers concurred in
the unfavorable eonclusion of Captain Wooten with reference
to the dam, ete. Thus this lock and dam project was rejected,
as have been all former lock and dam projects submitted in
connection with this waterway. It appears from the reports of
Captain Wooten and the Board of Engineers that the waterway
is still navigable from Shreveport to Jefferson during high-
water seasons, and that it is navigable during nearly all the
year from Jefferson fo Mooringsport. The rivers and harbors
act of March 3, 1905, besides directing the resurvey, provided
that the balance remaining from the appropriations of 1895 and
1896, which had been devoted almost entirely to the mainte-
nance of the dredge at Shreveport, the balanee being $35,556.16,
should be expended in snagging operations on Cypress Bayou,
between Mooringsport and Jefferson. Thus from the rivers and
harbors act of June 10, 1872, which appropriated $10,000 for
snagging and cleaning operations, to the act of March 3, 1805,
the project of snagging, removing obstructions, etc., has been
recognized and upheld. The work of expending this balance
began in September of this year and has hardly yet been con-
cluded.

On September 17 of this year a large Red River quarter
boat, 70 feet long, 16 feet wide, and drawing about a foot,
passed over the fiats and rapids at one of the lowest water sea-
sons of the year to begin the work between Mooringsport and
Jefferson. I was on the boat as it passed over the rapids, com-
monly known as the *“falls,” and flats. As this work began
gince the close of the last fiscal year nothing is said concerning
it in the current engineers’ reports which apply solely to that
year, Although the resurvey was distinetly directed without
any relation or reference to this unexpended balance, which
was appropriated exclusively for snagging work, the engineers
charged the expense of this resurvey to this balance. The cost

of the resurvey was $0613.05. I accompanied Assistant Engineer
Polk when he made the resurvey, camping out in all sorts of
weather, and acted as recorder in order to cut down the ex-
pense as much as I possibly could by lending my own efforts.
I understand that the dredge at Shreveport was sold several
years ago. The proceeds, whatever they were, have not been
credited to Cypress Bayow

Since the work between Jefferson and Mooringsport began in
September excellent results have appeared. The channel through
Caddo Lake has been partially cleared, and Mr. F. L. Mundy, who
has a sawmill on the lake about 10 miles above Mooringsport,
has already put on a boat and barge and has commenced shipping
lnmber over this channel to Mooringsport. IHe expects to ship
several millions of feet next year, besides shingles, telephone
poles, ete.,, and if the work is continued and the river cleared
to Jefferson he intends to put on another regular boat between
Jefferson and Mooringsport. The clearing of the channel be-
tween Jefferson and Mooringsport will give Jefferson connection
with the Kansas City Southern Railroad, which crosses Caddo
Lake at Mooringsport, and it will thus have connection with a
competing railroad to the Gulf of Mexico. The town of At-
lanta, Tex., about 30 miles above Jefferson on the Texas and
Pacifiec, which also runs through Jefferson, has built a rail-
road of its own in order to get connection with the Kansas City
Southern at Bloomburg, Tex., about 30 miles above Moorings-
port, at a cost of over $80,000, and the saving effected on freight
rates by this connection with a competing railroad to the Gulf
equals every year the original cost of the conmnecting railroad.
As no snagging or clearing work of any consequence has been
done on Cypress Bayou in twelve or fifteen years, it is not sur-
prising that there has been an accumulation of snags, timber,
obstructions, ete. :

By way of summary it may be said that while the various
lock and dam projects since the law of March 3, 1873, providing
for the construction of dams, which law was never carried out,
have been reported unfavorably, still the projects for snagging,
dredging, and eclearing operations have been recognized and
upheld from the act of June 28, 1872, to the recent act of March
3, 1905. The effect of the removal of the raft had fully devel-
oped by 1880, and the two railroads which run through Jefferson
to-day were in full operation in that year. Yet in 1883, of the
100,000 bales of cotton received at Jefferson, over half were
shipped to New Orleans by water, and Jefferson’s trade had
begun to show an increase. Since the removal of the raft there
have been open and closed seasons of navigation, and the con-
dition of the stream fo-day is physically what it was in 1880,
with the exception of an enormous accumulation of snags.
Commerce gradually disappeared from the stream after 1885 on
account of the removal of the dredges intended for Cypress
Bayou to Red River and the persistent negleet of snagging and
dredging operations authorized in various laws. We find that
the people of Jefferson had in 1880 expended over $70,000 on the
waterway.

Let me add here that when the waterway was sufficiently
cleared of obstructions to permit navigation during the open
seasons railroad rates immediately would go down. The state-
ment of Captain Willard in his report of June 30, 1891, is appli-
cable to-day:

Even if boats should not run between Jefferson and Shreveport on
regular trips the knowledge that there is a mavigable channel for small
boats at medium stages will be sufficient to keep railroad freight

charges within reasonable limit and thus benefit the people for whom
Jefferson is the market and distributing peint.

In addition we have the statement of Railroad Commissioner
Colquitt to the effect that when navigation is restored Jefferson
will be made the water basing point for an immense section of
populous and productive territory.

In further review of the entire subject it may be said that
not only was the greater part of the work on Cypress Bayou
inefficiently done, but also large portions of appropriations
gpecifically made for Cypress Bayou and sums charged to
Cypress Bayou work have been diverted to other purposes. The
Chief of Engineers in his annual repoert of October 16, 1880,
said, after reviewing the entire work sinee 1872, on which about
$75,000 had been expended and which represents the longest
period of continuous work ever done on the bayou, that—

In many'instances the work had been so imperfectly done, leaving pro-
jecting stumps, as to make mavigation exce iy dangerous.

In his report of October 15, 1884, the Chief of Engineers
stated that the timber had grown up again. In the fiscal years
ending 1881, 1882, and 1883 no work had been done, and the
only work done in the fiscal year ending June 30, 1884, was one
trip of the steamer Filorence, with the result that only 149 lean-
ing trees were cut down, and this at an expense of nearly $1,000.
During the twenty-two years from 1884 to 1906 the only years
in which snagging and clearing work of any extent was done
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were 1885 (fiscal), 1880, 1890, 1804, and 1899, the amount ex-
pended in these five years being less than $11,000. The only
dredging from 1884 to 1906 was done in 1887-88 and in 1889-90.
During the fiseal year ending June 30, 1881, $1.549.04 was
charged to Cypress Bayou., but no work was done thereon. In
the following fiscal year $225.22 was similarly charged and no
work was done. In the following fiscal year, 1883, no work was
done, although $845.78 was charged to Cypress Bayou. Of the
£35,000 appropriated July 30, 1892, for Cypress Bayou, the sum
of $1,682.83 was expended in the fiscal year of 1804, and was
the only portion of this appropriation ever used for Cypress
Bayou. There is a just credit, therefore, from this appropria-
tion of $3,317.17 in favor of Cypress Bayou. The dredge which
was built at a cost of $20,000 of Cypress Bayou funds on Jan-
uary 20, 1879, was used on Cypress Bayou for but five montlis
and taken to Red River in June, 1879, where it was used until
1887 and practically worn out. This dredge was rebuilt in 1887
at a total cost of $18,000 of Cypress Bayou money.

During 1887-88 and 1889-90 it was used for about twelve
months altogether on Cypress Bayou and was then taken to Red
River and used until July, 1805, when it was pronounced unfit
for work on Cypress Bayou. Certainly of the $38,000 expended
for these dredges Cypress Bayou is entitled to a ecredit of at
least $33,000. The rivers and harbors act of August 17, 1894,
appropriated $10,000 for dredging and removing obstructions
and straightening channel between Jefferson, Tex., and Shreve-
port, La., and the rivers and harbors act of June 3, 180G, appro-
priated £5,000 for continuing improvements on Cypress Bayou,
Texas. About a year later a project for the expenditure of these
appropriations in snagging and cleaning operations was outlined
and approved. We have seen that a dredge was brought from
Vicksburg to Shreveport in 1807, but that it never entered the
Jefferson-Shreveport waterway. The greater part of the appro-
priations of 1894 and 1896 was used for the maintenance of this
dredge at Shreveport and only in 1899 were snagging operations
undertaken. The unexpended balance of these appropriations
on June 30, 1905, was $3,556.16. Thus $9,443.84 had been ex-
pended out of appropriations expressly made for Cypress Bayou,
almost all of which was used to maintain the dredge at Shreve-
port.

The project contemplated snagging as well as dredging operi-
tions. Conceding that it was proper to use part of the funds
for the reasonable maintenance of the dredge boat for a reason-
able time, and conceding that the small party which made a
snagging trip over the route in 1899 expended $3.000, Cy-
press Bayou is certainly entitled to a eredit of at least $2.500
from these appropriations made originally for its exclusive
benefit.” If the dredge boat could have been gotten across the
flats, which I assert could have been done during almost any
year from 1807 to 1005, Cypress Bayou is entitled to reimburse-
ment in a much larger sum. Finally, I submit that it was an
injustice to take the cost of the last resurvey, which was
$613.05, out of the amount of the unexpended balance appro-
priated for snagging work by the act of 1905. I submit alfo-
gether that Cypress Bayou is entitled to a eredit on account on
these items of over $42,000.

In view of the fact that the little work done since Septembor
had already shown the beginnings of a revival of commerce
and in view of the facts and arguments herein submitted,
I requested an appropriation of $20,000 for the continuing
improvement of Cypress Bayou through snagging, cleaning, re-
moving obstructions, ete.,, and that an examination be directed
as to the advisability of constructing a dam at the foot of Caddo
Lake. I asked for this appropriation in pursuance of a project
which had been recommended and upheld since the Government
first took mnotice of the stream and which was recognized
through the appropriation of the unexpended balance in the act
of 1905, Tt will be observed that I requested less than half of
the amount heretofore appropriated for Cypress Bayou but di-
verted to other purposes. 1 feel the deepest and most con-
suming interest in Cypress Bayou, and I asked only a small
part of what I deemed to be the merest justice,

My predecessors, Representatives John C. Connor, W. P. McLean,
David B. Culberson, John W. Cranford, and John L. Sheppard, my
father, were all profoundly concerned with this question, and the
last public act of my father, on the day before he was fatally
stricken, was a long interview with Congressman Burrox, the
distinguished chairman of the Rivers and IHarbors Committee,
during which interview he pressed the many arguments in be-
half of Cypress Bayou with the most intense earnestness. Since
the beginning of my service I have devoted more time and study
to this proposition than to any other, having personally in-
spected every foot of the waterway from Shreveport to Jeffer-
son. I am confident that the resumption of snagging and clean-
ing operations will lead to a restoration of navigation for a large

part of each year and that this navigation will have a favorable
effect on railroad rates, as was so notably the case from 1880 to
1885, long after the removal of the raft and the arrival of the
railroads and when conditions were practically what they are
to-day. The present rivers and harbors bill earries an appro-
priation of $10,000 for Cypress Bayou and directs an examina-
tion as to the advisability of constructing a dam at the foot ef
Caddo Lake,

Before leaving Cypress Bayou let me say that the great iron-
ore fields of northeast Texas find in Jefferson a logical point
of conversion and transshipment. Large furnaces are already in
operation at Jefferson, and pig iron of the finest quality has been
turned out. It is stated by a geological expert of the United
States Government, who recently examined these ore fields, that
this ore would make as fine a grade of plowshares and car
wheels as could be found anywhere,

SULPHUR RIVER.

Sulphur River traverses a large, productive, and rapidly de-
veloping territory, which is to-day without anything like ade-
quate transportation facilities.

The country tributary to this river has undergone a great
change within the last few years, its development and importance
having increased at a marvelously rapid rate. The immigration
to the section of country through which this river runs has been
unparalleled in its history, the population at this time being esti-
mated as practically one-third greater than it was three years
ago. A part of this immigration may be rightly attributed to
the fact that many of the larger landowners have cut their
holdings into small tracts and disposed of them to the newcomers
for potato., afalfa, corn, cotton, cabbage, and general farming
lands, Many of the larger holdings included vast areas of tim-
ber lands—especially is this true of the south side of the river—
and these have been and are rapidly being cleared. The fame
of the Sulpbur River bottom lands has spread so rapidly that
lands which could have been bought five years ago for $1 an
acre, having since been cleared and improved, are now being
sold at from %20 to $40 an acre. This land is adapted to practi-
cally any farm product grown, being extremely rich and loamy.
There are few if any sections in this country that can boast of
more fertile lands.

Atlanta, Queen City, Bloomburg, and other towns would re-
ceive great and direct benefit from the navigation of this river.
The citizens of Atlanta own and operate a railroad, which does
not owe a dollar and which has money to its eredit in the banks,
to a point—Bloomburg—ywithin a few miles of the river. All
merchandise which now comes to Atlanta from Shreveport and
New Orleand—and practically all the staple groceries and feed-
stiffs come from those points—is delivered at Bloomburg by the
Kansas City Southern Railway, thence hauled to Atlanta by the
citizens’ railway. This railroad has been the means of saving
the citizens thousands of dollars in freight charges, and with
Sulphuar River made navigable and this railroad extended to
some point thereon, as has already been decided on in case of
navigation, this saving in freight would be marvelously in-
creased and the entire population benefited thereby. The presi-
dent of this railroad told me in person that it cost at present
83 or more per bale to haul cotton to Shreveport by rail from
Atlanta. At Atlanta alone there are 12,000 bales or more
marketed every year, and with Sulphur River navigation this
cotton could be transported profitably by boat to Shreveport
or New Orleans for $1 per bale. This, however, would not be
the extent of the river's cotton business, for navigation would
undoubtedly soon be the cause of a compress being built at At-
lanta or some neighboring point, which at a low estimate would
bring at least 20,000 additional bales for shipment, to say nothing
of what might originate in Texarkana or in the Sulphur River
Valley westward from these two points. I glean from the offi-
cial report of the Census Bureau the cotton yield of the counties
composing the Sulphur River Valley, as follows:

. County. I Year. | Bales.
Mier Ak ity 1 1904-5 | 10, 625
Bowie....... | 19045 | 21,647
Cass.. = | 1904-5 ! 394
Pelti s sor e s D 11904-5 | 29,761
R N e R e MR e | 1904-5 | 9,
HopkingTz- sivtesrimiemam n o e | 1904-5 | 40,144
R R e s bR Nk e e e o 1904-5 | 66,644
Morris .... 1904-5 | 9,315
Red River 1904-5 | 37,304
Titus. .....n. | 1904-5 | 15,316

Total......i 264,179

I think that a conservative estimate of the river's cotton
business each season would be about 270,000 bales, making an
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estimated saving of over $500,000. I do not attempt to make
any estimate of cotton that might originate ontside of the valley
and find its way to New Orleans via this waterway.

I candidly believe, however, that the cotton business would
constitute only a small part of the total tonnage. While hun-
dreds of acres of land tributary to this river have been cleared,
there yet remain thousands of acres of as fine timber as there is
to be found anywhere. This is particularly true of the north side
of the river. The timber is white oak, pine, gum, and hickory,
the former as fine a stave and barrel wood as there is in the
world. There are numerous barrel and stave factories in New
Orleans and Shreveport which could use any quantity of this
timber. It is of especial value, and being situated right on
the banks of the river it could be delivered at these factories
at a nominal figure. There is practically no end to the guan-
tity, and its quality is such as to make it a profitable market
produect. There is abundant tie timber in this region also, and
navigation would furnish a cheap and convenient mode of
transportation to the several railroads crossing the stream.
The tie business has always been an extensive one in the Sul-
phur River bottoms, but not nearly so profitable as it would be
were there any means by which the railroads could be con-
veniently and cheaply reached.

A further and most important argument in favor of this proj-
ect is the greatly inereased acreage in potatoes, cabbage, hay, and
other feedstuffs in the territory tributary to this river. Shreve-
port is and has long been the accepted distributing point for the
Atlanta section for products of this kind, and with cheap water
rates to that point the saving in this line alone would amount to
an enormous figure each season. Mr. F. M. Greene, of Atlanta,
who has a plantation situated directly on Sulphur River, compris-
ing 8,614 acres, states that of the several h acres which he
has planted in potatoes he confidently expects a yield of from
200 to 300 bushels to the acre. Potatoes are worth on an aver-
age $1 per bushel in this section, and he says with cheap water
rates to Shreveport that, in the course of probably three years,
the average yield for the country immediately tributary to the
river will amount practically to 250,000 bushels a season. As
there are spring and fall crops, between 400,000 and 500,000
bushels will be marketed every year. The present rate on pota-
toes from Atlanta to Shreveport is 23 cents per 100 pounds, and
the transportation of this crop alone, even as low as 10 cents
per 100 pounds by water—a rate lower than any railroad could
possibly make—would be profitable, in the opinion of Mr, Greene,
who has had extensive experience in transportation matters. The
acreage in cabbage is being rapidly multiplied throughout this
section, as ean be said of alfalfa and onions, all of which are as
profitable as that of potatoes and for w h'ch there is always a
ready market. The aggregate of these crops will amount in ton-
nage to probably more than the potato crop.

In addition to these unquestioned contributing agencies there
is, beyond a doubt, just opening up an industry on Sulphur River
which will rival in importance any of those which have already
been enumerated. There lie on and near the banks of Sul-
phur River, a short distance above the Texas and Pacific
Railroad bridge, extensive beds of lignite coal. A company has
already been organized to manufacture briguettes, and when
their plans are completed Sulphur River will furnish the means
of cheap transportation for their preducts to the iron fur-
naces at Jefferson, in case Cypress Bayou ig again made navi-
gable. If not, however, these products could be transported
to Shreveport, for the use of manufacturing concerns, on coal
barges and would undoubtedly bring immense revenue, as the
fuel problem has always-been one of seriousness in this section.
A preliminary survey by the United States Geological Survey
has already demonstrated the fact that iron ore abounds along
Sulphur River in extensive quantity. An official of the Depart-
ment told me in person that the lack of cheap and convenient
means of transportation is the chief cause of the undevelop-
ment of this valued asset. If Sulphur River were made naviga-
ble, and it only requires a small amount of dredging and snag-
ging to be made so, it would undoubtedly mean the development
of resources which are necessary to the advancement of man-
ufacturing industries in east Texas. There is being projected,
and there is every reason to believe it will be built, a railroad
direct from the coal fields of the Indian Territory, which will
cross Sulphur River some distance above the Cotton ‘Belt bridge,
and when this shall have been done it will practically solve
the problem of fuel for the lower Sulphur River section, even
should the supply of lignite briquettes prove inadequate. Even if
this railroad should not be built the coal of the Indian Terri-
tory and Oklahoma can be transported down Red River to the
mouth of Sulphur and thence up Sulphur. Thus the opening of
Sulphur will give a water route from the coal fields of the In-
dian Territory to the ore regions of Sulphur. This will bring
about the development of resources which would cause the great-

est commercial activity this section has ever known. I wish to
lay especial emphasis on this phase of the commercial possibili-
ties of navigation on Sulphur River.

As to the physical practieability of the navigation of this river,
there is not and has never been any doubt. Steamboats at one
time plied this river between a point known as * Knights Bluff
and New Orleans, carrying large cargoes of cotton, and on re-
turn trips bringing supplies for the farmers living along the
river. There are numbers of persons still living in Cass County,
whom I know personally, and who saw these boats and made trips
to and from New Orleans on them. This was in 18358, 1859, and
1860, and had any funds been expended in the betterment of the
river, so I am told by river men competent to judge, this traflic
would have continued and would have increased steadily in
volume. But the river has been permitted to deteriorate and
gradually to fill with large snags and other obstructions. I had
a talk with Capt. D. W. Ray, who, some ten or twelve years
ago, piloted a boat of 100 tons burden on regular trips from a
point 70 miles above Sulphur Station to that station, where was
located an immense lumber mill. Captain Ray is thoroughly
familiar with Sulpbur River, having lived near its banks for
many years. Ie has seen boats plying the river on numerous
occasions, and tells of the regular trips of the Buchanan and
McDougall from points on Red River to points on Sulphur
River. He remembers distinetly the landing of boats at Hag-
gartys Landing, 20 miles above the Texas and Pacific bridge on
Sulphur River, with cargoes of merchandise from New Orleans,
and taking on for the return trip cargoes of cotton. Ile is en-
thusiastic over the benefits to be derived from the navigation of
this stream and he is confident that it can be accomplished at a
comparatively small cost.

I would not consider this statement complete without some
reference to Sulphur River’s excellent banks and sound, hard
river bed: Its banks are high and exceptionally firm, the river
never having been known to change its course. Its bed is of fine
gravel and hard mud, having no sand to form bars and eatch
drifts.

As to the prospect of steamboat service on the river, in case it
should be made navigable, I have to say that Mr. F. M. Greene,
president of the Atlanta and Bloomburg Railway, has already
expressed his intention of placing in commission a boat or boats
to operate between New Orleans or Shreveport and a point op-
posite Douglassville or Sulphur Station. Mr. Greene, a wealthy
and progressive citizen of Atflanta, states that the products of his
farm, to which I have previously referred, will alone justify
him in putting on the boats, to say nothing of other business.

The benefit to be derived from the navigation of this river
in the counties through which it runs would not fall exclusively
to any man or set of men, however, but would be beneficial to
the entire citizenship of both sides of the river. While the
citizens of Atlanta and Texarkana seem more directly inter-
ested than those of any other city, Douglassville is so situated
as to render navigation practically a necessity so far as its
merchandise and produoce shipments are concerned. Douglass-
ville is situated only 3 miles from the river and is withont rail-
road facilities. The country intervening between it and the
river is opened up and is in constant cultivation. There iz an
absolute necessity for some character of shipping facilities for
this town and section, and Sulphur River is the natural agency.
While these and other towns in this section are in a direct line
for benefit, the navigation of the river would bring a commercial
awakening to this entire section of the State. As will be seen
from a glance at the map, the great and fertile section imme-
diately tributary to Sulphur is almost entirely without railway
facilities ; consequently Sulphur River would serve as a great
highway for an extensive territory.

In conversation with men who are in the fish business on
the river, I find that this industry has grown fo considerable
proportions. The industry brings a revenue of from $40,000
to $50,000 yearly to those engaged in it and is taking on re-
newed growth each year.

The rivers and harbors act of March 3, 1905, ordered an ex-
amination of Sulphur River. The result of that examination
is to the effect that the river can be made navigable at a cost
of only $36,000 for a distance of 150 miles at such times as
boats can enter it from Red River and that the river is worthy
of improvement. (See House Doe. No. 870, 59th Cong., 1st
sess.) DBoats can enter Sulphur River from Red River practi-
cally throughout the year; certainly for at least ten months in
every year. There will soon be two snag boats in operation in
Red River above Shreveport, and one of these might be easily
utilized. But, I submit, the most effective work can be done on
Sulphur, so thick are the snags in many places, through the
construction of one or more guarter boats, costing from $1,200
to $1,500. In view of the fact that at a cost of $36,040 a large
and productive area in Arkansas and Texas will be given for
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the first time transportation facilities through the improvement

of the stream in accordance with the recent report and estimate

of the engineers, the Committee on Rivers and Harbors has in the

present bill appropriated said amount for the purposes stated.
RED RIVER.

With proper care and improvement I believe most firmly that
Red River will ultimately become one of the great rivers of
the world and that it will become to the Southwest what the
Mississippi and the Great Lakes highway are to their tributary
sections. Red River is 1,200 miles long—400 miles longer than
the Rhine, 300 miles longer than the Ohio, more than twice as
long as the Seine and the Thames, a third as long as the
Amazon, the Nile, and the Mississippi proper, and more than a
fourth as long as the Mississippi and Missouri combined. In
width and volume the comparison holds in corresponding de-
gree. Its basin comprises almost 100,000 square miles and its
tributary territory includes an additional 100,000 square miles.
This section of 200,000 square miles is unsurpassed on either
hemisphere for productiveness of soil and diversity of commodi-
ties. It is about equal to France in size and will produce a wider
range of commodities than that great nation. It is easily capa-
ble of producing the present cotton and corn crops of the earth.
It produces every fruit and grain and plant known to the temper-
ate zone, and it is the statement of Atkinson, the famous statis-
tician, that on one-twentieth of this area may be produced all the
wheat that Great Britain now purchases from the United States.

Unlimited coal fields are on the Oklahoma side; vast deposits
of iron ore are in the northern and eastern parts of the Texas
side; oil and gas are being discovered in the Louisiana section.
It is a safe assertion that over a million and a half bales of cot-
ton are now produced in this territory and that it has a popu-
lation of over a million people. It contains practically all of
northeastern Louisiana, southwestern Arkansas, and large sec-
tions of the Indian Territory, Oklahoma, and Texas. The im-
- provement of Red River and its tributaries, notably the Cypress
and the Sulphur, will vastly increase the wealth, the population,
and the general importance of the entire Red River area. It
has been shown that six of the Texas counties bordering on
upper Red River—Bowie, Red River, Lamar, Fannin, Grayson,
and Cooke—comprising 6,000 square miles and being by no
means entirely developed, have an annual farm tonnage of
36,000,000, an amount exceeded by few similar areas in the
world. The Red River basin has a rainfall of only 5 per cent
less than that of the entire Mississippi basin and the basins of
all its other tributaries combined.

The section fraversed by upper Red River is oppressed to-day
by the highest railroad rates in the Union, ountside of the Rocky
Mountain region. To illustrate the economic disadvantage of
ihe high rates under which this section labors, and the saving
which would be effected by water rates, I need but say that in
Texas the railway rate on grain for an average haul of 300
miles is 9} cenis. per bushel, while the water rate from the
ports on the Great Lakes to New York, an average haul of 1,200
miles, is 4} cents per bushel, and from St. Louis to New Orleans,
a distance of over 1,200 miles, 4} cents per bushel. The rail-
way rate on cotton per bale for an average haul of 165 miles
from Houston, Tex., is practically $3, while the water rate from
Memphis to New Orleans, a distance of 713 miles by water, is
80 cents per bale, and from New Orleans to Cincinnati, 1.600
miles, $1 per bale. The longest haul of cotton on Red River
and the Mississippi to New Orleans would not exceed 1,200
miles, while by far the greater amount of cotton and all other
produce along Red River would be subjected to a haul de-
creasing from that distance to but little more than 200 miles,
The mouth of Red River in the Mississippi is about 200 miles
from New Orleans by water.

The removal of the snags which have accumnlated for decades
In the channel of this river, especially the upper section: the
clearing of timber from its banks, which are soft and alluvial
and show quite a tendency to cave and break; the erection of
training walls at proper intervals, and such other measures as
the genius of the engineers may suggest, will concentrate its
waters and make its navigation safe and permanent. ‘On ac-
count of its peculiar physical characteristics the work of the
Government must be continuous. And this brings me to the im-
portant point that the work under the appropriation of $100,000
for upper Iied River by the last rivers and harbors bill, in which
the upper section received its first substantial recognition, should
under no circumstances be permitted to lag. About £50,000 of
this initial appropriation has been expended in actual snagging
and cleanjng werk by means of quarter boats with excellent re-
gnlts. The remainder of the appropriation has been devoted to
the construction, care, and continned maintenance of a snag
boat, which can only operate, of course, when the river is at
-certain mediate stages.

Quarter-boat work is the most effective, because the crews con-
tinue to work at all stages, and the snagging and clearing work
of the quarter-boat crews should never stop. They have made a
splendid start, and it would be a practical repudiation of the
project for the Government to pause in the midst of this snag-
ging and clearing work. If the work is not continued on the
scale on which it was begun, the results already obtained will
soon be neutralized and nullified and the moneys already ex-
pended rendered a practical waste. All the engineers’ reports on
Ited River establish the fact that any work on this stream to be
effective must necessarily be continuouns., Snags have been ac-
cumulating in the npper section for decades, and unless the work
of removing them is pressed most vigorously new accumulations
are impossible of prevention. Andethis condition will exist until
the entire upper section has been cleared completely of the accu-
mulations of decades. When snagging work stops, the old snags
that have not been reached serve as bases for new obstructions.

While the work done under the last appropriation has made
navigation on certain stretches less dangerous, it has by no
means made navigation safe for the section above Fulton. Nor
do the engineers claim that this has been done. The secretary
of the Board of Trade of Paris, Tex., the county seat of Lamar
County, one of the largest counties bordering on Red River,
writes me that a movement is on foot to form a navigation
company for operation on the river as soon as it is put in shape
by the Government. Ile adds:

There is no question but that Red River will be used extensively it
the Government will only put it in such sha?e that it will be practica-
ble to use good boats on it; but until there is more money spent on it
the people do not feel disposed to invest in this navigation.

Already, however, there has been an actual resumption of
commerce on upper Red River. During the past year Mr. G. W.
Young has put on fwo boats, which have operated between
Arthur City and the month of the Kiamichi. A Ilnmber com-
pany at Sawyer, on the Kiamichi, has had two boats plying on
upper Red River for the purpose of bringing Inmber to the mill
at Sawyer. )

The Ames Snovel and Tool Company, of Paris, Tex., has sent
an agent to New Orleans to purchase two good boats to be used
on Red River, and they intend also to build a lot of barges.
Boats have also been in operation during the past year from
Fulton for a distance of 40 or 50 miles upstream. A bona fide
effort is being made to follow up the work of the Government
with actual navigation, and when once the river has been put in
permanently navigable shape I am cerfain that the results will
be of the most satisfactory nature.

Upper Rled River offers the new State of Oklahoma practically
the only water outlet for its mmense and varied tounage.

Realizing this, the Oklahoma constitutional convention recently

adopted a resolution, by unanimous vote, praying Congress to
complete the improvement of upper Red River. The five Rep-
resentatives in Congress whose districts border on upper -Red
River, namely, McGuire of Oklahoma, STEPHENS, RANDELL, and
Suepparp of Texas, and Warrace of Arkansas, have all intro-
duced bills calling for a liberal appropriation. Undoubtedly
there is no project in the United States of sounder merit and
more beneficent possibilities, and in recognition of this fact the
present bill earries an appropriation of $£100,000 for continued
work on upper Red River.

Mr. FRENCH. Mr. Chairman, the limited time at my disposal
will not permit me to make more than a passing cbservation up-
on o section of country and its need of water communication
with the markets of the world. The great inland empire of
northern Idaho, eastern Washington, and eastern Oregon com-
prises an area larger than the combined area of the New Eng-
land States. It has been talked of as a land of promise, and the
natural waterway which God gave that region has been men-
tioned for years for its varied and msagnificent scenic benuty.
Nor are we of the Northwest insensible to this homage. It is
all that has been said for it and it is more. The tremendous de-
velopment that has gone on within the last ten years and the
almost unparalleled increase in population serve but to empha-
gize the fact that the land of promise has become the land of
realization, and that the rivers of beauty will not serve their
purpose by remaining longer the mere models for the artists to
copy and therewith adorn railroad pamphlets, waiting rooms of
depots, and the guide-books of the Northwest. The time has
come when more than ever we demand that the Columbia River,
the Snake River, and their tributaries shall be made to serve
the useful purpose of arteries of trade.

We talk of the regulation of railroad rates. We place laws
upon our statute books for the egualization of the charges made.
We accomplish splendid results through the vigilance of our
Interstate Commerce Commission; buf, sirs, that which, In my
judgment, would avail more than all the laws we could pass
aad all the commissions we could appoint for the regulation
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of railway rates would be the adopting of a broad, comprehen-
sive gystem for the development of the waterways of our land
and the speedy execution of that policy.

Look our country over and it will be apparent that rates upon
our railways are lower over those lines where water transpor-
tation furnishes a competitor. It matters not whether the
freight is hauled in the slow-moving barge drawn by the weary
mule or whether it is carried in the steamer of 2 or 4 or 10 foot
draft, it is the same. Water competition drives down the rate.
The reason why freight between Chicago and New York is
hauled at one-fourth or one-seventh the price that is charged for
earrying the products of the producers of northern Idaho a rela-
tive distance is because the Great Lakes, the Erie Canal, and the
Hudson River furnish a means of water transportation, The rea-
son why the railroads that serve Idaho charge two to five times
as much for like freight service as do the lines paralleling the
great waterway of the Middle States is beeause we have no
other alternative than to pay the price that is asked for han-
dling our freight. It will not do to say that we must pay more
because the business is small and the railroads must charge an
additional rate to insure fair profit on the capital invested.
This will not do, because the business of the railroads of the
Northwest at this moment is congested. They have more than
they ean do. Their rolling stock is on the move. They, in fact
have a dearth of cars. The railroads can not supply the needed
cars to furnish coal or deliver wood. They have not been able
to handle our grain or our lumber. They have not been able fo
keep up with the output of our mines and deliver the ore to the
smelter. A recent message tells me that one of the largest
mines in my State has been closed down temporarily because it
can not ship its ore. Yet for this service, sirs, these same rail-
roads charge prices that are plainly out of all proportion to the
work performed. -

The greatest work that up to the present has been done toward
-the navigation of either the Columbia or Snake rivers was the
construction of the canal and locks at the Cascades. The effect
of this improvement was so striking that I shall give you the
charges made by the railroads for handling our freight before
and after the project was completed. The figures appear in a
memorial addressed to this Congress by the legislature of the
State of Washington and applied to rates between Portland and
The Dalles:

Articles, After,

oo
LEE2E

The result, in fact, was marvelous.

Now, let me give you another illustration of the effect of
water competition even in the Northwest. For years something
has been done from time to time on the Columbia River and on
the Snake River. Stretches upon both these rivers for many
miles have been navigable for many years. Yet so long as a
river or river system is mot navigable its entire length the fact
that it is navigable in parts avails little.

Only a few years ago publie-spirited citizens evolved the
idea of constructing a portage railway around the Celilo Rapids
in the Columbia River between the States of Oregon and Wash-
ington. The legislature of Oregon appropriated $190.000 for this

purpose. It was not sufficient, and some $40,000 additional was.

added in 1905, and, I may say, added by private subscription.
It was the object of the portage railway to handle the freight
of river craft between the stretch of navigable water above the
falls and the waters below. The railway was completed and
for two seasons has handled a portion of the trade, with this
marked result:

In the first place, it successfully did much business itself, al-
though working under the great disadvantage of being required
to handle its freight above the Portage Railway and again be-
low it—two handlings that should be removed.

In the second place, it did what laws or commissions had not
done: It scaled down the charges of the railroads between the
points tributary to the river and the city of Portland. In line
with this statement, I desire to include in my remarks a state-
ment prepared by Mr. Frank J, Smith, superintendent of the
Open River Transportation Company, and addressed to the
company’s president and board of directors:

B PORTLAND, OREG., December 31, 1906.
The president and board of directors of the Open River T'ransportation

Campany.

GENTLEMEN : In reply to your request for a statement of results ob-
tained by the opering of the upper Columbia River through the con-

struction of the Portage Railway and the operatlon of boats on the
river, I herewith submit the following report for your consideration :
RIVER RATES AND GENERAL BENEFITS.

During the present season of the fall of 1906 the Open River Trans-
portation Company handled considerable grain at a rate ranging from
40 to 40 cents per ton less than rates in effect on rail line,

Merchandise was transported to river towns and also to Interior
points that were reach by wagon haul, The consignees at river
Eglnts received their shipments at a saving of from 30 tq 50 per cent

low rail rates to the same point. Interior towns have used the water
haul for over 250 miles and hauled by team 20 miles inland at a
saving over rail rates.

The farmer and merchant on the banks of the river have received
large benefits. It has enabled them to not only market their produce
loeally, but to procure supplies promptly andy at reasonable prices.
Unused land that has been in pasturage for years is now being farmed
since the boats have given the purchaser means of transportation. A
number of new towns has been started along the banks of the river
at points where wagon roads reach out to the farm lands of the In-
terior. ©Old towns that have retrograded since the early steamboat
days have been inspired with a new lease of life,

ELECTRIC LIXES.

Electric lines from the interior reaching to the Columbia and Snake
rivers have been organized, and In many cases much of the right of
wa’f“ has been freely given.

he open river movement has been directly responsible for these
projects. The names and loeations of roads are as follows:

Spokane Inland Railway, from Spokane to the Snake River.

Walla Walla and Columbla Electric Railway, from Dayton to Wallula,
on_the Columbia.

Bickelton and Northern Railway, from a point near "Mount Adams
to Alderdale, on the Columbia.

The Columbia and Northern Railway has surveyed a line from Hard-
man, through Gilliam and Morrow counties, to Blalock and some right
of way secured. :

A line has also been surveyed from Prosser, on the Yakima River,
through the noted Horse Heaven wheat belt, reaching the Columbia
at Patterson, opposite Irrigon.

RAIL RATES REDUCTIONS.

After the Portage Rallway was built and just before steamers were
laced in operation, a reduction of 40 cents per ton was made on wheat
rom Arlington. Wheat was secured from Washington points by rall
line, despite the fact that the river tarif was 25 cents per ton less
than that published by rail, and a crossing charge of 50 cents per ton.
In other words, a T3-cent per ton differential was met.

Condon, 45 miles in the interfor, on the Arlington-Condon branch,
took up the matter of shipping by river to Arlington and by the use
of teams secure their shipments at a lesser rate. Following a visit
of a representative of the river line to that city in April of this
year a reduction was made by the rall line of from $‘l to $3 per ton,

During the present year grain that was promi from some sec-
tions falled to appear on the river bank, and after a eareful investi-
gation of the case it was found that the farmer received benefits from
the opening of the river in the way of price from buyers and accom-
modations from competing lines that prior to the operation of the
river boats he was unable to secure.

At all landings wheat has brought a higher Ericc per bushel than
at points the same distance from market that had no river competi-
tion.

OREGON RAILROAD AND NAVIGATION TARIFF EFFECTIVE JANUARY 1, 1907,

That the river line has proven a factor which can not be overlooked
by the rail lines in mnklni rates is Indisputably shown by the new
fariff issued by the O n Railroad and Navigation Company, effective
January 1, 1907, in which sweeping reductions have been made. To
show tﬁe sweeplng nature of the reductions, I have prepared the fol-
lowing table s})owlng the reductions at prominent points reached by
steamer and to inland points where electric communication is contem-

lated :
¥ Classes reduced, per ton.

e | ; | Horses,

nmes.l station. | L |2 |8 |4 |8 l A | B l c | o ‘ B, |
| |

100 CeIilo.......|W-GO;80.4GIJ.60_N A 1

126 | Quinton ....| .80 1.20 1.60| . i 1.

133 | Blalock.....| .60 1.60) 2.00 2.20|

141 | Arlington ..|..... § 2.00| 3.20/ 1. 80|

179 | Irrigon .....| .40 3.20] 2. 40| .20,

186 | Umatilla ...] 1.00] 3.20{ 200/ . 20

213 | Wallula.....| 2.60 2.80{ 1.40 { 1.80 i

230 | Pendleton..| 1.40! 1. .60 60| 1.20| .'.wl -80 .40 .20 .20 .10

244 | Walla Walla| 1.00{ 1.60] 40| .80 Ld0.....|....L....L L. 12,00

272 Wamburg..i 12 1ool 1.00f .80 4o|| .ml ..... 1 6.00

No changes of any moment have been made in rates to Snake River

points, a territory that as yet has not been invaded to any material
extent by steamer lines.
Eurcess of rail rates over steamer vates, per ton.
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Further reductions must be made by the rail line in order to meet
river rates, which are still below the rail rates as reduced.

It must be apparent to the most casual observer that the I‘ortase
Railway is responsible for the reduction made and that the State is
amply repaid for its investment, and its continued maintenance and
extension abundantly justified.

Moreover, it will e observed that the reductions made by the Ore-

n Railroad and Navigation Company nnlg apply to polntﬂ affected
v competition with the steamers of the Open River Transportation
Company, made possible by the use of the Portage Rallway. The
charges made beyond river points show how far-reaching the benefits
resulting from water competition extend. %

GRAIN RATES.

DBut few changes have heen made as yet by rail lines on grain, but
the rate will undoubtedly be reduced, as the.river rate is much lower,
and will sooner or later have to be met. Although handicapped b
operating a-through line, over a tion of which we had no control,
tne high price of fuel, and other
portation Company has proven not only a rate factor, but that the
Columbia River ig a nmavigable stream.

With a relatively small expenditure compared with the benefits which
would result therefrom, the Columbia and Snake Rivers could be safely
navigable for steamers of large capacity the entire year from Celilo
to Priest Rapids and to Lewiston. It is quite probable the legislature
of Washington will ald in this work to the extent of £350,000 the ap-

proaching session.
*  The extension of the Portage Rallway to The Dalles will be of ines-
in Dboth lowering rates and expediting handling the

timable benefit
traffic.
Fraxk J. SyiTH, Superintendent.

I shall make another comparison to emphasize the necessity
of water transportation and shall avail myself of figures fur-
nished in the memorial addressed to this Congress to which I
recently referred. After the Cascade Canal and locks were com-
pleted, The Dalles had splendid water communication with
T’ortland and the lower Columbia. The Celilo Falls being just
above The Dalles, the vast territory above, including the Lewis-
ton country and the Walla Walla country, were denied this ad-
vantage. The Portage Railway has caused a recent modifica-
tion of the freight tariff touching the immediate stretch of coun-
iry above Celilo tributary to the Columbia River, which I
have already pointed out. Before this modification, however,
the difference in freight charges made may be gathered from the
following table:

Rates per ton in carload lots.

Miles | Salt. | Sugar. (ned) Grain,
Portland to The Dalles, water competi-
0N s e un i avsiinaama s v nn s iy e 88| §1.50 | §2.00( §2.00| €150
Portland to Umatilla, without water com-
o e B SRS S S 7| 7.50 | 10.20 | 10.20 3.00

Could any figures be more remarkable and siriking to illus-
trate the outrage in freight rates perpetrated upon the people
of the inland empire than those I have here shown you?

The only remedy for this injustice is the improvement of
our waterway from tbe mouth of the Columbia to Lewiston,
Idaho, and to the upper Columbia, in the State of Washing-
ton. Later improvements will follow, but this is our impera-
tive need.

We want the Celilo project completed, and it will require
a little more than $3,500,000, according to the engineer’s report,
to do that work. We then want obstructions in the upper
Columbia River and the Snake River removed. We want water
communication established between the heart of the great in-
land empire to the Pacific Ocean, and resulis more striking than
those disclosed by the completion of the Portage Railway at
Celilo must surely follow. This inland empire is distant from
our nearest coast market from 200 to 700 miles.
grain to this market the railroads charge us something like 14
cents per bushel, or from 4 to 5 cents per bushel per 100 miles.
On the Mississippi River, between St. Louis and New Orleans,
the rate per bushel per 100 miles is a litile less than 1 cent.
In other words, we are compelled to pay from three to four
times as much for freight as we would need to pay could we
have water transportation. And think what a saving this would
mean to the producers of the inland empire. We ship to coast
points about 40,000,000 bushels of wheat every year. Could
we save on this shipment 10 cents per bushel every year we
could still be paying rates higher than those paid for like
shipments upon the Mississippi River, yet it would egual a sum
greater than that required to complete this waterway. Could
we save but half that, or 5 cents per bushel, our farmers would
be better off to the extent of $2,000,000 every year. Could we
save a proportionate amount on all our other produets and on
the freight that is brought from the coast points for home con-
sumption, the benefit would be almost as great again. Now,
let me give you a brief idea of the wealth and productiveness
of the country for which I speak.

. The area of tillable land within the counties within close
proximity to the rivers is 10,000,000 acres, of which nearly

isadvantages, the Open River Trans--

To haul our

5,000,000 acres are being cunltivated, and vastly more would be
were freight rates lower. During the last ten or fifteen years
this region has produced from 35,000,000 to 60,000,000 bushels
of grain annually, about nine-tenths of which was wheat and
one-tenth oats, barley, rye, and other grains. The same coun-
ties have produced annually for years almost 100,000 horses and
cattle and about one-half million head of sheep and hogs. They
produce annually for shipment about $3,000,000 to $3,500,000
worth of fruits and vegetables, about $3,000,000 worth of hay,
and $7,000,000 worth of dairy products. They have produced
some $2,000,000 worth of wool and hides annually for years, and
immense wealth of minerals. The Coeur d’Aléne mines alone
last year produced about $25,000,000 worth of ore. Vast copper
mines awaif better transportation facilities and are contignouns
to the Snake River between Lewiston and Pittsburg Landing.
It is estimated that the white pine in northern Idaho alone
wonld seale 2,700,000,000 feet, and it covers 270,000 acres of
land. It is said by lumbermen to be the finest body of white
pine in the United States to-day. In eastern Oregon there is
a vast forest of yellow pine, which, it is estimated, would scale
2,500,000,000 feet, and, which covers 250,000 acres. Tributary
to these rivers, in Idaho, Oregon, and Washington, are other
tracts of valuable timber awaiting the means to reach the
markets of the world. : :

. The population of this region is to-day not far from 600,000
people and the wealth $1,000,000,000. And so I could continue,
but I do not have the time,

I do not urge a policy that is selfish. In contending for
greater relief for the Northwest I do not forget the other sec-
tions of our country. I believe in a policy that will be broad
and general and that will include every section. I have called
especial attention to this policy as applied to a limited area
because this is my home and I am familiar with it. I have re-
ferred to it not only to urge the needs of those I represent, but
also for an illustration of what water communication and the
development of our waterways would do for our whole country.

You say that a policy that I urge would be an expensive
policy. In a sense, yes; but not so expensive as to continune
under the policy of the past. I have shown that the people
would be saved much of the outrageous rates they are now com-
pelled to pay. I nave shown that the saving in one year on
the freight handled for the people of the inland empire would
net almost $4,000,000, or more than that for which we of the
Northwest ask for this great work. Expensive! Not in com-
parison with what it would save. More than this, it is an ex-
pense that is an investment. All the money that our Govern-
ment wisely expends in the improving of our waterways will be
worth throughout the years to come 100 per cent on the invest-
ment. It is not an expense that exhausts itself. It is an invest-
ment that will require the minimum of care and will yield the
maximum of profit, and the investment should be made now,
There are many reasons why it should be made now.

Our railroad lines are overworked and our waterways should
be developed to furnish adequate means of transportation.
The present rates are excessive, and the waterways should be
built now that our produce might be handled at reasonable
rates. Again, the waterways should be provided now because
it is true here, as it is true in every line of construction, that
delayed construction is the most expensive kind. By making
appropriations by piecemeal, by doing a little work here and a
little work there, to be followed another year by only a small
amount of work additional, while some good results follow,
much of the work must be done over again with the funds of
each new appropriation. By trying to be economic we are
following in truth the most expensive policy. What we want
then is a comprehensive policy, a broad policy, and a liberal appro-
priation for the development of our waterways. And what is
more, we want the policy approved and inaugurated now.

Mr. MAHON. Mr. Chairman, I represent one of the districts
in the great State of Pennsylvania. We have in that State, in
the city of Philadelphia, probably more manufacturing and textile
workers and more industries than there are in the same area in
any other State, and they are all interested in getting this 35-
foot channel. But the chairman of the Committee on Ilivers
and Harbors and that committee have decided on a 30-foot chan-
nel. I want to say briefly that I do not think that since we
have had a Congress we have had a more capable chairman, a
man who knows his business better than does the gentleman
from Ohio, the present chairman of that committee. Taking
everything into consideration, what he has recommended in this
bill and what the committee has voted to put into the bill, I
think the bill should pass. I am satisfied that the committee
has done the best it could and that this bill ought to pass
without any more conflict.

Mr. CANDLER. Mr. Chairman, this bill pending before the
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House in round numbers appropriates $83,000,000 for the im-
provement of the rivers and harbors of this country. I am
glad that the committee saw proper to increase the appropria-
tion for this purpose in this bill. It is also a source of gratifi-
cation and pleasure to me to know that we are at last going to
begin in earnest the improvement of our rivers and harbors on a
larger scale, and to take care of them rather than spending the
revenues of the Government in improving our foreign pos-
sessions and leoking after the affairs of people who have little
interest, as has been demonstrated by their actions, in this
country which has so leng been taking care of them. [Ap-
plause. | . L

The conditions existing in the country at this time impera-
tively demand a larger appropriation for our rivers and for our
harbors. We know by observation and by experience that the
means of transportation in this country are already congested,
and that they are unable to meet the necessities and the re-
quirements of our developing commerce and trade. There is
no railroad throughout this land but what to-day has more busi-
ness than it ean transact. They need more tracks, they need
more freight cars, they need more passenger cars, they need more
engines, in order to meet the demands which are daily made
upon them.

When that is true, then certainly it is of the greatest impor-
tance that we should turn to the natural means of transporta-
tion which has been furnished to us by the Giver of every good
and perfect gift, and proceed to improve the rivers of this coun-
try, in order that we may have the benefit which would natu-
rally flow from their improvement, and relieve, as far as possi-
ble, the congestion of trade and commerce with which the other
means of transportation are unable to deal. [Applause.]

I desire to call attention to an address delivered a short time
ago in Washington, by Mr. Richard H. Edmunds, editor of the
Manufacturers’ Record, at the rivers and harbors convention
in Washington, on December 7. He stated the conditions exist-
ing at this time with more clearness and with greater force
than I could possibly hope to do, and hence I shall adopt his
words : : E

Overwhelmed by the magnitude of the country's expanding traffic our
transportation facilities are proving unequal to the strain. Our ma-
terial development has alrea far outgrown our railroads. Unless
our advancement is to be halted by the lack of machinery necessary for
carrylng on business—that is, the lack of the facilities for handling
freight—at least $5,000,000,000 must be expended during the next ten
years in the extension of the railroads of this country. This would
mean that within that brief period we must increase by at least 50
per cent our entire rallroad facilities. Really they should be very
nearly doubled, for in all probability trafic will double. It is practi-
cally certain that ten years hence our iron production will have ad-
vanced from the 25,000,000 tons of to-day to an annual output of
nearly If not quite 50,000,000 tons, and that against the 425,000,000
tons of coal mined in 1906 we will by 1916 mine nearly double that
quantity. The production of Portland cement, which has advanced
with unequaled growth from 8,000,000 barrels six years ago to 40,-
000,000 barrels, must, with the increase of conerete construction, double
and quadruple within ten years. In six years the value of our farm
froducts has advanced from $§4,700,000,0 to mearly §7,000,000,000.

n the same period the value of our farm property has risen from $20,-

400,000,000 to $28,000,000,000. This gain in the last six years in the
value of farm property is equal to about GO per cent of the total capital
invested in all the manufacturing interests of the country. It is more
than two-thirds as much as the total deposits in all the banks—na-
tional, State, private, and savings banks—and loan and trust compa-
nies throughout the ‘land. The value of our manufactured products
now aggregates about $17,000,000,000 a year; our forestry and mining
products, $3,000,000,000, and agriculture nearly $7,000,000,000. This
makes a total of $27.000,000,000, against $18,800,000,000 six years ago
and Tl::,-mo,ooo,l)oo in 1800. Marvelous, indeed, has been this expan-
slon in agriculture and in manufactures. Though more pronounced in
the United States than anywhere else on earth, this expansion is world
wide in its sweep. Great as have been the results in the development
of business during the last ten years, the future holds out far greater
potentialities. Limitless, in fact, are the certainties of future expan-
slon if we can adm%}ately extend our facllities for expeditiously and
cheaply handling traffic.

Though nearly every railcoad in the country has for several years
been siriving to the utmost limit of its financial ability to increase its
rolling stock and improve its track, there is scarcely a line that is not
overcrowded with business. In every direction there is freight conges-
tion. Merchants and manufacturers find it im ible to deliver goods

romptly because the roads can not move their trafic with dispateh.

Vestern grain farmers and Southern cotton planters are unable to make
rapid shipments because of the lack of rolling stock and likewise the
lack of track. The lumber trade is suffering heavy losses from the
same cause, Here and there coal famines are threatened because of the
fnability of the roads to handle the freight offered. Millions of tons of
coal in excess of the present output could be mined and find a ready mar-
ket if rallroad facilitiezs conld be had. Notwithstanding the struggle of
the roads to keep up with it, business is steadlly Falnlng on their facili-
ties. Im 1890 the total railroad freight traffic of the country as meas-
ured in mile-tons was 79,000,000,000; in 1800 it was 141,000,000,000,
and in 1005 187,000,000,000. With the same average gain per capita
as doring the last fourteen or fifteen years we would in 1916 have a
total traflic of 350,000,000,000 to 400,000,000,000 mile-tons. These stu-
pendous figures indicate something of the traflic which we must prepare
to handle. To this condition ad’ri the fact that in the next ten years
our Fopulntlun will be increased by not less than 20,000,000. This in
itself is almost equal to the population of the entire South. Then con-
sider that the actnal increase in the business of the country within that
time will exceed the total volume of trade in the Bouth to-day. The
sltuation i1s one of deep concern. It demands the earnest consideration

of the country. Tt is the one weak spot in the business outlook, and
more than anything else endangers our prosperit‘{\x

These facts enable us to form some conception of the need of far
more rapid expansion of transportation facilities than has yet been
taken into account. Iven though they should streteh to thée utmost
limit their ability to provide money and be able to add to their invest-
ment $35,000,000,000 within the next ten years, it is questionable
whether the rallroads would then measure up to the imperative needs
of the times. Our foreign commerce is now $3,000,000,000 a year.
In a few years it will be $5,000,000,000 or $G,000,000,000. Our har-
bors must be made ready for this doubling of their trade. Given ade-
quate facilities our river trade will expand still more rapidly. Even
now steel barges are being built at Pittsburg which, when loaded with
coal, will not break cargo until they unload at Habana and other
Cuban ports. The coal trafic of Panama and South America and the
West Indies is within our grasp whenever we are ready to furnish the
facilities needed to take it.

Shall American development be halted because of our® inability to
provide the facilities for the trade that awalts the activities of our
people? To help meet this problem it is incumbent upon the Natlonal
iovernment to begin a policy of the fullest utilization of the great
rivers and waterways with which nature has so abundantly provided
us. With an expenditure in the next ten years upon rivers and harbors
of §£500,000,000. as against the $5,000,000,000 or more which the rail-
roads must undertake to provide for their work, we ean so improve
river transportation as to make it possible to lessen the burden upon the
country due to inadequate transportation facilities. Nature has blessed
us with great highways upon which to carry on a commerce which could
be made worth untold millions to the country, but we have almost ig-
nored and counted as of no value this priceless gift. 1t is as though we
had been given tens of thousands of miles of well-built rallroads here
and there obstructed by a rock which needed to be removed ere these
steel highways could be utilized and we were unwllling to spend the
few dollars required to clear the tracks. Our rivers are worth more
than all the eapital invested in the rallroads of the country; in fact,
they have a value, from the strictly economic point of view of their
possibility as freight carrlers and freight-rate regulators, beyond any
money estimate that could be put upon them. Yet so lightly have they
been esteemed that as a nation we have been unwilling to spend the
few milllons necessary to remove the rocks and clean out the channels.
Do this and there would be free movement for thousands of additional
water craft. They would not only increase our transportation facili-
ties, but by the cheap handling of the coarser or heavier products
would expand the railroad traffic of the higher class of goods, to the
profit alike of the country and the roads. Can we imagine that a great
corporation, with limitless resources at its command, owning thousands
of miles of railroad track, would be so indifferent to its own future as
to be unwilling to remove the few rocks or the sand that, through some
;lphr&a?val of nature, had here and there covered a few miles of its
rac [

The very suggestion is in itself absurd. Such a course would not,

however, be more absurd economically than has been the policy of the
American ple with reference to their rivers and harbors. e time
has come in the history of American development when every ssible

means which can be provided for the handling of traffic must be util-
ized, and utilized promptly, The condition which we face to-day is
one of supreme importance. It is one upon which the unchecked prog-
ress and prosperity of the country depends. For this reason, if for no
other, it is incumbent upon the American people, through the National
Congress, to spend money with no niggardly hand to improve all of our
great waterways, both inland and coastwise. These improvements can
not be made by individual capitalists nor by corporations. Our rivers
and harbors are national in interest, and of necessity the nation alone,
acting through Congress, can provide the money for their fullest utili-
zation. Money so spent would not be wasted. It would not scat-
tered to the winds. On the contrary, it would be an investment which
would yield to the whole country a larger percentage of profit than an

other within the range of man's knowledge. Five hundred million dol-
lars spent within ten years on river and harbor improvements would
certainly yield an annual profit to the business interests of the couniry
far in excess of that amount. The nation has sanctioned the spending
of hundreds of millions to construct an isthmian canal. In this it has
done wisely. When the Atlantic and the Pacific have been united by the
Panama Canal the world's commerce will be revolutionized in our favor.
But this canal, the most stupendous work of this era, is not as im-
portant to our country as the deepening of our rivers and harbors. The
proper leveeing of the Mississippi River would reclaim overflowed lands
which could be made to yield over $500,000,000 of farm products a
year. while millions more would be saved from destroction. The deep-
ening of the Ohio and its tributaries would furnish transportation
facilities for the vast but congested traflic of the world's iron and steel
center. But why particularize? Throughout the country, from the
Atlantic to the Pacific, from the Lakes to the Gulf, there are opportu-
nities for improvement where every dollar expended would annually
return 100 per cent to national profit and individual gain,

We talk about the danger of wars and the necessity by the building
of a great Navy of protecting ourselves against any possible encroach-
ments by other nations. Would we, indeed, make ourselves impreg-
nable against war and commercial rivalry, then give to our people
the fullest scope for the development of our resources. Open our rivers,
deepen our harbors, and the enlargement of our wealth and power will
put this country beyond rivalry in the world’s commerce or the pos-
sible successful attack in war by any power or any possible combina-
tion of powers on earth. Nature has blessed this favored land with
resources so vast and varied for the creation of employment in the field
and in the factory and for the development of boundless wealth that
we scarcely realize the potentialities of the future. We are adding to
our accumulated wealth about §500,000,000 a mouth. We can continue
at even a greater rate until we lead all the world in finaneial power, for
we have the resources out of which to create boundless wealth. The
foundation of the world's industrial system is coal. That is the mov-
ing power on land and on sea. Of coal the United States has 350,000
square miles, against 50,000 square miles for all Europe. With seven
times Europe's potentiality in the pnonflzlng power of coal, we have
other resources to equal our fuel. In this period of the development of
electrical energy throug}l: the utilization of water powers we can, as in
coal, more than match Europe. In iron and steel we are making nearly
one-half of the output of the world. Of copper, upon which electrical
expansion depends, we are producing far more than half. In iron and
steel and copper we can dominate the world’s metallurgical interests.
To this add cotton, which is the leveler in commerce. UYO“ it the
wealth of Great Britain and the Continent largely depends. ts produoc-
tion is practically monopolized by this country. We have 80 per cent
of the world's annual cotton output. This gives us an absolute
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domination of this great industry, such as no other country holds
on any industry wortiy to be counted in such a cataloguing of natural
resources. Of  wheat and corn we produce 3,500,000,000 bushels,
against 2,000,000,000 for all Europe. ut why attempt to enumerate
our resources? The very cream of the good things of earth as the
foundation for man's highest development and the mightiest expansion
of human activities has been given with a lavish hand to this country.
It is within our power to so utilize these resources as to immeasurably
add to the wealth and happiness of the world. As we have the area
and the resources sufficient to sustain a population of hundreds of mil-
lions of people, so we have with these advantages the opportunity of
becoming the world’s greatest leader in the betterment through the arts
and sciences of humanity rather than destruction through war. As
an essential Bnrt of this programme, the time has come when the Ameri-
can people should utilize to the fullest extent thelr rivers and harbors,
the improvement of which will enable us as a nation to realize upon
our boundless resources.

The world has entered upon a period of expansion in industry, in
commerce, and in wealth such as man never saw before. Not In the
United States alone, but everywhere are seen evidences of the great
burst of activity which is taxing the energy and the transportation fa-
cilities of all the leading nations of earth. We justly boast of the vast
expansion under way in this country and of the increase of our foreign
commerce to the point where imports and exports now aggregate over
$3,000,000,000. But though the United Kingdom has only half of our
population, its forelgn trade during the first eight months of this year
exceeded that of the United States by $000,000,000. If our foreign
trade in proportion to our population were as great as that of the
United Kingdom, our exports and imports, instead of reaching $3,000,-
000,000, as at present, would be $12,000,000,000. This dewloﬁment of
foreign trade is as pronounced in Germany as in the United Kingdom,
while France, Belgium, and Japan all show a rapid expansion in com-
merce with the outside world. We congratulate ourselves upon what
we have accomplished in the development of our manufacturing and
agricultural interests, upon the growth of our railroads, and upon our
foreign commerce. But considered in the light of our natural resources
and of the advantages for domestic and foreign trade which nature has
fi\'on us, we have as yet scarcely begun to work. With our unequaled
ocation on the map of the world, midway between Europe and Asia,
with our nnmatched resources of coal and cotton and iron and agricul-
tural capabilities which can not be matehed on any other continent,
with 85,000,000 of the most active, virile people on earth, this country,
the foremost in education, the foremost in manufactures and in agri-
culture, the richest upon which the sun ever shone, is but in the in-
fancy of its material advancement and world-wide influence if we but
utilize the blessings with which heaven has so abundantly favored us.
Shall we in the future, as in the past, pursue the same ** ?ennylwise—
and-pound-foolish " ?lan of almost ignoring the possibilities of our rivers
and harbors, or shall we enter upon a broad campaign of improvement
to match our unequaled opportunities?

Mr., Chairman, takihg into consideration these marvelous facts
and figures which I have presented to you from this address,
there is no justification which can be offered for a failure upon
our part to improve our rivers and harbors. It is not only de-
manded by our necessities, but I believe that the improvement of
every river capable of improvement to such an extent as to fur-
nish the commerre to justify the expenditure will be indorsed
by the people of America. I have received recently numerous
letters from my constituents calling upon me to support the
appropriations made for this purpose, and everywhere that you
hear a voice from one end of this country to the other it is crying
out for an improvement of the rivers and the deepening of the
harbors, in order that this congestion of commerce may be re-
lieved and in order that the prosperity of the country may be
kept pace with by handling the products presented to the trans-
portation companies for shipment. While this bill makes an ap-
propriation in round numbers of $83,000,000, I believe that it falls
short to a certain extent of making the appropriation it should

* make, I believe that the necessities of the country and the
conditions existing demand a larger appropriation than that
made in this bill. I believe that the people of the country
would indorse with enthusiasm and with great unanimity an
appropriation of at least §100,000,000, making it $50,000,000 each
yvear, not only for this and next year, but for the years even
ahead of us, until the rivers and harbors of this country are
‘made navigable and are ufilized for the purposes of trade.
While I indorse the pending bill, as far as it goes—and, as I
said in the outset, I am glad to see the appropriation made—I
know this bill falls short in one instance of doing that which in
my judgment it onght to do.

1 believe there should be an appropriation made of $2,500,000

| for the most beautiful river in all this country. It is not nec-
essary, I am sure, to mention its name, for everybody knows it

is the Tombigbee. [Applause.] That appropriation of $2,500,-

000 is not in this bill, and the river is only given a small appro-
priation of $14,000 for maintenance from Demopolis to the
eity of Columbus. With the additional appropriation of
$2.500,000, which was requested and which was desired for the
improvement of this great artery of commerce, there would then
have been a total appropriation carried by the bill of $85.-
500,000,  The bill would then have been practically perfect, 1
will say to my good friend Mr. LAWRENCE, a member of the
committee who sits before me. But because of the fact that

this appropriation is not made in this bill to that extent it is

-incomplete, and it ought to be put in the bill before it becomes
the law of the land. [Applause.] It ought to be done in the
interest of commerce; it ought to be done for the glory of the
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American people; it ought to be done for the good of this coun-
try; it ought to be done because it would make the men and
women and the little girls sing songs of praise in your ears,
which would make you glad and make you rejoice in all the
vears that are to come, and in your declining years, when you
should be turning your face toward the setting sun you would
have those songs which would come from joyful and happy
hearts to reward you for a work well done and for a duty dis-

charged in accord with the best interests of the country and.

for the glory and welfare of all the people. [Great applause.]
As a member of the Rivers and Harbors Committee, my friend,
I want you fo help me in this important matter.

I secured in the last river and harbor bill a survey for this
river. 'The engineer reported that the improvement was en-
tirely feasible, and I will ask permission to insert that report
in the Recorp. All the way through it, up to the very last
clause, the report will be found from beginning to end to be of
a most favorable character, but, unfortunately for us who are
interested in this great river. the last paragraph in it left us
without the hope which had before encouraged our hearts and
ingpired our lives, The engineer reported that the commerce
did not justify the necessary expenditure, and in view of that
fact the committee, I presume, did not see proper to include
the necessary appropriation in this bill.

But I am going to put into this record statistics and facts to
demonstrate and to show that the commerce will amply justify
the improvement of this river, that all we need on the face of
the earth is that the channel shall be deepened until we can
have yvear-around navigation, and that when we can obtain year-
around navigation we can furnish the tonnage, because it is
there to be furnished for transportation upon the rippling waves
of this beautiful river. The engineer in his report says that
one-fifteenth of the cotton erop of the United States is pro-
duced in the Tombigbee Valley. Grasp for a moment what that
means when he says that one-fifteenth of the cotton crop is pro-
duced in this fertile valley.

That means the production of $40,000,000 can be found within
the limits of this valley which would float upon this river if
the transportation was furnished. The trouble is that we only
have navigation about six months in the year, beginning in
December, and with the uncertain navigation which we have

there is to-day upon the river, as shown by the actual facts®

and figures, a tonnage of 140,000 tons. I want to call atfen-
tion to the fact that the distinguished chairman of the Rivers and
Harbors Committee [Mr, Burton of Ohio] once said in a speech
that any river that could furnish a tonnage of over 100,000 tons
was entitled to consideration looking to its improvement, I
have the highest regard for him personally. I have the great-
est respect for his judgment and for his opinion. I believe that
he knows more about rivers and harbors than any man in the
United States of Ameriea and that he knows as much or more
than any man in the world on that subject. Therefore when
he expresses the opinion that a river that can furnish 100,000
tons of freight is entitled to consideration looking to its im-
provement, it means a great deal, coming from the source from
which it emanates.

I can demonstrate and show, and I will put the facts and figures
in this record to demonstrate and show, that there is upon this
river, with the uncertain navigation which now exists, a hundred
and forty thousand tons of freight each year. Improve the
river and give us certain all the year round navigation, and we
ean furnish, in my judgment, over 500,000 tons to be trans-
ported in the vessels which would immediately enter this in-
viting field just as soon as they knew that they had a channel
which they could traverse the year round. But with the uncer-
tainty of the channel, with the fact that by reason of the condi-
tions existing they do not know when they. can get in and out
to secure the trade, the steamboats do not seek the trade as
they would if they knew the channel would be open and they
could travel it the year round. There would be no trouble
from any other source because there is no place where the sun
shines more beautifully and where the moon glows with her
silvery rays with greater grandeur than along this beautiful
river. There is no reason on earth indeed why these steamers
should not run all the year round except the necessary money
to be added to the appropriations in this bill to furnish this
channel and open this river to the trade. Why, my friends,
this river has been sought for far and wide by those seeking
that which was beautiful and that which was grand. They
have sought it because of the fact it furnished an invitation to
admire the beauties of nature, because along if from one end
to the other the grandeur and sublimity of Almighty God's
creation shines forth with a degree of perfection that is
scarcely reached in any other country in the world. [Loud ap-
plause.] We have heard distinguished gentlemen upon this
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fAoor talk about the Mississippi River. I love the Mississippi,
because there is no Commonwealth in all this broad land that
gets closer to my heart and my affections than the Mississippi.

Oh, that beautiful name that we treasure, which we love, and
to which we cling! The little ones around the fireside in our
homes are taught to sing its praises and to speak forth its
virtues. I love that name, and I am glad that the great
“ Father of Waters,” the Mississippi River, that furnishes the
marvelous means of transportation from the Lakes to the Gulf,
has the same name as the State within which I live and which
I have the honor in part to represent; but the Mississippi, my
friends, sinks into insignificance in its grandeur and its beauty in
* comparison with the Tombigbee. [Applause.] I have heard
Members talk about the Missouri River—and I love old Missouri,
too, with all my heart. Yes; grand she is in her history and
grand she is in her productions. We heard to-day upon this
floor one of her brilliant and gifted sons, whom I love and ad-
mire [Mr. Crarg], speak forth words of truth and words of
beauty, and he spoke of certain interests that lie near the
hearts of the Missourian. But I will tell you, my friends, that it
is a fact that the Missouri River, and even the other rivers
which are closely connected, by interest or otherwise, can not
be compared in any way to this beautiful river that a kind
- Providence presented to the people of the country in which I live
as one of the best gifts that has ever fallen from His hands.
[Applause.]

If I should talk here until my time expired—and it soon will
expire—in fact, if I should continue until the * wee small ” hours
of the morning, I could not portray to you anything like its
beauties, anything like its importance, anything like the l’acts
and the figures that necessitate its improvement.

The CHAIRMAN (Mr. BurrLer of Pennsylvania in the chair).
The time of the gentleman has expired.

Mr. CANDLER. May I have a few moments more? My
heart yearns to tell a little more about this important river.
[Applause.]

Mr. LAWRENCE. Mr. Chairman, I ask unanimous consent
that the gentleman——

The CHAIRMAN. For what purpose does the gentleman
from Massachusetis rise?

Mr. LAWRENCE. The *“gentleman from DMassachusetts ™
“rises to ask unanimous consent that the gentleman from Missis-
sippi [Mr. CaxpLER] may be permitted to continue his remarks
for five minutes.

The CHAIRMAN. The gentleman from Massachusetts [Mr.
LawreNceE] asks unanimous consent that the gentleman from
Mississippi [Mr. Caxprer] may be permitted to continue for
five minutes. Is there objection? [After a pause.] The Chair
is pleased to say there is no objection. [Applause; cries of
“Goon! Goon! Tell us more about your river!”]

Mr. CANDLER. My heart goes out in gratitude to my dis-
tinguished friend from Massachusetts [Mr. LAwrexce] and also
{to the Members of the House for this great favor. I am sure
that it is prompted by the interest in this great river about
which I am talking, because we all know that it appeals to
the heart of every American citizen throughout this broad land;
and the regret that they have to-day, and they have expressed
that regret to me often, is that it has been so long neglected.
1 have heard its murmuring waves as they went singing their
beautiful song toward the Gulf since the early days of my
childhood, and they have continued to sing along the pathway
of my life and have given me Inspiration to love the beauties of
nature and admire those grandeurs and those glories that
come alone from the kind creative hand above. [Applause.]
Members have talked here, as I said a moment ago, about the
Mississippi, and about the Missouri, and numbers of other rivers,
and about the necessity for improvement. Other friends of
mine have discussed their projects and have presented to the
censgideration of this House the rivers which they desired to see
the hand of the National Government aid and the hand of the
National Government deepen and widen.

The Tombigbee River does not need any widening. It is wide
enough. It just simply needs a little deepening. That is all
that is necessary, and with the deepening that should come
fromn the aid that ought to be bestowed upon it by * Uncle
Sam,” who has always given with bountiful band to his chil-
dren, there would come added beauties and benefits to the
beauty and commercial importance that already exist that
would strike the American people with such dazzling grandeur
and sublime interest as to illuminate not only the Tombigbee ter-
ritory, but would travel beyond the confines of that territory and
add added glories even to our marvelous oceans and to all our
waterways. [Applause.] It would furnish a bouquet of
grandeur and glory that would justify the Committee on Rivers
and Harbors to bring in a bill appropriating every dollar * Uncle

Sam " could spare for the improvement of the rivers and har-
bors of this country, and all it would be necessary to do would be
for my esteemed friend Mr. Burrox tfo stand on the floor
of this House and present it, and the Representatives of the
people would rise up and demand that it be passed at once with-
out amendment, in order that the beauties obtained in the
perfection of such legislation might not be lost. [Applause.]

The Mississippl was never known in song, the Missouri and
these other rivers have never inspired the poet; but the Tom-
bigbee has appealed to him and to the composer of beautiful
song. I have a song here and I intended to sing it, although I
am not a singer. [Great applause and cries of * Sing it, * Tom-
bigbee,” sing it! Let us hear you sing it! "]

If there ever was a time when I longed to be able to sing, it
is mow. In that respect my education was neglected. My
good mother—God bless her—at one time wanted me to take
music lessons, but I did not see the necessity for it. But I did
not know that the day would come when I should stand here
in the House of Representatives of the United States advocat-
ing the Tombigbee River.

If I had, I would have taken lessons from the best music
teacher I could have found, and then I would have been pre-
pared to sing this song, and when 1 should have sung it I am
satisfied you would have said: * Take your $2,500,000, because
your river is worth it, and worth more.” [Loud applause.]

But, unfortunately, my friends, I can not sing. I wish I
could. My soul panteth now for that accomplishment as * the .
hart panteth for the water brooks;' but it is impossible, be-
cause my voice is husky and I am fearful that I could not
carry the tune. But I am going to read it to you, because I
want the country to realize that this is one among a limited
few rivers in the United States of America that has brought
forth such sentiments as are expressed in this beautiful song.

Mr. RAINEY rose.

The CHAIRMAN. Does the gentleman from Mississippi [ Mr.
CanpLEr] yield to the gentleman from Illinois [Mr. RAINEY]?

Mr. CANDLER. Always with pleasure.

Mr. RAINEY. I want to ask the gentleman how about the
Wabash River in Illinois?

Mr. CANDLER. I am going to tell about that in this song.

Mr. TOWNE. How about the Suwanee River?

Mr. CANDLER. It is also mentioned in this song. A good
woman—~God bless them, in their kindness they are always will-
ing to help us—secured this song for me, and it was composed
by Hub Smith and dedicated to a beautiful woman, Mrs. Noyes.
Entirely natural and proper to compose a beauntiful song about
this lovely river and dedicate it to God's sweetest creation—
woman. [Great applause.]

Now listen, for here it is. How I wish I conld sing!
plause.] It is entitled “ The Dear Old Tombighee.”

In the dear old sunny South,
Where the sweet magnollas bloom
And the joyous songs of countless birds
Dispel all thoughts of gloom ;
'Neath the shade of fragrant trees,
Where the gentle breezes blow,
There the dancing -waters of
The old Tombighee flow.
[Applause.]

It was on thy mossy banks
boy I used to play
Wlth ﬂm comrades of my :outh who now;
Alas, have passed away
Ev'ry shady nook we
And how oft our cht!dish glee
‘Waked the echoes on the shores
Of dear old Tombigbee. y
[Launghter and applause.]
CHORUS :
The Mississippl’s wide and grand,
The Suwanee’'s famed in song;
The waters of the Wabash, teo,
Flow merrll{ealon -
But all their beauties le an«] fade
And have no charm
For 1 have known since ;:hm]lmod days
The dear old Tombigbee.

[Laughter and great applause.]

My friends, I appeal to you to take care of the Tombighee,
Never forget it! Never forget it! As I said once before on the
floor of this House, that while I honor my name because I am
named for the man I love better than any other man in all the
world, my honored father, but in order to see justice done to
this rlver, in order to see the appropriation made which I believe
ought to be made, I would be willing, not to give up my name,
but to have added to it * Tombigbee,” and be known hereafter
as * ToMBIGBEE EZERIEL SAMUEL CANDLER, Jr.” [Loud and pro-
longed applause.] =

The CHATRMAN.
sippi has expired.

[Ap-

The time of the gentleman from Missig-
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Mr. CANDLER. As a part of my remarks I append the re-
port of the engineer in reference to the Tombigbee, the state-
ment of Mr. I. H. Sykes, and “An answer to Document 33+."

PRELIMINARY EXAMINATION OF TOMBIGBEE RIVER FROM DEMOPOLIS, ALA.,
TO COLUMBUS, MISS.
ENGISEER OFFICE, UNITED STATES ARMY,
Mobile, Ala., December 9, 1905.

GENERAL : In compliance with directions contained in Department
letter dated March 23, 1005, I have the honor to submit the following
report upon a preliminary examination of the * Tombighee River, from
Demopolis, Ala., to Columbus, Miss.,, with a view to securing a contin-
uons channel 4 feet deep.”

Previous eraminations and surveys.—The first survey of this section
of river was made in 1871, and report thereon is published in the
Annual Report of the Chief of Englneers for the same year, page 573.
The project provided for removing obstructions and _building wing
dams, and was adopted in 1872. It was modified in 1879 so as to pro-
vide for a low-water channel of naﬂﬁahle width and 3 feet deep by
removing obstructions, bulld!:(ig wing dams, and closing island chutes.
This project was not completed. X

Preliminary report upon a survey of Warrior River below Tusca-

loosa, the Tombighee River from its mouth up to Vienna, and from
Vienna up to Walkers Bridge is published in the Annual Report of
the Chief of Engineers for 1588, part 2, page 1227, Report of a sur-
vey and estimate for 6-foot navigation on Warrior River, Alabama,
from Tusecaloosa to Demopolis; Tombigbee River from its mouth to
Vienna, and Tombigbee River between Vienna and Cotton Gin is
published in the Annual Report of the Chlef of Engineers for 1890,
part 2, page 1719. The Iimprovement was recommended and the
roject was ad%pted by the river and harbor act of September 19,
S40, and provided for securing the proposed G-foot channel by snag-
ing, tree cutting, bank revetment, bar improvement, and the build-
ng of dams with pneumatic gates at an estimated cost of $779,400 for
this section. In 1897 the estimate was changed so as to provide
$2,000,000 for the construction of ten locks and dams between De-
mopolis, Ala., and Columbus, Miss. A blueprint* of the map made
from the survey upon which the 6-foot project was based, showing the
Tombighee River from Columbus to the Warrior River, just above
Demopolis, is forwarded in separate cover.

Present cxamination.—This examination was commenced on October
80, 1905, at Columbus, Miss., working downstream. Soundings were
taken about every 75 or 100 feet, and the minimum depths on the
shoals recorded. hey are given below, reduced approximately to mean

low water.
Locality. DEPtB | Bottom.
Bar below G. & A. Pacific Railroad bridge. ........... 2.5 | Gravel.
Butlers bar. .c.vevecannan o e T 2.3 | tiravel on rock,
Bar No. 1, head of Tenmile shoal.. 2.0 | Gravel,
i ;5 - o W R i 1.6 Do.
Bar No. 8..... e 2.0 Do,
2.5 Do.
2.3 Do.
2.0 Do.
2.8 Do.,
2.4 Do.
2.8 Do,
1.6 Do.
4.0 Do.
1.8 Do.
Bar No. M4......... 3.0 Do,
BarNos. 15and 16.......ccvuuue. 2.0 Do,
Bar No. 17 2.3 Do,
Bar No. 18........... 2.6 Do,
2.8 Do,
2.5 Dao.
2.6 Do.
2.3 Do.
2.5 Do,
3.0 Do.
2.8 Do,
2.4 Do,
1.4 Do,
1.3 Do.
A o e e e e, e i e DR 2.3 Do,
Bar below Jim Creek ..... & R 2.5 Do,
Bar-below BN Creek . .......ccvccamsemonsenssnnsnsnss 2.9 Do.
Bar below Pumpkin Creek and Coal Fireshoals ..... 3.0 Do.
L L P i 2.9 Do,
Bar at Pickensville, lower landing .......ceveeeannnn. 1.9 Do,
Barbelow Nancys Ferry . cceecacaaicccacisaracsnnorans 1.3 Do.
R e L e e e e S e A 1.9 Do,
Bar below BIg Creek . oc.aviciniicniniitincinmmarsas 3.0 Do.
Bar above Ringolds Blufl. ....ccvurenenreernenencens 2.0 | Gravel on rock.
“Purnip Seed ahotls - il s T 2.3 Do.
Beaver Creek ....ccoc.un 2.6 Do,
Owl Creek .......... 3.0 X
Wallaces Creek ..... 1.3 -
(. o 1 S S R e B e 2.8 Do,”
Fairfield ....c.cz.. 3.0 Do.
Below Newport... 4.0 Do.
Lubbub Creek ...... 1.3 Do,
Ballards Lake Bend Lb Do,
Hancook shoals......... 2.5 Do. -
Muscle shoals. .......... 2.5 Do,
hyete e LY Y e e e S ST 1.5 Do,
Cuba LARAING ......co0vvmnrrnnmessnsnas paverapEvansan 8.5 | Rock.
Vienna bar 2.0 | Gravel on rock,
Vienna Island. 2.0 Do,
Sipsey Island...... 2.8 Do,
Bar south of 8i 1.9 Do.
Pleasant Ridge 2.9 Do,
Above Williams. .. 3.0 | Rock.
Little Island..... un 2.9 | Gravel,
Carpenters bar .. adah 1.4 Do.
Above Warsaw ... 2.9 Do.
AW Dt e e e 2.3 Do.

e Not printed.

Locality. e e ‘ Bottom.
A BN DT 1 oo i ansas ras Wa sm s s i v domn anebas 1.9 | Gravel.
Clentons Landing.......... 2.5 Do,
Below Old Taylors Landing. . 2.3 Do.
Brackettsbar.............. 1.9 Do,
503 P B0 1 CIER AR S RS e S e AR A A 1.3 Do,
Upper Chicken Cock barand Lower Chicken Cock bar. 2.0 Do.
Chambers..... e o e e e e 2.6 Do.
O e e v e e b sk 2.0 Do,
L e e e e 2.3 Do.
e e s e R e e T e 3.0 Do.
RS e e ik 2.0 Do,
ity Bl G v e s e i B 3.0 Do.
ColpanaIRland. ... T e s 2.5 Do.
I e L D e e 2.3 Do.
B 1 e T R S S e N RS R 1.3 Do.
f e L e e s A LT 2.0 Do,
By F T L S P R e RS A e S 3.0 Do.
R R e s 2.8 Do.
Above Clay's wood yard............. SeRah Ve W 3.5 Do.
LF L SRS e PR e e PP P o P 2.0 Do.
Trends bar............. et o e 2.6 Do.
TR DAY e b e e 2.5 Do.
ORI TR0 . e e faimr nns ks e m o mm s 2.5 Do.
Jack Toms Landing o ml s S L a L a i m T 3.5 Do.
T e 2.3 Do.
Hafes Island ... e vy S S 1.5 Do.
1057 H b e S R R e e R i sy 3.0 Do.
BRock shoal8. .. c.vesverenensman R SR, 2.3 Do.
Barabove Jones Bluff................. R e e i 2.0 Do,
Jones Creek............ e ey L g 3.5 Do.
Hillmans Island . ....cuceieeacncscancaacs Sl S 2.6 Do,
Shilitos Camp.... e e e e 2.0 Do.
Bellamt Bl = G R G N 19 Do.
O e DT R s Bl e e S A S R e e 2.3 Do.
Phillips shoal ..... AT e L e e 2.5 Do,
Houstong Ieland.  C s s s 3.5 Do.
Cold Spring bar....cccveeevinnvennns T T T e P T 2.3 Do.
Bluffpert. . aiosis e S B S s 1.9 Do.
Bi)ri 14 MU S Aosd e f LN 2.0 Do.
Musecle shoal...... e SR R S R 2.0 Do.
Durdens bar......... e e e e e e 2.9 Do.
Thompsons Island........... SRS SRR 2.0 Do.
Rattlesnake and Blacksnake.....c.eveevcevorcncsanss 2.0 Do
S Ey e s T e e R S R Ry Fer 1.9 Do
2Ly L e e e S e iteh 1.5 Do
L e R T R S e 1.0 Do.
Haantel Poind .o it ks aa s et 2.0 Do.
e T e il B B e e L Iy 3.0 Do,
E i) e e S A R S R S SR R e 2.9 Do,
b R T B e e e T 3.0 Do.
The Books. s s e e R N 2.7 | Gravel on rock,
Hancocks bar.. 3.0 | Gravel,
Tutts bar ..... R e e 4.3 8

A few Dorings made indicate that the bed of the river over almost
the whole distance covered by the examination is composed of blue
rock or rotten limestone. In nearly all places the surface was found
to be of sand and gravel. Probably, however, the limestone or blue
rock is underneath throughout. The.nature of this rock is such that
when exposed to the air it hardens, but when submerged it is soft, so
that in place it is easy to excavate. At nearly all points along the
river there are high steep bluffs, the concave bank being lime rock
and the convex bank flat and soft. Tenmile shoals (so called from
their length) is about the only place where there is mo bluff. Here
the river meanders between low alluvial banks of light sandy soll and
unstable material, which yields readily to the eroding action of the
river, The banks of this soll are from 8 to 12 feet above low water,
and in most places are overgrown with willows and underbrush. In
the limited time available it was not possible to obtain any reliable
data as to current observations, but it is apparent that the discharge of
the Tombighbee River is much greater than that of the Black Warrior
River and that there will be an abundance of water for canalization.

Previous improvement.—Work on this section of Tombighee River
has heretofore been confined to the removal of logs, snags, and other
obstructions from the chanpel and overhanging trees from the banks,
bullding and repairing jetties, and excavating rock, gravel, sand, and
clay. Work of this nature Is needed every year to remove obstruc-
tions brouﬁht into the stream during freshets, as these freshets reach
A height of between 40 and 60 feet above low water. The work done
has resnlted in affording a channel navigable for the light-draft boats
plying this section, on a 2-foot rise above mean low water, for a period
of four or five months per annum.

Geographical location.—Columbus, the upper limit of the improve-
ment, is the county seat of Lowndes County, Miss., and is located in
the eastern part of the State, near the Alabama line. It is a town of
about 11,000 inhabitants, is surrounded by a rich, fertile, and produc-
tive country, and is one of the most enterprising towns in this section
of the State. From Columbus the river takes a southeasterly trend
to Demo!mlis, in the western part of Alabama, a distance of 156 miles,
and in this distancé it has a fall of about 108 feet. The country
through which the stream passes s very productive, and for farming
Burposes will compare favorably with any other in the States of Ala-

ama and Mississ ]‘)pi. Plantations line Doth banks of almost this en-
tire section, though there are reaches where either one or the other
bank, and in some instances both banks, are heavily timbered. The
width of the river Is tolerably uniform, and on an average it is from
300 to 400 feet wide at low water, increasing in width considerably
during a freshet. S

Resources and commerce.—The Srincipa{ farm products of the coun-
try are cotton and corn, the yield being from one-half to one bale of
cotton to the acre, and from 25 to 40 bushels of corn to the acre.
Cotton is the chief erop, about one-fifteenth of the total yield of the
United States belng grown here. The cotton-seed oll, oil cake, meal,
and hulls will about equal the value of the cotton lint itself. AMuch of
the country alomg the river and adjacent thereto Is heavily timbered
with pime, oak, cypress, sweet gum, and sycamore. The making of
staves is at present in active operation, and with additional transporta-
tion facilities this would most likely become a staple industry. The
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lime-rock producing area is considerable, but it will probably never
be made an article of extensive trade without cheap river transporta-
tion. Another rock found in the formation of the river bank, called
“Tombighee rock.” yields a Portland cement which has stood the
analytieal test. With the river open the year round there is no reason
to doubt that cement factories would multiply in this region.

No commercial statlstics could be obtained at the time of examina-
tion, though efforts were made in that direction. Statisties for the
calendar year ending December 31, 1904, showed that cotton, cotton
seed, logs, breadstuffs, fertilizers, farm sugglies, provisions, and gen-
eral merchandise to the amount of 20,0 tons and the value of
$000,000 were handled during that year.

Improvement considerations.—The only {ributaries of any Impor-
tance between Columbus and the junction of the Tombigbee and War-
rior rivers, just above Demopolis, are the Sipsey and Noxubee rivers,
both of them small streams. A study of the section under considera-
tion makes it clearly evident that the nnl{ method of making much
improvement is by eanalization. This will require the construction
of ten locks and dams, at an estimated cost of $2,500,000. The banks
being generally a rock bluff on one side and fairly stable on the other,
they are unusually favorable for this class of structure. At or near
each lock site there would be an abundance of stone, gravel, and sand
for the masonry and for riprapwork.

Conclusions.—No further survey is considered necessary, the rec-
ords of this office being sufficient for the purpose of preparing a pre-
lminary estimate of cost.

1 do not recommend the upper Tombigbee River as being worthy of
further improvement by the General Government by the building of
locks and dams, because apparently, the amount of business wonld
not justify expending the amount of money.

Respectfully submitted.

. W. E. CRAIGHILL,
Major, Corps of Engincers.

STATEMENT OF I. H. SYEES, SECRETARY FROGRESSIVE UXNION, COLUMBUS,
MISS. -

Statisties covering resources of the six countles—Lowndes and Nox-
ubee, in Mississippl, and Pickens, Greene, Sumpter, and Marengo, in
Alabama—show their past and present commerecial Importance, as well
as the estimated increase were the Tombigbee River opened to naviga-
tion the year round from Demopolis, Ala., to Columbus, Miss,

While other counties adjacent to the above would materially feel the
benefits derived the opening of the Tombighee, your statistician feels
that the erying demand of the six counties named, all of which, being
touched by many miles of river frontage, is sufficient to warrant the
expenditure that would be required by the National Government In open-
ing to year-round transportation this important waterway.

AREA—TPOPULATION—FPRESENT COTTON PRODUCTION.

By the census of 1000 we find the area in square miles in the coun-
ties named to be 4,655, with a population of 179,5650. By reference to
map No. 1 herewith,® we find two-thirds of the area of these six coun-
ties (the Tombighee River running through the center) to be wholly
and entirely dependent on the Tombighee for transportation facilities,
since no line of railway crosses the Tombi in this area and only one
paralleling it from north to south and that ¢oming no nearer at any
point than 20 miles, thus leaving 3,104 square miles, or 1,986,560 acres,
of the most valuable alluvial lands to be found wholly dependent for
trangg:mtlon facllities on a river navigable, at best, not exceeding six
mon in the year.

Sinee eotton Is the principal product of the area lying In the counties
named, I beg leave to submit the production in bales of 500 pounds in
these counties for the years indisated :

County, 1900. | 1901. | 1902 | 1008 | 1904

21, 22,776 | 80,161

26,751 | 20,474 | 80,284

17,161 | 16,478 23,710

21,647 | 20,502 | 27,667

26,295 | 24,560 | 28,477

; 84,031 | 37,232

e s s ety 149,036 | 148,721 | 177,581

Average yleld in one year, taking above as a basis, 157,600 bales.

With a river navigable the year round the saving to the planter in
freights incident to the markating of his crop of cotton alone on Fresent
average production, to say nothing of the increase made possible by
open river, would be $1 per bale, or $157,006 annually.

ASSESSED VALUATION.

An examination of the tax records of the counties named shows that
the assessed valuation of all ‘Bropert-les in the six counties for the year
1801 was $13.685,101, and that properties in these same counties are
assessed for this year, 1906, at $23,178,156, or an increase in fifteen
yars of the asscssment rolls h{ $0.4938,055, or a little over 70 per cent.

As shown on another sheet in these statisties, under the heading of
timber, wera tk= Tombigbee opened to navigation the year round a tim-
ber acreage of 993,280 acres would be placed under the plow, and when
this has been done these acres would at once command on the market
$25 per acre, or a total of $24.832,000, a little more in actual value
than the present assessed valuation of the six counties.

From another standpoint, this timber land is assessed on an average
of $1 per acre, while cultivated lands adjacent to the river are as-
sessed at §6 per acre. -

Taking the assessed value of these timber lands when cultivated,
$3,959,680, and from that, deduct the present assessed waluation of
t]’::legi gsaén;e Dgcres, $£093,280, we have at once an increased assessment
o 966,400,

B.Y personal investigation and from letters received from reliable

ties in the several counties named the average annual per cent of
?:é.rem in the assessment rolls of these counties, were the Tombighee
opened to navigation the year round, would be 46 per cent, or a total
311131‘1336[1 ‘l:’%tl:rease in the rolls, from a dollars-and-cents standpolnt, of
] L .

@ Not printed.

BANEKS.

Map No. 2@ shows that in the area under consideration there are
twenty banks; fifteen years ago there were only seven banking institu-
tions in the counties referred to. Of these twenty banks, exclusive of
the cities of Columbus, Miss., and Demopolis, Ala., we find only one on
the banks of the Tombighee, that at Gainesville, Ala.

It is a well-established fact that banks never seek a location where
trans;mrtstton facilities are limited to a few months of the year. It
therefore stands to reason were the Tombigbee opened to navization
the year round banks would be established along this waterway at
many points now offering good openings cxcept for proper transporta-
tion facilities.

OIL MILLS.

By reference to mnP No. 1@ herewith it will be seen that in 1801
there were only two oll mills located in the ecounties referred to, while
to-day these same counties have ten large oil mills within their borders,
and, notwithstanding the immense quantities of cotton seed produced in
the area tributary to the Tombigbee River from Columbus to Demopolis,
exclusive of the above-named cities, we find only one oil mill on the
banks of the Tombighbee, at Epes, Ala.

Your statistician is informed by local oil-mill men that owing to the
uncertain stage of navigation, even during the winter months, on the
Tombighee, many hundred tons of cotton seed rot along the banks of the
Tombighee each year. Now it stands to reason that were this river
made navigable the {:ar round oil mills as well as other factories wounld
sﬁrlnﬁ up along its banks, thereby enhancing the values of all lands In
this riech section as well as placing In the pockets of the planter many
thousands of dollars from the sale of his seed that now rot on the banks
of the river waliting for the waters to rise sufficiently to market one of
the chief products of his year’s toil.

COAL.

One of the greatest commereial industrles In this section, if not in
the world, is the mlnini and shipping to interior and port markets of
conl for domestic as well as steam purposes. The National Government
has expended large sums of money at the port of Mobile, Ala., that
ocean-going vessels might make that harbor and load for the rts of
all forelgn markets. e owners and operators of mines in the coal
fields of Alabama have likewise spent vast sums in the endeavor to
economically deliver their product at the various ports. They have
tried Greenville and Viecksburg, Miss., as well as Memphls, Tenn., but
owing to the long haul by rail from the mines to these Mississippi River
points, coupled with the great distance to New Orleans by ba;fe. their
efforts have 8roven unprofitable. Not a few of these large mining com-
panies, the Corona Coal Compnnr predominating, have acquired- large
and valuable river frontage at Columbus, Miss., believing that some day
the National Government would be compelled by the constant demands
made upon it to open to navigation the year round the Tombigbee River,
thereby furnishing them by short rail and river haul access to the mar-
kets of the world through the port of Mobile.

map No. 3. Distance, Corona to Columbus by rail, 60 miles;
Columbus to Moblle, air line, 189 miles.
TIMBER.

Taking the census report of 1900, we find In the six counties named
an area in square miles of 4,655. The tax records of these counties
show two-thirds of this land open, the other one-third in virgin forests
of cak, hickory, walnut, gum, cypress, and pine, making a forest impossi-
ble to develop without proper navigation on the Tombighee of 993,280
acres, that, at the low estimate of 4,000 feet per acre, would produce in
Inmber ap&ruximate!fv 4,000,000,000 feet, worth at the least caleulation
£10 per thousand, eawinf after timber has been cut an acreage of
9?3%‘.:?085':1 mds that would readily bring $23 per acre, or a total value
of $24 832,

If this same land were cultivated in cotton, to the growth of which it
is peculiarly adapted, the annual increase in the production of cotton in
these =ix counties would be, on a basis of one-third bale to the acre,
331,070 bales, or an annual inmase in dollars and cents, at the present
value of $50 per bale, of $16,553,500: 165,585 tons of cotton seed from
above cotton, at the low estimate of $12 per ton, $1,986,420; total,
$18,5390,920.

THE CEMEXNT RESOURCES OF THE TOMBIGBEE RIVER DISTRICT.

The above being a question that has been passed on by geological ex-
perts in the employ of the Government, I beg only to call your attention
to a few pertinent facts as laid down by these experts, but would suggest
that in passing on this vel?\' important phase of the matter you read
carefully Benate Docnment No, 165 of the Fifty-eighth Congress. third
session. The Hon. Charles D). Walcott, Director United States Geolog-
kéa]t s“nfy' in his report, as per above document, makes the following
statement :

“ Determining the possible value for Portland cement manufacture of
a deposit of raw material is a complex problem, depending upon a num-
ber of distinet factors, all of which must be given due consideration,
The more important of the factors are:

** First. Chemical composition of the material.

* Second. Physical character of the material.

“Third. Amount of material avallalle.

"tl"ourth. Location of the deposit with respect to tramsportation
routes.

* Fifth. Location of the deposit with relation to fuel supplies.

“ Sixth. Location of the deposit with respect to markets.”

-Your statistician begs to call your attention to the fact that Docu-
ment No, 163, refer to, shows conclusively that from every stand-

oint save one, and that transportation, the deposit of high-grade I’ort-
and cement material, through, you might say, the center of which flows
the Tombigbee, is the most valuable to be found anywhere.

Now, it is this avenue of transportation, making accessible to the
markets of the world this inexhaustible aupplfv“of Portland cement mate-
rial, that we gmy your honorable body to furnish by the opening, as
asked for, of the Tomhi%hee River.

Were this means of transportation avallable to-day ihere would be
saved to the National Government many times the cost of the improve-
ment asked for in the cost of the one item alone of I'ortland cement
now being used in the isthmian canal construction.

While it is true that there is now a large cement plant on this river
at Demopolis, this creates only llmited competition, bnt were naviga-
tion extended up the river the cement Industry slong the valley of the
Tombighee would ec&ual. if not in a few years ountsirip, in tonnage as
well as In money valuation the enormous cotton crop now annually pro-
duced in this territory.

@ Not printed.
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TONNAGE, >
RoPortn from the several steamers named below give the tonna
handled by them on the Tombigbee between Columbus and Demopolis,
season 1904 and 1905:

Tons.
Vieana, from Columbus to Demopolis, six months' season, 2
trips per week, 48 trips of 500 tons . __ . ________ 24, 000
City of Camden (of Mobile), Janunary to April, four months’
season, 1 trip a week, 16 trips of 900 tons oo 14, 400
Mary (of Moblle), January to April, four months’ season, 1
trip a week, 16 trips of 800 tons. o 12, 800
City of Mobile, January to Aprll, four months' season, 2 trips
- a week, 32 trips of B e e 19, 200
Ouachita (Mobile), December to May, five months' season, 1
teip & week, 20 trips of 500 tons_——— . __ _______._______ 10, 000
W. J. Bethea, January to April, three months' season, 1 trip
a week, 12 trips of T00 tons. 8, 400
Btone, 82 trips of 800 teng each._____________ -~ ___ - _____ 25, 600
Carnelia C., handling only oak heading to Columbus, December
to and inéluding May_.___ i i 2= B Te0
The river report shows that other boats making irregular trips
carry from this territory annvally______________________ 20, 000
Total annual tonnage handled on now Imperfect state
etz T g T2 R e B EERERE e e S e S SR 140, 160

Were a yearly channel deipth of 6 feet maintained In the Tombighee
from Columbus to Demopolis, and the adjacent virgin forests cleared
and planted in cotton, the cotton produced on this fertile area alone
wonld afford an increased outgoing tonnage In staple of 82,767 tons
and in cotton seed of 163,535 tons; total increase of outgoing tonnage
by increased production of cotton alone, 248302 tons, or about 75 per
cent increase over the present total incoming and outgoing tonnage.
Add to the above the increase in the incoming tonnage made neces-
sary by the increase in cotton production, such as Img‘gln% and ties,
flour, corn, and sundry Items of merchandise, it is reasonable to sup-
e that the incoming tonnage, sinee it would cover a period of
welve months, would equal if not exceed (he inereased outgoing ton-

nage. Taking, then, the above estimates and data gathered from the
several county seats, coupled with figures submitted by competent
judges in and nlong this territory, were a channel depth of feet

maintained In the Tombighee from Columbus to Demopolls, eliminat-
ing from my totals the tonnage of coal that would be barged down
the river, as well as the tonnage of cement that would be carried up
:he river, a reasonable estimate places the annual business at T00,000
ons.
. __Quoting from a letter under date of October 29, 1903, from the
United States engineer's office at Mobile, Ala., to a cltizen of this city:
“1 am sorry you did not arrange to make the trip down the river
with us. I found the river larger than 1 expected, and its physical
conditions appear very favorable for 1mPrnvement by locks and Eﬂms.
The valk of the river is immensely fertile and productive, and is
-urgently in need of better transportation facilities. It would seem
that the saving In freight rates on the annual amount of cotton that
would be influenced by river tr rtation would pay a reasonable
interest on the investment required for the improvement.”

“ The Tombighee River from Demo?olls. Ala., to Columbus, Miss.”” An
answer to cument 334, Fifty-ninth Congress, second session, House
of Representatives. Referred to the Committee on Rivers and Har-
bors December 20, 1906, and ordered to be printed. * The improve-
ment of the waterways is the only solution of the congestion of the
railroads. The railroad people themselves admit that they are ten
years behind the development of the country.” Columbus, Miss.,
January 28, 1907.

[Editorial from the Columbus (Afiss.) Dispatch on the engineer's report.]

MAJOR CRAIGHILL'S REPORT.

The Dispatch devotes considerable space this morning to the report
of Major (.?l?aighlll. the Government engineer under whose direction the
survey of the Tombighee was made, and we want every reader of this
paper to peruse it carefully. This is the opinion of the engineer as to
the feasibllity of the work. It will be seen that after making a careful
survey of the stream from this city to Demopolis he reports favorably
upon every physical obstacle encountered. e shows that the water-
fall is not too fmat io be overcome by a system of locks: he estimates
the number of locks and their probable cost; he calls attention to the
stable and safe foundations that can be secured, the bottom of the eanal
being blue rock and limestone; he shows that the banks are high and
steep, composed of limestone, affording favorable loeation for the char-
acter of the Improvements contemplated ; he states that the volume of
water is large, much larger than that of the Black Warrior, and that
there is ample water for canalization; he reports that there is an
abundance of stone, vel, and sand at all lock sites for the masonry
and riprap work ; in fact, his report as to the feasibility of the project
from an enginee standpoint could not be more favorable. The onl
surpris paragraph of his report is the last section, in which he ad-
vises agalnst the improvement becanse * apparently the amount of busi-
ness done would not justify expending the amount of money.”

To say that this conclusion is inconsistent with the previous report
is placing the case mildly. Mr. Craighill reports that the project is an
admirable one from an engineering standpoint, and then knocks it
because ‘‘ apparently " the volume of business done would not justif:
the expenditure. But let’s see what he says about the country throu
which the river runs, the volume of business at present done, and the
prospect for future development.

To begin with, he states that Columbus is a * progressive city of
11,000 inhabitants,” surrounded by a * rich, productive, and fertile
country.” The 156 miles of country through which the river passes
from this eity to Demopolis is * very productive, and for farming pur-
ﬁ)m will compare favorably with any other sections of Alabama or

ississippi.” * Plantations line both banks of the stream, except
where there are large tracts heavily timbered. These plantations yleld
from one-half to one bale of cotton per acre and from 235 to 40 bushels
of corn.” * Cotton is the chief crop growr about one-fifteenth of the
total erop of the United States being grown here.” And he states
further that the cotton seed, oil, oil cake, meal, hulls, ete., will about
equal the value of the cotton lint itself.

These are his words. Did you ever think what ome-fifteenth of the
cotton cr&% of the country amounted to? Forty million dollars! And
if the cottop seed, meal, oll, hulls, ete., of this one crop equal the lint
cotton, as Major Cralgfltll states, the value of this one crop in this
territory is nearly a hundred million dollars—eighty milllons being the
enormous sum realized annually from this one source alone.

But further he says: “Much of the country along the river and
adjacent thereto is heavily timbered with pine, oak, cypress, gum, and
sycamore. The making of staves Is at present in active operation, and
with additional transportation facilities this would most likely become
a staple industry.” gain he says: * The lime rock producing area is
considerable, but it will probably never be made an article of extensive
trade without cheap river transportation.” Again he says: “Another
rock found in the formation of the river bank, called ' Tombigbee rock,
{ielda a Portland cement which has stood the analytical test. With
he river open the year round there is no reason to doubt that cement
factories wounld multiply in this section.”

Mggor Craighill states that no commercial statistics could be ob-
tained at the time of the examination, although every effort was made
to secure them.

Now, in view of his own figures given above, showing conclusivel
that the section through which the river runs is rich in undevelo
resources of every kind, after considering his own estimate that one
crop of this section alone is worth $80,000,000 annually now, after
contemplating the marvelons possibilities of this section as Indicated
from his reports as to the timber and cement resources, we would like
for Major Cralghill to explain how he arrives at the conclusion that
“ apparently "’ the volume of business to be done on this river would
not justify the expenditure of $£2.500,000 for its permanent improve-
ment. Iis conclusion is inconsistent, his report is contradictory, he .
reverses himself from his own statement of facts,

The more thoroughly the report of the engineers upon the Tombighee
project is assimilated, the more carefully it is analyzed, the more it Is
understood, the more firmly fixed-is the conviction that there has been
some * influence” at work to discredit this project. And this being -
true, the more determined should become the Feople of this city nn§
section to combat this Influence and to secure for them what is right-
fully theirs, cheap river transportation.

A STATEMENT BY CITIZENS OF COLUMBUS.

The report of the United States engineer makes cost of necessary
locks and dams to be $2,500,000. Interest on this at 2 per cent would
be §50,000, and add the same for annual eare and working the locks,
the total yearly charge would be $100,000.

The estimate of 1. H. 8ykes, secretary of the Columbus Progressive
Union, of tonnage for the season of 1904-5 is 140,000 tons. If one-
half of this is cotton and cotton products, to say 70,000 tons, we have
the equivalent of 280,000 bales of cotton. The saving in freight on
cotton by river against rall is §1 to $1.25 a bale, so that on this item
there is a saving of $280,000. The other 70,000 tons is miscellaneous
freight, all -:arrylnf; a higher rate than cotton; but allowing the same
rate, the saving there is $280,000, or a total saving on the whole
140,000 tons of $5060,000, more than 20 per cent of the cost of the im-
provements.

Columbus alone handles an nveraﬁe of 45,000 bales of cotton, on
which there would be a saving of §45,000; and on its other freights
there would be more than an egual amount, to say altogether $90,000
a vear. This estimate is made on a six months’ uncertain river.

indeed, the tonnage carried on the river any year only represents that
which the people have been unable to haul to the railroads. The river
is scldom navigable before -the middle of December—the rains that
make it so make the roads impassable. The crops are ready and be-
gin to move In September, so that the river farmer hauls his crop to
market before December while the roads are good. That taken by hoat
is the surplus that could not be hauled, and varies violently according
to the seagons,

The figures of I. FI. Sykes of 10045 are disputed by Mr. Kennerly,
an * inspector” of the United States engineer's office at Mobile, but
Major Jervey, his superior officer, concedes that the tonnage may have
been 52,000 tons. At a saving of $4 a ton on this extremely low ton-
nage, the saving was $208,000, an excess of $108,000 over interest and
maintenance, sufficient to warrant the investment.

This tonnagg was derived in five months' operation, uncertaln river,
n}uiM a lot of boats running from the middle of December to the middle
o ay.

Neither Major Jervey nor Mr. Sykes takes any account of the lumber
and stave business done by gasolilne boats, barges, and rafting, a busl-
ness that constitutes a very large part of the export trade of Mobile.
Were the river navigable the whole year it would reduce freights at an
equivalent of $1 a bale on cotton, and in the same ratio on all com-
merce in the Tombigbee Valley, whose annual total is valued at $80,-
000,000. How? If the farmer living on or in wagon reach of the
river can ship his cotton to Mobile at §1 a bale, it would all go to the
river, as 50 cents a bale will move cotton 20 miles. The rallroads
would at once meet the competition and reduce their rates accordlngg.
so that the farmer on the other side of the rallroad for, say, 20 to 30
miles would get the benefit of the river competition. The sathe results
would accrue on the east. Thus the commerce of the whole Tombigbee
Valley, worth $80,000,000, is affected by this improvement.

One railroad that parta of this commerce made for the year end-
ing June 30, 1905, after paying all expenses, including rentals and
interest on its bonds, net, over 16 per cent on its capital stock. Its
earnings u{n to Jan'l.lﬂ.lz 31, 1906, Indicated, met, for the year ending
June 30, 1906, over 26 per cent. These figures are ta from a
banker's statement, handling the securities of the rallroad company.

So that a reduction in rates brought about by river competition would
not bankrupt the railroads tapping the Tombighee River. Indeed, the
freight rates are practically the same now when the cotton crop is
13,000,000 bales as they were when the crop was 5,000,000 bales,

Laws have been made to gmtect everything north, east, and.- west,
Vast sums appropriated to dig out their harbors and canalize their
rivers, while so little has been done for this section. We are an agri-
cultural people and paﬁ' tribute under all their legislation. We have
always felt the heavy hand of the Government. Are we never to feel
its benign, helping influence? We have seen millions lavished In dis-
tant seas on a people of no kith or kin to America. The faith of our
Government pledged to arantee the bonds for rallroad construction
in the Philippine Islands, so remote, so unimportant in the world's
civilization that the average schoolboy can not locate them on the
map. The cotton of the South helped more to put up and hold up the
gaold standard for the eountry—no affirmations of political platforms or
statutes of Congress brought the gold to our shores. It was the ex-
porting of three-fifths of our cotton that brought in the last six years
over eighteen hundred million dollars in gold. We are consumers of
the ]}l’o&]iélcts of American mills and American labor, and pay in Euro-
pean gold.

The Government has listed the Tombighee as Its own, a navigable
stream. We can not bridge it without an act of Congress. The Goy-
ernment will not improve it, nor will it give a lease to an aggregation
of local capital to improve it, nor may we harness its thousands of
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wasting horsepower to help the stmgﬁnng people on its banks. If this
be a sample of * government ownership,” a thousand times better were
it for ]tlle people that all publie utilities be within private or corporate
control.

For twenty-five years have our ople appealed to Congress to im-
prove this river; have traveled its long reaches to get together in con-
ventions, have spent time, money, and energy in this behalf, and now,
when the Government’'s own engineer has given in the most conservative
language an estimate of the resources of the country it would serve,
showing that It produces one-fifteenth of the cotton crop of the United
States, affording commerce of the value of $80,000,000, with enormous
possibilities, we are again remitted to the waiting list. We have been
smitten in Mobile, the house of our friends, riven by the hand of an
engineer's clerk, charged with * furnishing Information which was not
correct " hecause, forsooth, we are * interested parties.” Being thus
tipped off in sweeping generalities by his clerk, Major Jervey falls into
the error of creating the Impression that the steamer Vienna was
wrecked about a year ago from the date on which he was writing, and
therefore not in the trade as noted by Mr. Sykes: and that the Wary
and City of Camden were wrecked in September, 1906, whereas, In fact,
the Vienwa was not wrecked until the middle of February, 1906, and
Sykes's report, which he is trying to discredit, is for the season com-
mencing December, 1904, and ending June, 1905, These dates seem to
have been overlooked by the whole bunch of Mobile knockers. Sykes
makes report of the tonnage for the season commencing in December,
1904, and ending about June 1, 1905. The engineers come along and
try to discredit it, becaunse some of the boats carrying the tonnage were
wrecked the year following. One ig tempted to say there are ** inter-
ested parties ' opposed to the improvement, who have been so careless
of dates «as to state faets which, in the language of Inspector Ken-
nerly, *is not correct.” It is due Major Jervey to say he was a new
man, just come into the case, writing about a river he hand never seen
and making a report on data furnished him by others.

Some Mobile statistics as to cotton.

- Mobile re- | Total crop | Proportion Mohile
Year. ceipts. | United States. poreceipts.

522, 364 3,257,839 | Over one-sixth,

T4, 406 4,018,914 3

330, 000 13, 565,000 | About one twenty-
fourth.

250, 000 11,315,000 | About one twenty-
second.

Dring the period 1857, 1858, and 1859 practically all of Mobile's
cotton arrvived by river and went out by sea.

The Engineer says “ that one-fifteenth of the cotton crop now is
raised in the Tombigbee Vifley."” 1With a river every daiv of the three
hundred and sixty-five the rate on cotton within 250 miles of Mobile,
north and northeast, which embraces the Tombighee River, would be
$£1.25 per bale less than now. So that it would save the people approxi-
mately $1,000,000, and the * port receipts ™ of Mobile, instead o? being
18 now from 250,000 bales to 350,000 bales, would be nearer 1,000,000
bales, Mobile is the natural port of this section of the country, and
with the river the railroads would find it hard to make a rate to any
other port in competition with Mobile on account of the distance and
service performed, and therefore could not divert the cotton from this
port. Then Mobile would come into * her own."

Taking the figures of one of her commercial bodies, the exports of
Mobile in 1894, when her harbor had a dt?th of 17 feet, were only
£3.476,000;: but in 1906, with a depth of 22 feet, the wvalue was
$26,575,000, practically all of which was cotton, its products, and lum-
ber coming out of the Tombigbee and Alabama river valleys. Three-
fiftlis of the South’s cotton is exported. Why should not that of the
Tombigbee Valley go again via Mobile, as it did prior to 18607 Rates
to Mobile on cotton by river have almost always been £1 per bale,
wherens rates by rail have almost always been about $2.25 per bale.
The result has been that when the boats were put out of the running
the cotton has been diverted from Mobile and gone to other ports. In
ihis way the Tombighee River has been made to run upstream, while the
rallroads earried commerce from Mobile until the value of her exports
was reduced In 1894 to £3,476,000, the equivalent of about 70,000
bales of cotton, 1f the river had been kept in the running by improve-
menis, so that lines of steamboats could have been established to run
the year round, Mobile would to-day be handling the commerce not
only of the Tombigbee Valley, but largely that of the Alabama Valley,
and her exports might be one hundred millions, and she in grateful
gympathy with the struggling thousands back of her in the interior.

The increase in population and enormous inerease in products have
overtaken and overcropped all the railroads of the United States, and
congestion prevalls everywhere. The cotton crop a few years back was
only 5,000,000 bales, whereas fo-day it is 13,000,000, In-a greater
ratlo has the country otherwise multiplied its produets. The railroads
can not do the business, and the sentiment is universal that Congress
should improve the waterways of our country rather than check the
prosperity which is dependent gon transportation.

What Captain Craighill, United States engineer, wrote of the Tombig-
bee Valley in 1903, was true then; its development is more important
to-day. llere is his letter:

ExcixeeR OFPICE, UNITED STATES ARMY,
Mobile, Ala., October 29, 1903,
Mr. Jorx I. Mavo, :
Columbus, Miss.

Dear Sir: I have just received your letter of the 27th.
you did not arrange to make the trip down the river with us,
fine weather and were pleasantly entertained ah‘mzz the route.

1 found the river larger than I expected. and its physical conditions
appear very favorable for improvement by locks and dams. The valley
of the river is immensely fertile and productive, and is urgently in need
of better transportation facilities. It wonld seem that the saving in
freight rates on the average annual amount of cotton that would be in-
fluenced by river transportation would pay a reasonable interest on the
investment required for the improvement. although this feature of the
case 1s one that requires, for a definite determination, more time than
1 have been able to give to it.

Yours, truly,

I am sorry
We had

W. E. CRAIGHILL,
Captain, Corps of Engineers,

But, all this quibble over ﬁﬁ:}ms and surplusage of statistics aside,
the guestion is not whether the tonnage of the river is satisfactory
now in its present half-vear, uncertain navigation, but whether the
people of the Tombighee Valley are to have an outlet, not so much for
its cotton at reduced rates, but for its undeveloped resources of lime,
lumber, and cement, which it now holds locked up in inexhaustible
quantities—commodities which the world needs, but which can not be
marketed for lack of cheap and certain transportation.

A, JomxsTox,

E. . SHERMAN,

Joux P, Maxo,

P. W. MAER,

1. . BYKES,

WALTER WEAVER,

Comntittee,

The CHAIRMAN. How much time does the gentleman from
Tennessee wish?

Mr. GARRETT. I think fifteen minutes will do.

The CHAIRMAN. The genfleman is recognized for fifteen
minutes.

Mr. GARRETT. Mr. Chairman, if the ancient mound build-
ers had exercised their activities along the banks of the Mis-
sissippi River from the mouth of the Ohio down to the Gulf of
Mexico and had piled as much earth along that stream as they
did in various other sections of these United States, the present
age would be under much greater obligations to them than it
usnally confesses itself to be; the mystery of why they did it
would not be so perplexing, and perhaps the keen desire to
know who they were would permeate the breasts of others be-
sides archmeologists and ethnologists. Since, however, those
ancient denizens of this fair domain failed to seize that oppor-
tunity for making later peoples their debtors, it has been left to
a more modern and, it is hoped, a more historic race toO per-
form a work which bhas about it equally as much of * that
poetie mist which shrouds the mounds scattered by the ancients
in Ohio valleys™ as have they, and in addition thereto has a
practical, materialistic phase which, if possessed by the hillocks
constructed by those mysterious people of the past, is shrouded
in a fog much denser than the poetic clonds. The levees and
improvements of the Mississippi River are poetically material-
istic or materialistically poetic, just as your paradox hunter
may choose, but the material aspect is probably most interesting
to mest people.

The construction of levees along the Mississippi River for pro-
tection against high waters has been under way for nearly or
quite two-thirds of a century. In parts of Louisiana it may
have begun farther back than that. The early work was car-
ried on wholly by the States or communities bordering on the
stream, the money for the purpose being raised in different
ways. A good many thousands of good dollars have been ex-
pended on projects which subsequently had to be abandoned on
account of the shifting of the current or channel, but usually
even the temporary protection afforded has more than repaid
all such expenditures.

It was nct until after 1879 that the Federal Government be-
gan to lend aid to the work—in fact, but little aid for protective
purposes was given until after 1800, The General Government
began the work for the purpose of improving the navigation of
the stream, the theory being advanced that by the construction
of levees, wing dams, and jetties, so as to give direction to
the current and restrain the waters in times of flood within a
narrow space, the additional force given by the weight of the
waters would scour the channel and prevent the formation of
bars by the deposit of sediment. This theory had been sue-
cessfully applied by Capt. James B. Eads in opening and keep-
ing open a deep channel through the South Pass of the Missis-
sippi River from the head of that pass to the Gulf. This dis-
tinguished engineer, born in Indiana in 1820, became a clerk
on a steamboat running on the Mississippi River in 1839. For
many years he studied engineering problems, particularly those
relating to navigation on that river.

From 1867 to 1874 he was engaged in the construction of the
great steel-arch bridge that bears his name which spans the
river at St. Louis. After successfully completing this magnifi-
cent structure he turned his attention to the matter of providing
a ghip channel from New Orleans to the Gulf.  This project was
receiving the attention of the Federal Government, and at the
first session of the Forty-third Congress (in 1874) the appoint-
ment of a commission of engineers to make surveys and report
a plan and probable cost of its consummation was aunthorized.
This report was made to the second session of that Congress.
In the meantime Captain Eads had been studying the problem
for hmnself, and he appeared at this session and proposed to ac-
complish the work for considerably less than the amount esti-
mated by the commission, and proposed to do it at his own
risk—that is. to receive no pay unless he succeeded. By act of
March 3, 1875, his proposition was accepted, and he was author-
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ized to proceed. This ke did, and sueceeded to the full extent of
his expectations. It was the crowning engineering feat of his
life—one of the greatest of the centnry. His suceess in that un-
dertaking led to the question being propounded, Why could the
theory not be sueeessfully applied to the entire river? Captain
Eads declared that it could. This opinion, coming from one who
had so abundantly proven his faith by his works, naturally had
great weight, sufficient, in faet, to determine Congress to under-
take it. The first step taken was the creation of a permanent
cominission, to be known as the * Mississippi River Commission,”
this being done by act of June 18, 1879. It consists of seven
members, * three of whom shall be seleeted from the Engineer
Corps of the Army, one from the Coast and Geodetic Survey,
and three from ecivil life, two of whom shall be civil engineers.”

It was made the duty of the Commission in the act creat-
ing it— 3

To take Into consideration and mature sueh plan or plans and esti-
mates as will correct, permancently locate, and deepen the channel and
protect the banks of the Mississippl River; improve and give safety

and ease to the navigation thereof; prevent destructive floods ; promote
and facilitate commerce, trade, and the postal service,

The actual exeeution of the work has been provided for from
time to time in the bills making appropriations therefor.

: The bill ereating the Commission met with but slight opposi-
tion in Congress, only eleven votes being ecast against it in the
House and four in the Senate. One of the advocates of the bill
in the House was the Hon. James A. Garfield. Ilis brief speech
in support of it deserves to rank with any of his efforts for pure,
chaste English and eloguent phrase. He pointed out the fact
that it was to secure control of the Mississippi River that Jef-
ferson strained his conceptions of the Constitution to purchase
Lonisiana from France and stated that if there had been no
other reason for the Northern Army doing battle against the
Southern Confederacy the importance of having freedoih of
navigation over the lower Mississippi River would have com-
pelled them to it. One paragraph of the spocch is as follows:

I belleve that one of the grandest of our national interests—one that
iz national in the largest material sense of that word—Is the Missis-
sippl River and its navigable tributaries. It is the most gigantic
single natural feature of our continent, far transcending the glory of
the ancient Nile or of any river on the earth. The stacesmanship
of America must grapple the problem of this mighty stream. It is
teo vast for any State to handle; too much for any authority less
than the nation itself to manage. And I believe the time will come
when the liberal minded statesmanship of this country will devise a
wise and comprehensive s{stem that will harness the powers of this
great river to the material Interests of America, so that not only all
the people whe live on its banks and the banks of its confiluents, but
all the citizens of the Republic, whether dwellers in the central valley
or on the s of either ocean, will recognize the Importance of pre-
serving and perfecting this great natural bond of national union be-
tween the North and South—a bond to be so strengthened by com-
merce and intercourse that it can never be severed.

It should be borne in mind that prior to this time, with the
exception of the work of Captain Eads, practically nothing had
been done by the Federal Government for the improvement of
the Mississippi River, particularly what is ealled * the lower
river;" that is, from the mouth of the Ohio down.

Proceeding on the Eads theory two levees were constructed.
One was in Lauderdale County, Tenn., known as the “ Plum
‘Point reach levee,” extending from the town of Ashport to
near Old Fort Pillow, famed in the war of secession as the
scene of many military exploitg, chief of which was its capture
by the Confederate General Forrest with his cavalry in 1864
The other was the Lake Providence reach levee, above Vicks-
burg, in Mississippi. The results obtained from these were en-
tirely satisfactory to the Commission, but about the time of
their completion an event occurred which put an end to general
levee construetion for keeping channels open. This was the in-
vention of the hydraulic dredge, which first proved its efficiency
in the harbor at San Francisco. After experiments had demon-
strated the utility of this method, the Commission, acting under
authority given by Congress, had a number of these modern
dredge boats constructed, and they have since been utilized,
levees being constructed merely to preserve the banks and revet-
ment and riprap work to prevent eaving.

In the meantime sentiment had been growing for participa-
tion by the Federal Government in levee construction for the
protection of lands from floods or overflow. It was insisted
that the river belonged to the Government, was wholly subject
to its control, and that the Government might very properly keep
its property off that of the people. This sentiment received the
indorsement of Congress, and since 1800 allotments have been
made by the Commission, subject to approval by the Chief of
Engineers of the War Department, to local levee boards. No
appropriation for specific projects are made by Congress (ex-
cept occasionally a survey is specifically ordered), but a lump

sunr is appropriated and turned over to the Commission for
allotment. The usual amount for several years past has been
£2,000,000 per annum, of which ordinarily one million has been
devoted to e¢hannel work and one million to protective levees.

The Commission has permanent headquarters at St. Louis,
Mo., and usually two inspection trips are made each year from
that point to New Orleans—one in the spring and one in the
fall. Netice of these trips is sent out in advance to officials of
the State or loeal levee boards, and these oflicials meet the Com-
mission at wvarious poinfs along the river and present their
claims for allotments. The basis of these allotments, to quote
the statement of Col. O. H. Ernst, president of the Commission,
is “their (that is, the loeal levee projeects) needs largely, and a
little bit according to their desire to help.,” The Commission
has never initiated any protective levee, State or local boards
must first take up the matter and begin the work, and the
Commission, if it deems it worthy, will then give aid.

For convenience in administration the river is divided by the
Commission into four engineer districts. These divisions are
with reference to the channel work. For the protective levy
work the engineer districts are subdivided into levee districts,
and in letting contracts for construection these latter are further
subdivided into sections. All United States levee work is under
the general eontrol of the engineer in charge of the engineer
district in which located. The grade of the levees varies accord-
ing to the topography and drainage of the sections they are de-
signed to protect. The Mississippi River Commission grade is 2
feet above the highest water mark, with a base three times the
width of the crown, technically called a glope of 3 on 1. In the
system as outlined and projeeted to the close of the fiscal year,
June 30, 1906, there were included 1,5104 miles of levee. When
completed this system will contain 277,271,250 cubie yards of
earth. Up to May 1, 1906, 205,877,020 cubic yards had been
placed. Of these probably about 60 per cent was placed by loeal
boards—in some districts more and in others much less. On
May 31, 1906, contracts had been let by various lecal boards for
the placing of 3,608,238 cubie yards and by the United States
4,000,219 cubie yards, a total of 7,608,457 cubic yards. Much of
this has been since completed, but exact figures are not avail-
able. The year 19056 was exceedingly unfavorable to levee
construction by reason of the excessive rainfall and the quar-
antine during the yellow-fever epidemie, but little more than a
third as much being built in that year as in 1904-5. The aver-
age cost of construction is 17 cents per cubic yard, the work
being let by contraet.

The total-amount expended on levees by the Federal Govern-
ment below Cairo from July 1, 1879, when the Commission be-

‘gan its work, to July 1, 1906, is $20,612,317.06. This includes

the expenditures for the early levees designed for navigation
rather than protective purposes. The area of country protected
by this system is approximately 27,000 square miles, or about
117,000,000 acres. The soil of the protected area is alluvial and
very productive. Its actual value now is from thirty to sixty
dollars per acre, and with the completion of the system it will
be still further enhanced. Of course, large portions of these
lands were in cultivation before levees were constructed, but
practically all of them were subject to overflow, and millions of
acres were wholly untillable,. One of the largest and probably
richest sections redeemed by the work is that of the St. Francis
Rtiver Basin in Missouri and Arkansas, abount 4,200 square miles,
or more than two and one-half million acres. Very little ef this
was tillable prior to the levee work. It was swampy, marshy,
and subject to overflow for 50 miles inland. With the eonstruc-
tion of the levees, the basin has become a theater of bustling
activity. Valuable timber in almost unheard-of quantities was
rendered attainable and the exceeding fertility of the soil has
made it one of the most valuable agricultural sections in the
world.

So far only the longer stretehes—that is, the larger basins and
those which could be most easily cared for—have been leveed.
Sections filled with tributary rivers and creeks present an ex-
ceedingly difficult engineering problem—one that at many places
can doubtless be solved only by eonstructing wing or lateral
dikes along such tributaries. The expense of this will be very
great, of course, and that work will hardly be undertaken until
the increase of population is sueh as te render the land abso-
lntely necessary. There has been more or less agitation during
the past few years of the matter of the Federal Government
taking entire control of the levee systems and keeping it in re-
pair. This may be some time done, but it is not at all probable
until the system shall have been completed, if then. [Applause.]

The following tabulated statements, made up from varions
reports of the Alississippi River Commission, may be of interest
to those who desire detailed information: :
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Missigsippi River Commission district.

. Miles below
Levee district. State, Bank, Cairo.

Upper Qt FIRDOEE - o noniranan Missouri.. West. . Oto 70
Reelfoo £ Kenluck) and 'l‘em:ensee East.... 36to 60
Lower N Frsucis .| Arkansas.. i 79to 298
Upper Yazoo . -| Mississippi ....... t 244to 865
White River..... .| ATKANSAS ..oocunees 306 to 885
Lower Yazoo ... .| Mississippi .. 365 to 592
Upper Tensas. .. .| Arkansas.. 402to 606
Lower Tensas .. -| Arkansas and Louisiana. . 764 to 885
At(‘hafala)‘a‘ S .l isi T64to 885
s T il R | P R 885 to 960
Barataria.. 980 to 1, (48
Tonchartrain. . i 835 to 956

IRKCBOIENG . n s resvmrrrrrveslnmeaOF s sveansenesenness - 868 to 1, 047

State and local districts.
Miles below
District. ’ State, Bank Cairo.

Levee district No. 1.. | BEUSONT ooy e s e an West.. Oto 45
Reelfoot............ .| Kentucky and Tennessee.| East .. 37to 58
St. Francis, of Missouri | Moo iss s West,. Wto 128
St. Francis, of Arkansas....| Arkansas, ..do . 128to 298
Yazoo-Mississippl delta.... | Mississippi . 243 to 365
Cotton Bélt...._....... % S 306 1o 335
Laconia ...... s eawnlll) 335 to 385
Mississippi.. .' \Iimsisslppi 365 to 680
Red Fork..... .| Arkansas . 402 to 427
Desha ........ I 427t0 442
Chicot...... 442to 520
Tensas..........
Fifth Louisiana ............|1..... 520 to 764
Atchafalaya.... 765 to 886
Ponchartrain . S to 960
Lafourche.... bﬁ“‘ 982
ORI s e s oy e femans {fqﬁl):g 3?‘3
Lake Borgne . 972 to 1,019
Grand Prairie 1,019 to 1,052
Roras. ... -... 1,020 to 1,053

aNo front on river, bOn west. e On east.

The following table shows the number of miles in each Missis-
sippi River Commission district, the square miles protected, con-
tents May 1, 1906, and estimated final contents :

| aites | | Estimated
Distriet. in sys- &rea‘&m-l L?a":“e!lﬂs | final con- State.
tem. ‘1 tents,
Sq, miles. | Cubicyards. C‘l:b:cn.rm'ds ¥
U pper St E‘mncis H8. 00 700 | 1,218,411 | 5,462,548 | Missouri.
Reelfoot £ .-+ 20.00 318 | 1,068,761 | 2,305,414 | Kentucky and
Tennessee,
Lower 8t. Francis...... 210, 00 3,500 | 19,450, 716 | 24,497,681 | Arkansas,
Upper Yazoo. . i .00 8,281 | 25,429,577 2?.!:68,53!. Mississippi.
White River . 910 | 9,975,469 | 16,638,218 | Arkansas,
Lower Y1200 . 3,867 | 38,206,292 | 51,486,003 | Mississippi.
Upper Tensas . y 2,875 | 33,742,001 | 48,998,306 | Arkansas,
Lower Tensas. ......... 2 20,265,284 | 51,870,783 | Arkansas and
Louisiana.

Atchafalays ....oocman 6,085 | 21,870,269 | 25,722,737 | Lonisiana.
Ponchertrain ... ... 125,64 |-, 17,118,544 | 21,709,024 Do,
Lafourche...... 8,045,302 | 11,404, 596 Do.
Lake Borgne.... 3,771,223 | 5,124,973 Do.
Barataria......... 3,222,141 , 382, 396 Do,

Mr. Bl'IiTO\' or Ohio Mr. Chairman, I move that the

committee do now rise,

The motion was agreed to.

The committee accordingly rose; and the Speaker having re-
sumed the chair, Mr. Cureier, Chairman of the Committee of
the Whole House on the state of the Union, reported that that
committee had had under consideration the bill II. R. 24991,
the river and harbor appropriation bill, and had come to no
resolution thereon.

WOMAN AND CHILD LABOR.

Mr. TAWXNEY. Mr, Speaker, I am directed by the C{::m-
mittee on Appropriations to submit the following resolution
and ask for its present consideration. .

The SPEAKER. The gentleman from Minnesota, by direc-
tion of the Committee on Appropriations, submits the following
resolution, with a request for its present consideration. The
Clerk will report the resolution.

The Clerk read as follows:

Whereas Congress has passed an act “To authorize the Secretary
of Commerce and Labor to investigate and report upon the illtlusirlal
social, moral, educational, nud &lll)ﬁi(‘.‘!ll condition of women and chil
dren in the United States:

Wherens Congress is c:llled upon to appropriate money to carry out
said act; and

Whereas bills are pending in the Congress having for thelr object
the rl'-)‘;l.lhltlon and control of the em )lo}lnont of children in factories

and nes and to prevent abuses therein; and
Whereas in appropriating money to execute the act aforesaid and

in consideration of the aforesaid Dbills it is important that the House
be fully advised as to the jurisdiction of Congress over the subject
of woman and child labor, and to what extent Congress has power
to enact such legislation as would tend to do away with the abuses
thereof and to ameliorate the condition of women and child laborers:
Therefore, be it

Resolved, That the Judieclary Committee be, and it is hereby, di-
rected to immediately investigate and report to the Ilouse at this
session the extent of the jurisdiction and authority of Cengress over
the subject of woman and child labor, and to what extent and by what
means Congress has authority to suppress abuses of such labor or to
ameliorate conditions surrounding the employment of such laborers,

The SPEAKER. Is there objection?
There was no objection.
The resolution was agreed to.

FREE ALCOHOL.

Mr. HILL of Connecticut. Mr, Speaker, I ask that there may
be a reprint of the report on House bill 24816, with reference to
free alcohol.

The SPEAKER. Is there objection to the request of the gen-
tleman from Connecticut?

There was no objection.

UNITED STATES COURTS, MIDDLE DISTRICT OF TENNESSEE.

AMr. MOON of Tennessee, Mr, Speaker, I ask unanimous con-
sent for the present consideration of the bill (IT. R. 25034) to
change the time of holding cireunit and district courts of t]le
United States for the middle distlitt of Tennessee,

The bill was read, as follows

Be it enacted, ete., That the term of the circuit and district courts of
the United States for the middle district of Tennessee, held at Nashville,

shall commence on the first Monday in April each year instead of the
third Monday in April, as now provided by law.

Mr. MOON of Tennessee. Mr. Speaker, 1 offer an amendment
to the bill.

The SPEAKER. The Clerk will report the amendment.

The Clerk read as follows:

Sec. 2. That the terms of the circuit and district courts of the United
States for the eastern distriet of Tennessee, held at Chattanooga, shall
commence on the first )londai in \Iaf of each year instead of the first
Monday in April, as now provided by la

The SPEAKER. Is there objection?

There was no objection.

The amendment was agreed to.

The bill as amended was ordered to be engrossed and read a
third time ; and was accordingly read the third time, and passed.

EXIIQLILI-:D BILLS PRESENTED TO THE PRESIDEXT FOR HIS APPROVAL.

Mr. WACHTER, from the Committee on Enrolled Bills, re-
ported that this day they had presented to the President of the
United States, for his approval, the following bills:

H. I, 1185, An act granting a pension to Josiah C. Hancock ;

Hf R. 7211. An act granting a pension to James C. Souther-
land ;

11. It.

. 1.

11. 1t.

I1. It.

H. 1.

IL R. 9021,

1L R. 10760,

I1. R. 13201.

11. I3, 13884,
son Boynton ;

H. 1%, 14046.

I1. R. 14263.

II1. R. 15202.

11, R. 15630.

1. R, 16002,

11. k. 17988,

H. I&. 18791,

H. H. 19490,

. R. 20292,
Archer

1. It. 20327.
Downie ;

1L IR, 20725. An act granting a pension to Hope Martin ;

I R. 637. An act grnntulg an increase of pension to William
II. Bone;

IH. . 676. An act granting an increase of pension to Musgrove
E. O’Connor ;

II. R. 725. An act granting an increase of pension to George
E. Smith:

I1. IR. 742, An act granting an increase of pension to James
Wintersteen ;

1L IR, 1144 An act granting an increase of pension to Franklin
MecFalls;

II. R. 1150. An act granting an increase of pension to Emma
J. Turner;

An act granting a pension to Daniel Robb ;
An act granting a pension to Ellen 8. Gifford ;
An act granting a pension to Naney (. Paine;
An act granting a pension to Elizabeth Cleaver;
An aet granting a pension to Oliver IL. Griflin;
An act granting a pension to Ann Lytle;
An act granting a pension to Libbie A. Merrill;
An act granting a pension to Sarah A. Jones;
An act granting a pension to Helen Augusta Ma-

Toal.
8732,
9100.
D113,
D673,

An act granting a pension to Jimison I\. Skeens;
An act granting a pension to Fidelia Sellers;

An act granting a pension to Henry Peetsch ;

An act granting a pension to Sarah Kizer;

An act granting a pension to Theodore T. Bruce;
An act granting a pension to Edward G. Hausen;
An act granting a pension to Michael Bocoskey ;
An act granting a pension to Estelle 1. Reed ;

An act granting a pension to Howard William

An act granting a pension to Elizabeth A.
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H. R. 1252. An
Mathes ;

H. R. 1337. An
B. Evans;
. R, 1512,

Edmonds ;

1. . 1693, An
Q. Oviatt;

H.R.1717. An
M. Fowler;

H.R. 1723, An
J. Bullock ;

. R. 1937. An
B. Williams ;

H. R. 2055. An
L. Cox;

H. 1. 2056. An
Longendycke ;

H. R. 2175. An

An
T,

act granting an increase of pension to Mary E.
act granting an inerease of peusion to James
act granting an increase of pension fo Melvin
act granting an inerease of pension to Joseph
act granting an increase of pension to George
act granting an increase of pension to Rutson
act granting an inerease of pension to Joseph
act granting an increase of pension to Joanna
act granting an increase of pension to Lucas

act granting an increase of pension to James

1. Bliss, alias James Warren;

H. R. 2286, An
Miller ;

H. R. 2399. An
¥. SBancrainte ;

. R. 2421, An
S. Mevis;

II. R. 2726, An
Keach ;

H. R. 2764, An
L. Robinson ;

H. R. 2769. An
A. Valentine;

IL RR. 2703. An
D. Chapman ;

I R. 2826, An
Prochel ;

H. R. 3226. An
Leahy ;

H. R. 3740. An

G. H. Armistead ;

H. R. 3959. An
T. Houghton ;

I . 4149. An
son Wall;

H. R. 4151. An
W. Howard ;

H. RR. 4166. An
G. V. Herndon ;

H. . 4346. An
H. B. Schooling ;

H. R.4351. An
A. Johnson;

H. R, 4670,
B. Tanner ;

H. R. 4673.
Rowe ;

11. 1%, 4692,
Weleh ;

H. R. 4719.
Trumbull ;

1. R. 4833. An
F. Anderson ;

. R. 5063.
G. Miller;

11. R. 5172,
Stratton ;

H. R. 5173.
Henninger ;

II. k. 5174.
Turney ;

H. R. 5187.
John ;

H. R. 5200.
McBride ;

H. R. 5209.
R. Dunbar;

IL. R. 5595.
Brown;

H. R. G648,
Hand ;

H. R. 5729.
II. Cole;

II. R. 5776. An
A. Campbell ;

Ax

=

An
An

An

An
An
An
An
An
An
An
An
An

An

act granting an increase of pension to Jacob
act granting an increase of pension to Charles
act granting an increase of pension to Daniel
act granting an increase of pension to John C.
act granting an increase of pension to George
act granting an increase of pension to Ethan
act granting an inerease of pension to Nathan
act granting an inerease of pension to Samuel
act granting an increase of pension to John L.
act granting an increase of pension to John
,:wt granting an increase of pension to Hiram
act granting an increase of pension to Thomp-
act. granting an increase of pension to John
act granting an increase of pension to John
act granting an increase of pension to Thomas
act granting an increase of pension to George
act granting an increase of pension to Edward
act granting an inerease of pension to Samuel
act granting an inerease of pension to Levi
act granting an increase of pension to Mary J.
act granting an increase of pension to Samuel
act granting an Increase of pension to William
act granting an increase of pension to Milton
act granting an increase of pension to Jacob
act granting an increase of pension to Patrick
act granting an increase of pension to Robert
act granting an increase of pension to John F.
act granting an increase of pension to Edward
act gmnt_ing an increase of pension to Elisha
act granting an increase of pension to William
act granting an increase of pension to Norman

act granting an increase of pension to Priscilla

I1. R. 5801. An
E. Castner,

H. R. 5803. An
L. Roberts;

H. R. 5829. An
Anderson ;

H. . 6057. An
Crawford ;

11 R. 6060, An
B. Fish;

I. IR, GOSS. An
R. Chapman ;

H. R. G145. An
J. Latham;

H. It 6165. An
Everson ;

H. R. 6189. An
Tibbitts ;

H. RR. 3424, An
I'rice;

H. R, G493, An
Boynton ;

H. R, G519. An
W. Whybark ;

1. R. 6524. An
Snyder ;

H. R. 6537.
Jackson ;

H. R, 6705.
. Zachery ;

I. R. 6894,
0. Corbin ;

I1. R. 6920,
Millison ;

H. R. T247.
Sink

II. R. T378.
Brown;

H. R. 7393.
nand David;

H. R. T411.
Fisher;

H. R. T417.
Helms ;

H. R. 7544,

An
An
An
An
An

Ax

=

Ax

An
An

An

act granting an increase of ])9113101.1 to Algernon
act granting an increase of pension to Edwin
act granting an increase of pension to George
act granting an increase of pension to Emery
act granting an increase of pension to Lorenzo
act granting an increase of pension to James
act granting an increase of pension to Parris
act granting an inerease of pension to Nelson
act granting an increase of pension to Arthur
act granting an inerease of pension to George
aect granting an ;nm-eﬂse of pension to Eli
act granting an increase of pension to Samuel
act granting an increase of pension to Amos
act granting an increase of pension to William
act granting an increase of pension to William
act granting an increase of pension to Daniel
act granting an increase of pension to Simon
act granting an increase of pension fo Lorenzo
act granting an increase of pension to John L.
act granting an increase of pension to Ferdi-
act granting an increase of pension to Tobias
act granting an increase of pension to Gibson

act granting an increase of pension to Gus-

tavus F. E. Raschig;

H. R. 7555. An
Roseberry ;

. R. 7581. An
Cloe;

H. R. 7660.
C. Mahaffey ;

H. R. T804.
Frett, jr.:

II. R. 7834,
Amos;

H. R. 7912,
M. Lawder;

H. R. 8136.
A. Beroggs;,

H. R. 8159.
Leathers;

H. R. 8247.
Littleton ;

H. R. 8312.
Sours ;

H. R. 8335,
Harvey ;

H. R. 8338.
Doan ;

Arx
An

=

Ax

=

An

An

An
An
An

E. A'yls;wortil :
H. R. 8667. An

‘Larick ;

H. R. 8068. An
H. Rogers;

H. R. 8683.
D. Voris;

H. R. 8915.
Woolley ;

H. R. 8925.
Simpson ;

An
An
An

act granting an increase of pension to John 8.
act granting an increase of pension to Emile
act granting an increase of pension to Joseph
act granting an increase of pension to John
act granting an increase of pension to Joseph
act granting an incregse of pension to James
act granting an increase of pension to Joseph
act granting an increase of pension to Charles
act granting an increase of pension to Sarah J.
act granting an increase of pension to Abram
act granting an increase of pension to John T.
act granting an increase of pension to Isaac S.
act granting an increase of pension to Patrick
act granting an increase of pension to Thomas
act granting an increase of pension to Andrew
act granting an increase of pension to Stephen
act granting an increase of pension to William
act granting an increase of pension to Susan

act granting an increase of pension to Chester
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BOH'. R.8038. An act granting an increase of pension to David
wen ;
H. R. 9024, An act granting an increase of pension to Lewis
Lennox ;
H. It. 9090. An act granting an increase of pension to Amasa
B. Saxton;
* HL R 9218, An act granting an increase of pension to William
T. Blanchard ;
H. It. 9250. An act granting an increase of pension to Obediah
B. Nations;
H. R. 9278. An act granting an increase of pension to Melville
A. Nichols;
H. R. 9402. An act granting an inerease of pension to Adam 8.
Van Vorst;
H. . 9403. An act granting an inerease of pension to Kate L.
Hanna ; and
H. R. 9816. An act granting an inerease of pension to Charles
A. Spanogle, alias Andrew C. Spanogle.

FORT BERTHOLD MILITARY RESERVATION, N. DAK.

Mr. GRONNA. Mr. Speaker, I ask unanimous consent for the
present consideration of the bill (H. R. 24473) to define the
status of certain patents and pending entries, selections, and
filings on lands formerly within the Fort Berthold Indian Res-
ervation in North Dakota.

The bill was read, as follows:

Be it enacted, ete., That all patents heretofore issued on entries and
selections made without fraud under any of the laws Erovidlng for
dix&:o’osal- of the public lands on lands formerly within the Fort Berthold
Indian Reservation, in North Dakota, which were opened to settlement
by the President’s proclamation dated May 20, 1891, pursunant to the
provisions of an aet entitled “An act ma appropriations for the
current and contingent expenses of the Indian partment and ful-
filling treaty stipulations with various Indian tribes for the year end-

fun 3(;-13 2, and for other purpeses,” proved March 3, 1891,
shall have the seme effect, and all ;éguding entries, selections, or ﬂllqu
embraci such lands made prior December 1, 1906, shall be dis-

of in the same manner and under the same restrietions and limi-
ations, as if the lands included in such patents, entries, selections, or

had been subject to disposition under the generaf provisions of
the public-land laws.

The SPEAKER. Is there objection?

Mr. PAYNE. Mr. Speaker, reserving the right to object, 1
should like to have an explanation of this.

Mr. GRONNA. Mr. Speaker, this bill was introduced at the
request of the Department. The Fort Berthold Reservation
was opened under the act of March 3, 1891, by a proclamation
made by President Harrison on the 20th of May, the same year.
The provisions of that law are these: The lands in question
were open to seftlement and entry under the homestead laws
only; that when commutations are made under the homestead
‘laws the price of $1.50 per acre should be paid. At this time
the lands were unsurveyed, but after the surveys were made
and approved, when the tract books were opened for recording,
no notations were made by the Department, and they failed to
instruct the local land office that $1.50 per acre should be paid
instead of the price of $1.25 an acre under the general law.
Now, they have been permitted to go on, and a number of proofs
have been made and in many cases patents issued, and a great
many entries and patents arve suspended, and this bill is sim-
ply to correct the mistake made by the Department.

Mr. PAYNE. It is to allow the patents to issue at $1.25 per
acre instead of $1.50 per acre?

Mr. GRONNA. Yes.

Mr. PAYNE. Is it recommended by the Secretary of the In-
terior and the Land Office?

Mr. GRONNA. Yes.

Mr. PAYNE. Is it a unanimous report of the committee?

Mr. GRONNA. It is a unanimous report of the committee,
and we have letters from the Secretary of the Interior and the
Commissioner of the General Land Office recommending it.

The bill was ordered to be engrossed and read a third time,
was read the third time, and passed.

On motion of Mr. GroNNA, a motion to reconsider the last
vote was laid on the table.

LORENZO F. HARMON.

The SPEAKER laid before the House the following Senate
concurrent resolution.

The Clerk read as follows:

Senate concurrent resolution No. 45.

Resolved by the Senate (the House of ngremtaﬁvcs conctirring) .
That the President be requested to return the bill (8. 1879) entitled
“An act granting an increase of pension to Lorenzo F. Harmon."

The SPEAKER. Is there objection to the present considera-
tion of the concurrent resolution?

There was no objection.

The Senate concurrent resolution was agreed to.

LEAVE OF ABSENCE.

Mr. Kring, by unanimous consent, obtained leave of absence
for four days on account of important business.

Mr. BURTON of Ohio. Mr. Speaker, I move that the House
do now adjourn.

The motion was agreed to; accordingly (at 5 o’clock and 12
minutes p. m.) the House adjourned.

EXECUTIVE COMMUNICATIONS.

Under clause 2 of Rule XXIV, the following executive com-
munications were taken from the Speaker's table and referred
as follows:

A letter from the vice-president of the Georgetown and
Tennallytown Railway Company, transmitting the report for the
year ended December 31, 1906—to the Committee on the District
of Columbia, and ordered to be printed.

A letter from the vice-president of the Anacostia and Potomac
River Railroad Company, transmitting the report for the year
ended December 31, 1906—to the Committee on the District of
Columbia, and ordered to be printed.

A letter from the vice-president of the City and Suburban
Railway of Washington, transmitting the report for the year
ended December 31, 1906—to the Committee on the District of
Columbia, and ordered to be printed.

A letter from the vice-president of the Brightwood Railway
Company, transmitting the report for the year ended December
31, 1906—to the Committee on the District of Columbia, and
ordered to be printed.

A letter from the vice-president of the Washington Railway
and Eleetric Company, transmitting the report for the year
ended December 31, 1906—to the Committee on the District of
Columbia, and ordered to be printed.

A Jetter from the president of the East Washington Heights
Traction Railway Cempany, transmitting the report for the year
ended December 31, 1906—to the Committee on the District of Co-
lumbia, and ordered to be printed. -

A letter from the assistant clerk of the Court of Claims, trans-
mitting a copy of the conclusions of fact and law in the French
spoliation cases relating to the brig Sally, John V. Villett, mas-
ter—to the €Committee on Claims, and ordered to be printed.

A letter from the Secretary of the Interior, transmitting, with
o copy of a letter from the Commissioner of Patents, a copy of
the decisions of the Commissioner and of United States eourts
in patent eases for the year 1906—to the Committee on Patents,
and ordered to be printed.

A letter from the Secretary of War, transmitting, with a letter
from the Chief of Engineers, report of examination of project
for interior waterway from the Rio Grande to the Mississippi—
to the Committee on Rivers and Harbors, and ordered to be
printed, with illustrations.

REPORTS OF COMMITTEES ON PUBLIC BILLS AND
RESOLUTIONS.

Under clause 2 of Rule XIII, bills and resolution of the fol-
lowing titles were severally reported from committees, delivered
to the Clerk, and referred to the several Calendars therein
named, as follows:

Myr. MANN, from the Committee on Interstate and Foreign
Commerce, to which was referred the bill of the House (II R.
25242) to authorize additional aids to navigation in the Light-
House Establishment, and for other purposes, reported the same
with amendment, accompanied by a report (No. 7111) ; which
said bill and report were referred to the Committee of the Whole
House on the state of the Union.

Mr. POWERS, from the Committee on the Territories, to
which was referred the bill of the House (H. R. 25184) fo re-
lieve the Tanana Mines Railroad in Alaska from taxation, re-
ported the same without amendment, accompanied by o report
(No. 7112) ; which said bill and report were referred to the
Committee of the Whole House -on the state of the Union.

Mr, FOSTER of Indiana, from the Committee on the Judi-
eiary, to which was referred the bill of the House (II. R. 24046)
to inecorporate the Hungarian Reformed Federation of America,

.| reported the same with amendment, accompanied by a report

(No. 7105) ; which gaid bill and report were referred to the
House Calendar. <y

Alr. BRICK, from the Committee on the Territories, to which
was referred the bill of the House (I. R. 25032) to amend an
act entitled “An act for the protection of game in Alaska, and
for other purposes,” approved .June 7, 1902, reported the same
without amendment, accompanied by a report (No. T106);
which said bill and report were referred te the IHouse Calendar.

Mr. STEVENS of Minnesota, from the Committee on Inter-
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state and Foreign Commerce, to which was referred the bill of
the House (H. R. 24817) to amend an act entitled “An act per-
mitting the building of a dam across the Mississippi River in
the county of Morrison, State of Minnesota,” approved June 4,
1906, reported the same without amendment, accompanied by a
report (No. 7107) ; which said bill and report were referred to
the House Calendar.

Mr. CUSHMAN, from the Committee on Interstate and For-
eign Commerce, to which was referred the bill of the House
(II. IR. 24928) authorizing the construction of a dam across the
Snake River, in the State of Washington, by the Benton Water
Company, reported the same with amendment, accompanied by a
report (No. 7108) ; which said bill and report were referred to
the House Calendar.

Mr. STEVENS of Minnesota, from the Committee on Inter-
state and Foreign Commerce, to which was referred the bill of
the House (II. R. 24988) to authorize the Pike Rapids Power
Company, a Minnesota corporation, its successors or assigns, to
construet a dam across the Mississippi River in Morrison
County, Minn., reported the same with amendment, accompanied
by a report (No. 7109) ; which said bill and report were re-
ferred to the House Calendar.

Mr. ADAMSON, from the Committee on Interstate and For-
eign Commerce, to which was referred the bill of the House
(H. R. 25043) to authorize the Atlanta, Birmingham and At-
lantic Railroad Company to construct a bridge across the Chat-
tahoochee River in the State of Georgia, reported the same with-
out amendment, accompanied by a report (No. 7T110) ; which
said bill and report were referred to the House Calendar.

Mr. HIGGINS, from the Committee on the Territories, to
which was referred the bill of the House (II. R. 23720) to aid
the Couneil City and Solomon River Rallroad Company, reported
the same without amendment, accompanied by a report (No.
7114) ; which said bill and report were referred to the Iouse
Calendar. =

Mr. BRANTLEY, from the Committee on the Judiciary, to
which was referred the bill of the House (IH. R. 16479) to make
© spirituous,- malt, vinous, and intoxieating liguors of all kinds,
in interstate commerce, a special class in such commerce, and
to regulate in eertain cases the transportation and sale thereof,
reported the same with amendment, accompanied by a report
(No. T115) ; which said bill and report were referred to the
House Calendar.

Mr. LOVERING, from the Committee on Interstate and For-
eign Commerce, to which was referred the resolution of the
House (1I. Res. 795) requesting the Secretary of Commerce and
Labor to investigate the price of cotton, ete., reported the same
with amendment, accompanied by a report (No. 7116) ; which
said resolution and report were referred to the House Calendar.

REPORTS OF COMMITTEES ON PRIVATE BILLS AND
RESOLUTIONS.

Under clause 2 of Rule XIII, private bill and resolution of
the following titles were severally reported from committees,
delivered to the Clerk, and referred to the Committee of the
Whole House, as follows:

Mr. FULKERSON, from the Committee on War Claims, to
which was referred the bill of the House II. R. 11060, reported in
lien thereof a resolution (H. Res. 804) referring to the Court
of Claims the papers in the case of Jacob (. Barkley, accom-
panied by a report (No. 7T104) ; which said resolution and report
were referred to the Private Calendar.

Mr. BATES, from the Committee on Naval Affairs, to which
was referred the bill of the Senate (8. 5352) for the relief of
William H. Osenburg, reported the same without amendment, ac-
companied by a report (No. T113) ; which said bill and report
were referred to the Private Calendar.

PUBLIC BILLS, RESOLUTIONS, AND MEMORIALS
INTRODUCED.

Under clause 3 of Itule XXII, bills and resolutions of the fol-
lowing titles were introduced and severally referred as follows:

By Mr. PARSONS: A bill (H. R. 25290) for the relief of
claimants who have paid money into the United States Treasury
under the compulsion of an unconstitutional statute—to the
Committee on the Judiciary.

By Mr. KINKAID: A bill (H. R. 25201) pertaining to the
public lands in Nebraska deseribed and affected by an act ap-
proved April 28, 1904—to the Committee on the Public Lands.

By Mr. NORRIS: A bill (H. R. 25292) to divide the judicial
district of Nebraska into divisions and to provide for an addi-
'tional district judge in said district—to the Committee on the
Judiciary.

Mr. TAYLOR of Ohio: A bill (H. R. 25293) to authorize the
towns of Takoma, Md., and Chevy Chase, Md., to connect their
water systems with the water system of the District of Co-
lumbia—to the Committee on the District of Columbia.

By Mr. FULKERSON, from the Committee on War Claims:
A resolution (H. Res. 804) referring to the Court of Claims the
bill H. R. 11060—to the Private Calendar.

By Mr., BURTON of Ohio: A resolution (H. Res. 803) to pay
James H. Cassidy, clerk to the Committee on Rivers and Har-
bors, the sum of $1,000 as compensation for additional services
rendered—to the Committee on Accounts.

Also, a resolution (H. Res. 80G) to pay Joseph II. MeGann,
assistant clerk to the Committee on Rivers and Harbors, the
sum of $600 as compensation for additional services rendered—
to the Committee on Accounts,

PRIVATE BILLS AND RESOLUTIONS INTRODUCED.

Under clause 1 of Rule XXII, private bills and resolutions of
the following titles were introduced and severally referred as
follows :

By Mr. ANDREWS: A bill (H. R. 25204) granting an in-
crease of pension to Maria C. Lopez—to the Committee on Inva-
lid Pensions.

By Mr. BELL of Georgia: A bill (. R. 25295) granting an
inerease of pension to Mary M. Evans—to the Committee on
Pensions.

By Mr. BRANTLEY : A bill (H. R. 25296) granting a pension
to Marcus A. Moses—to the Committee on Invalid Iensions.

By Mr. BURKE of South Dakota: A bill (IH. R. 25297) grant-
ing an inerease of pension to Samuel F. Jarvis—to the Commit-
tee on Invalid Pensions.

By Mr. FORDNEY : A bill (H. R. 25298) granting an increase
nlf pension to Edgar Knapp—to the Committee on Invalid Pen-
sions.

By Mr. FOSTER of Indiana: A bill (H. R. 25299) granting
an increase of pension to David Whitter—to the Committee on
Invalid Pensions.

Also, a bill (H. R. 25300) granting an increase of pension to
Zachary J. Burns—to the Committee on Invalid Pensions.

Also, a bill (H. R. 25301) granting an increase of pension to
Cornelius MeGuire—to the Committee on Invalid Pensions.

Also, a bill (H. R. 25302) granting an increase of pension to
James F. Thurman—to the Committee on Invalid Pensions.

By Mr. FOWLER: A bill (H. R. 25303) granting an increase
Uf pension to Adeline Brown—to the Committee on Invalid Pen-
sjons.

By Mr. FULKEERSON: A bill (H. R. 25304) granting an in-
crease of pension to Chauncey H. Graves—to the Committee on
Invalid Pensions.

By Mr. IHAMILTON: A oill (H. R. 25305) granting an in-
crease of pension to Edgar A. Stevens—to the Committee on In-
valid Pensjons.

By Mr. HOUSTON: A bill (H. R. 25306) granting a pension
to Paul Kerr—to the Committee on Invalid Pensions.

By Mr. HOWELL of New Jersey: A bill (H. R. 25307) grant-
ing a pension to Charles Van Allstrom—to the Committee on In-
valid Pensions.

By Mr. KINKAID: A bill (H. R. 25308) granting an increase
of pension to George I, Williams—to the Committee on Invalid
Pensions.

By Mr. LAMB: A bill (H. R. 25309) granting an increase of
pieuslon to Joseph Casavaw—to the Committee on Invalid Pen-
sions.

By Mr. MINOR: A bill (H. R. 25310) granting a pension to
Margret Harris—to the Committee on Invalid Pensions.

By Mr. PEARRE: A bill (H..R. 25311) for the relief of the
Council of Zion Evangelical Lutheran Church, of Williamsport,
Md.—to the Committee on Claims.

By Mr. SAMUEL: A bill (H. R. 25312) granting an increase
of pension to Minor Hartman—to the Committee on Invalid
Pensions,

Also, a bill (H. R. 25313) granting an increase of pension to
William R. Johnson—to the Committee on Invalid Pensions.

By Mr. SIMS: A bill (H. R. 25314) for the relief of James
M. Sharp—to the Committee on War Claims.

By Mr. SMITH of California: A bill (H. R. 25315) to correct
the military record of David Campbell—to the Committee on
Military Affairs. Y

By Mr. THOMAS of Ohlo: A bill (H. R. 25316) granting an
increase of pension to Richard W. Jones—to the Committee on
Invalid Pensions.

By Mr. VAN WINKLE: A bill (II. R. 25317) granting an in-
crease of pension to Susie F. Harrison—to the Committee on In-
valid Pensions,
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. By Mr. WILEY of Alabama: A bill (H. R. 25318) for the re-
lief of John 8, May—to the Committee on Military Affairs.

CHANGE OF REFERENCE.

Under clause 2 of Rule XXII, committees were discharged
from the consideration of bills of the following titles; which
were thereupon referred as follows:

A bill (H. R. 12349) granting an increase of pension to Edgar
M. Barber—Committee on Invalid Pensions discharged, and
referred to the Committee on Pensions.

A bill (H. R, 23732) granting an increase of pension to Ro-
sanna Kaogan—Committee on Invalid Pensions discharged, and
referred to the Committee on Pensions.

A bill (H. R. 25288) granting an increase of pension to Minna
Y. Field—Committee on Invalid Pensions discharged, and re-
ferred to the Committee on Pensions,

PETITIONS, ETC.

Under clanse 1 of Rule XXII, the following petitions and papers
were laid on the Clerk’s desk and referred as follows:

By the SPEAKER: Petition of legislature of Illineis, for ap-
proval of War Department to act granting consent for the con-
struction of a bridge across Hamburg Bay, Calhoun County,
11l.—to the Committee on Interstate and Foreign Commerce.

By Mr. ACHESON : Petition of the American Protective Tariff
League, for a dual tariff—to the Committee on Ways and Means.

By Mr. BANKHEAD: Paper to accompany bill for relief of
John IH. Cummins and Daniel Carroll—to the Committee on
War Claims.

By Mr. BARCHFELD : Petitions of citizens of Lyons, Iowa;
Philadelphia, Pa., and Pueblo, Colo., against bill 8. 5221, to reg-
ulate the practice of osteopathy in the District.of Columbia—
to the Committee on the District of Columbia.

By Mr. BINGHAM : Petition of the Grand Army Association
of Philadelphia and Vicinity, against abolition of the pension
offices—to the Committee on Invalid Pensions.

By Mr. BRANTLEY : Paper to accompany bill for relief of
Marcus A. Moses—to the Committee on Pensions,

By Mr. BURKE of Socuth Dakota: Petition of citizens of
South Dakota, for an amendment of the free-alcohol law—to
the Committee on Ways and Means.

By Mr. BURTON of Delaware: Petition of railway telegraph
operators, for an eight-hour law—to the Committee on Labor.

By Mr. BUTLER of Pennsylvania: Paper to accompany bill
for relief of John A. Torrell (previously referred to the Com-
mittee on Invalid Pensions)—to the Committee on Pensions.

By Mr. CHANEY : Paper to accompany bill for relief of E.
Ross Smith—to the Commititee on War Claims.

Also, petition of Fidelity Lodge, No. 109, Brotherhood of Rail-
way Trainmen, for bill H. R. 9328 (the Gilbert anti-injunction
bill)—to the Committee on the Judiciary. °

Also, petition of Fidelity Lodge, No. 109, Brotherhood of Rail-
way Firemen, of Logansport, Ind., for bill 8. 5133—to the Com-
mittee on Interstate and Foreign Commerce. y

Also, petition of U. 8. Grant Post, No. 72, Grand Army of the
Republie, favoring restriction of immigration (8. 4403)—to the
Committee on Immigration and Naturalization.

Also, petition of the National German-American Alliance,
against bill H. R. 13655 (the Littlefield bill for the regulation of
commerce)—to the Committee on the Judiciary.

By Mr. COOPER of Pennsylvania: Petition of the National
German-American Alliance of the United States, against bill
I1. . 13655 (the Littlefield bill)—to the Committee on Inter-
state and Foreign Commerce.

Also, petition of the American Protective Tariff League, for a
dual tariff—to the Committee on Ways and Means.

By Mr. DAVEY of Louisiana: Petition of Crescent City
Lodge, No. 399, Brotherhood of Locomotive Firemen, of New
Orleans, La., for bill 8. 5133 (the sixteen-hour bill)—to the Com-
mittee on Interstate and Foreign Commerce.

By Mr. DRAPER : Petition of the American Protective Tariff
League, for a dual tariffi—to the Committee on Ways and Means.

Also, petition of the National German-American Alliance,
against the enactment of bill H. R. 13055 (the Littlefield bill for
the regulation of commerce )—to the Committee on the Judiciary.

By Mr. ESCH: Petition of the American Protective Tariff
League, for a dual tariff—to the Committee on Ways and Means.

By Mr. FOSTER of Indiana: Petition of Bricklayers' Benevo-
lent Protective Union No. 1, of Evansville, Ind., favoring the
extension of the writ of habeas corpus in certain cases (relative
to the Moyer and Haywood case)—to the Committee on the Ju-
diciary.

By Mr. FULLER : Petition of the Sanders Brothers Manufac-

turing Company, of Ottawa, Ill, against the undue restriction
of immigration—to the Committee on Immigration and Natural-
ization, : :

Also, petition of the Grand Army Association of Philadelphia
and Vieinity, against abolition of the pension agencies—to the
Committee on Invalid Pensions. ;

By Mr. GILMAN : Petition of the Alliance of German Soecie-
ties, of Fort Wayne, Ind., against the Lodge-Gardner bill—to the
Committee on Immigration and Naturalization.

By Mr. GRATFYT : Petition of Peoria Division, No. 70, Order of
Railway Conductors, for bill 8. 5133 (the sixteen-hour bill)—to
the Committee on Interstate and Foreign Commerce.

By Mr. GRAHAM : Petition of the Council of Jewish Women,
for a commission to investigate the entire question of Immi-
gration—to the Committee on Immigration and Naturalization.

Also, petition of the American Protective Tariff League, for a
dual tariff—to the Committee on Ways and Means.

Also, petition of McKees Rocks Division, No. 201, Order of
Railway Conductors of America, for bill 8. 5133—to the Commit-
tee on Interstate and Foreign Commerce.

Also, petition of citizens of Allegheny County, Pa., for in-
crease of salaries of post-office clerks and carriers—to the Com-
mittee on the Post-Office and ost-Roads.

Also, petition of the National German-American Alliance,
against the Littlefield bill (H. R. 13655)—to the Committee on
Interstate and Foreign Commerce.

Also, petition of Weil & Thorp, of Pittsburg, Pa., against re-
strietion of immigration—to the Committee on Immigration and
Naturalization. ;

By Mr. GROSVENOR : Paper to accompany bill for relief of
William Green—to the Committee on Invalid Pensions.

By Mr. HAYES: Petition of the Grand Army Association of
Philadelphia, against abolition of pension agencies—to the Com-
mittee on Invalid Pensions.

Also, petition of the California Bankers’ Association, for an
amendment to the railway rate Dbill to provide for a uniform
bill of lading—to the Committee on Interstate and Foreign
Commerce.

Also, petition of the Fruit Growers' Convention of California,
for such modification of the Chinese-exclusion act as will per-
mit the enactment of laws making possible restricted immigra-
tion of laborers irrespective of nationality—to the Committee
on Foreign Affairs.

By Mr. HILL of Connecticut: Petition of Barnett Burman
and others, of New Iaven, Conn., against restriction of immi-
gration—to the Committee on Immigration and Naturalization.

By Mr. HUMPHREY of Washington: Paper to accompany
bill for relief of heirs of Francis Grifin—to the Committee on
War Claims.

By Mr. KAHN : Petition of George J. Finn and 16 other resi-
dents of San Francisco, against employment of Asiatics on the
canal—to the Committee on Foreign Affairs.

By Mr. LACEY : Paper to accompany bill for relief of Charles
L. Simmons—to the Committee on War Claims.

By Mr. MANN: Paper to accompany bill for relief of Wil-
linm 8. Frost—to the Committee on Invalid Pensions,

By Mr. MOORE of Pennsylvania: Petition of the National Ger-
man-American Alliance, against bill H. IR, 13655 (the Littlefield
bill for the regulation of commerce)—to the Committee on the
Judiciary. .

Also, petition of Robert Miller et al., citizens of Philadelphia,
favoring restriction of immigration (8. 4403)—to the Committee
on Immigration and Naturalization.

By Mr. OVERSTREET of Indiana: Petition of the Alliance
of German Societies, State of Indiana, against the Lodge-
Ginrdner bill—to the Commniittee on Immigration and Naturaliza-
tion.

Also, petition of the Brotherhood of Railway Trainmen, Fidel-
ity Lodge, No. 109, for the anti-injunction bill—to the Committee
on the Judieiary.

Also, petition of the Brotherhood of Rzilway Trainmen, Lodge
No. 109, of Indianapolis, Ind., for bill 8. 5133 (the sixteen-hour
bill)—to the Committee on Interstate and Foreign Commerce.

By Mr. REYBURN : Petition of the National German-Amer-
ican Alliance, against bill H. R. 13655 (the Littlefield bill)—to
the Committee on the Judiciary.

By Mr. REYNOLDS : Papers fo accompany bills for relief of
Richard C. Weir and Robert M. Musser—to the Committee on
Invalid Pensions.

By Mr. RYAN: Petition of District Grand Lodge No. 1, B'nai
B'rith, of New York City—to the Committee on Immigration
and Naturalization. :

Also, petition of the National German-American Alliance,
against bill H. R. 13655 (the Liftlefield bill for the regulation

of commerce)—to the Committee on the Judiciary.
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By Mr. SMITH of Arizona: Paper to accompany bill for
relief of Jose Manuel Jarmillo—to the Committee on Invalid
Pensions.

By Mr. STEENERSON: Petition of P. 8. Friday et al., to
amend the pure-food bill—to the Committee on Interstate and
Foreign Commerce.

By Mr. WHARTON : Petition of the National German-Ameri-
can Alliance of the United States, against bill 8. 4403—+to the
Committee on Immigration and Naturalization.

. By Mr. WILEY of Alabama: Paper to accompany bill for
relief of John 8. May—to the Committee on Military Affairs.

SENATE.
Saruroay, February 2, 1907.

Prayer by the Chaplain, REv. Epwarp E. HALE.

The Secretary proceeded to read the Journal of yesterday’'s
proceedings, when, on request of Mr. Kean, and by unanimous
consent, the further reading was dispensed with.

The VICE-PRESIDENT. The Journal stands approved.

DECISIONS IN PATENT CASES.

The VICE-PRESIDENT laid before the Senate a communica-
tion from the Secretary of the Interior, transmitting, pursuant to
law, a letter from the Commissioner of Patents and accompany-
ing copy of decisions of the Commissioner of Patents of the
United States courts in patent cases for the year 1906; w]_Jich.
with the accompanying paper, was referred to the Committee
on Patents and ordered to be printed. ;

EAST WASHINGTON HEIGHTS TRACTION RATLROAD COMPANY.

The VICE-PRESIDENT laid before the Senate the annual re-
port of the East Washington Heights Traction Railroad Company
of the District of Columbia, for the fiscal year ended December
31, 1906; which was referred to the Committee on the District
of Columbia, and ordered to be printed.

FINDINGS BY THE COURT OF CLAIMS.

The VICE-PRESIDENT laid before the Senate a communieca-
tion from the assistant clerk of the Court of Claims, transmitting
a certified copy of the findings of fact filed by the court in the
cause of Cornelius F. Terrill, Cordelia I. Terrill, and Vira R.
Terrill-Harper, heirs of Richard Terrill, deceased, v. The United
States; which, with the accompanying paper, was referred to
the Committee on Claims, and ordered to be printed.

CREDENTIALS.

Mr. CLARKE of Arkansas presented the credentials of Jeffer-

son Davis, chosen by the legislature of the State of Arkansas

a Senator from that State for the term beginning March 4, 1907 ;
which were read, and ordered to be filed.

MESSAGE FROM THE HOUSE.

A message from the House of Representatives, by Mr. C. R.
McKENNEY, its enrolling clerk, announced that the House had
passed the following bills; in which it requested the concur-
rence of the Senate:

H. R. 21383, An act providing that terms of the circuit court
of the United States for the western district and of the district
court of the United States for the northern division of the west-
ern district of the State of Washington be held at Bellingham ;

H. R. 24374, An act to fix the boundaries of lands of certain
landowners and entrymen adjoining the Coeur d’Alene Indian
Reservation ; :

II. R. 24473. An act to define the status of certain patents and
pending entries, selections, and filings on lands formerly within
the Fort Berthold Indian Reservation in North Dakota;

H. RR. 2498). An act to provide for the commutation for
town-site purposes of homestead entries in certain portions of
Oklahoma ;

II. R. 25034. An act to change the time of holding circuit and
district courts of the United States for the middle district of
Tennessee ; and

IH. . 25041. An act to provide for the creation of additional
land districts in the district of Alaska.

PETITIONS AND MEMORIALS.

The VICE-PRESIDENT presented a petition of the Affiliated
Business Men's Association of St. Louis, Mo., praying that an
appropriation be made for the construction of a deep waterway
from the Lakes to the Gulf; which was referred to the Commit-
tee on Commerce.

He also presented a petition of the Association of Pattern
Makers of District A, in the State of Massachusetts, praying
for the enactment of legislation to provide for an Increase in the

salaries of Government employees; which was referred to the
Committee on Appropriations.

He also presented petitions of the Woman’s Christian Tem-
perance Unions of South Bend, Mooresville, Marion, Hebron,!
Holton, Salem, Eagletown, Hartsville, Monrovia, Carmel, Plain-
field, College Corner, Bath, Anderson, Redkey, and Economy, all
in the State of Indiana, praying for an investigation of the;
charges made and filed against Hon. REep Syoor, a Senator
from the State of Utah; which were ordered to lie on the table.

Mr. CULBERSON. 1 present as a memorial, by request, a
series of resolutions adopted at the tenth annual eonvention of
the American Live Stock Association, held at Denver, Colo.,
January 22-23, 1907, relative to car shortage. I ask that the
resolutions be printed in the REcorp and referred to the Com-
mittee on Interstate Commerce.

There being no objection, the resolutions were referred to the
Committee on Interstate Commerce and ordered to be printed
in the Recorp, as follows:

[Resolution adopted at the tenth annual convention of the Ameriean
National Live-Stock Association held at Denver, Colo., Janunary 22
and 23, 1907.]

Whereas many of the railroads have failed to supply themselves with
sufficient facllltfes- to perform their duties as common carriers in re-
celving and transporting freight throughout the western half of the
United States, where live-stock raising and feeding and shipping is a
most extensive and important industry, and have failed to furnish cars
in which live stock could be shipped to market to such an extent that
tens of thousands of cattle and sheep could not during the past season
be marketed, and have failed to su&ply cars for such great length of
time after orders have been given therefor that a large proportion of
the live stock marketed were so much delayed, generally for weeks and
in many instances for months, that they lost serlouslly im flesh and con-
dition, and after cars were supplied and live stock loaded have moved
the same at such slow rate of speed and otherwise delayed shipments as
to seriously damage such live stock ; and *

Whereas this treatment of the live-stock Industry of the country has
been gmvmli Worse year bf year and has cost the producers millions of
dollars, reaching the appalling condition during the past season of fore-
ing many shippers practically out of business, probably bankrup
some and seriously injuring and demoralizing the entire live-stock b
ness, particularly in the Southwest; and

‘Whereas there are, as a whole, more stock cars and have been fewer
shipments the past season than heretofore, and it is our belief from ob-
servation, experience, and from what we ean ascertain that there has
been a reckless indifference of the rallroad management in the localities
where this disastrous condition has existed in supplying themselves with
stock cars or in utilizing what they have been able to obtain to trans-
Egrt live stock, either permitting the cars to stand idle, as has often

en the case, or u them in transporting other traffic at a time when
live stock was being held for shipment and fast depreciating in value,

thereby producing a wanton destruction of property ; and A
Whereas there exists no adequate means o compelling the railroads

to perform their duty to furnish cars and perform the transportation

service in reasonable time, If at all, and no means of securing adequate
redress for failure of the railroads to perform those duties, where they
fail to do so; and

Whereas there is no way by which one railroad can compel its con-
necting line to e:chanFe em cars for loaded cars of live stock or tp
receive and forward live in the cars in which they are loaded;

and

Whereas the refusal of railroads to permit cars to off their own
line and to deliver cars to other lines has to a t mggt impaired the
efficiency of the cars which should be available and placed it beyond
the power of many rallroads to secure cars or a return of cars or
er%hnnge of cars, and in this way demoralized the railroad service;
an

Whereas it is our earnest bellef, concurred in by all those who in-
vestigate the subject, that the free exchange of ears and the thorough
and rapid transportation of live stock Is the only way In which this
unbearable condition can be relieved ; and

Whereas we believe that if left to themselves the railroads will not
better conditions, at least not relieve them, in absence of some law
which compels a free exchange and interchange of cars to enable each
road to back emﬁty cars for loaded cars delivered to its connee-
tion, and a law which fixes penalties fo compel the furnishing of cars
to dsmppers and the exchange and interchange as between railroads ;
an X

Whereas there has been introduced in the Senate of the United States
h{ the Hon. C. A. CULBERSON,. United States Senator from Texas, a
bill (8. 7887) declaring it to be the duty of rallroads subject to the
act to regulate commerce to provide sufficlent facilities to perform with
dispatch their duties as common carriers in furnishing ears and trans-
portation for shipment of all freight, including live stock, and to
promptly transport same and to exchange loaded and empty cars and
otherwise to provide sufficient facilities, fixing penalties for failure
of such duties and giving to the shipper the rizht to recover Iin an
court 0t. any State or Territory having jurisdiction his dama an
attorney’s fees, and in case of fallure to furnish ears for shipp live
stock double the damages sustained, and also empowering the Inter-
state Commerce Commission to enforce penalties for violation of the
act and to make rules and regulations with respect to the time and
manner of giving notlee for cars, furnishing cars, exchange and Inter-
change of cars, and all needful rules and regulations in the adminis-
tration of such law and to compel its observance, and providing rules
anlicnble to the different classes and kind of freight and the varying
circumsiances and conditions of shipment; and

Whereas we believe that the enactment of said bill Into law will
speedily remedy the deplorable conditions herein set forth, and that
some such measure is imperatively necessary: Now, therefore, be it

Resolved by the American Live Stock Association in convention
assembled at Denver, Colo., January £2 and 23, 1897, That we heartily
indorse said bill and recommend to our Senators and Congressmen from
all of the Western States, from which this association draws its mem-
bership, that the same be passed ; and further be it

Remfued, That copies of this resolution be promptly printed and sent
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